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FINANCIAL AND OPERATING RESULTS OF THE 


BRITISH GROUP RAILWAYS IN 1937 


Qur annual analysis of the accounts and statistics of the 
British group Railways, as shown in the published reports for 
the past year, is presented as a Supplement to every copy 
of this week’s issue. Extra copies of the Supplement can be 


supplied, price 1s. each. 








Summer Time 


UMMER time (one hour in advance of Greenwich time) 
will be introduced in France and Belgium during the 
coming week-end, i.e., the night of Saturday /Sunday, 
March 26/27, but will not apply in Great Britain until 
2.0 a.m. on Sunday, April 10. In order to ensure con- 
nections with international services on the Continent, im- 
portant alterations will be made, for the interim period 
of a fortnight-in certain of the Southern Railway Con- 
tinental services from and to London. Thus, the outwards 
Golden Arrow will leave Victoria at 10 a.m. instead of 
11 a.m., the arrival in Paris being timed at 5.40 p.m. 
as at present. The corresponding inwards service wil! 
continue to leave Paris at 10.30 a.m., hut be timed to 
reach London at 4.20 p.m., an hour earlier than the 
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usual service, the over-all time heing, on paper, less than 
six. hours. There will doubtless be many who will be 
puzzled by this apparent wholesale acceleration of the 
service in one direction and retardation in the opposite 
direction. There will, too, be many who think with us 
that it would pe an excellent thing if agreement could be 
reached between Great Britain and the Continental coun- 
tries whereby the dates of the introduction and the cessa- 
tion of summer time coincided in all countries. Under the 
present system of differing dates, some confusion is inevi- 
table in spite of the most carefully worded announcemeits 
of the railway administrations. A railway timetable is a 
delicate piece of mechanism and even a small change may 
have far-reaching effects. Thus, in order to obtain revised 
timings for the Continental boat trains, the running of 
many suburban and coastal trains has to be altered, 
the introduction of summer time on the Continent a fort- 
night before the change takes place in this country will 
have important repercussions on the railway services in 
Kent and Sussex. 
* * * * 


The Week’s Traffics 


The net decrease of £56,000 shown in the railway 
traffic of the four main-line railways for the past week 
may be discounted to some extent by the fact that it 
compares with an increase of £164,000 in the correspond- 
ing week of 1937. For that week the L.M.S.R. had an 
increase of £94,000, the L.N.E.R. one of £33,000, the 
Great Western one of £30,000, and the Southern one of 
£7,000. Passenger and coal traffics on that occasion were 
well up in every case. The combined increase for the 
year 1938 to date is now £944,000 or 3-04 per cent. with 
aggregate takings of £31,990,000. 





llth Week Year to date 

. a, —er_+ 

Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 

£ £ £ £ % 
L.M.S.R. , — 26,000 — 7,000 26,000 — 59,000 + 299,000 4- 2-35 
L..8.R. pa — 14,000 + 5,000 — 5,000 — 14,000 344,000 3-68 
G.W.R. k — 1,000 + 9,000 — 1,000 + 7,000 4+ 191,000 + 3-69 
S.R. + 7,000 + 4,000 — 1,000 + 10,000 110,000 + 2-96 


London Transport receipts for the past il amounted to 
£565,200, an increase of £5,800 on the corresponding 
week last year, and the aggregate for the 38 weeks to date 
is £21,325,500, an increase of £100,300. 


* * * * 


Retirement of Mr. Charles Cooper 


As announced on page 604, Mr. Charles Cooper retires 
at the end of this month from the position of Assistant 
to the Traffic Manager for Continental Traffic, Southern 
Railway, which he has held since 1930. Mr. Cooper 
has been connected with the working of Continental traffic 
for the greater part of his railway life, first with the former 
London Brighton & South Coast Railway and from 1923 
onwards with the Southern Railway. His personal charac- 
teristics have been geniality and imperturbability. During 
his tenure of office the work of the Continental traffic 
department has increased to an unprecedented degree and 
particularly in the last two years. The Southern Railway 
Company has now no fewer than nine Continental traffic 
services in connection with the following routes: Dover— 
Calais; Dover—Dunkerque train-ferry; Dover—Ostend; 
Folkestone—Boulogne; Newhaven—Dieppe; Southampton 
—Havre; Southampton—St. Malo; Gravesend—Rotter- 
dam; and the Dover—Calais Autocarrier service. In 
the year 1936 the total number of passengers carried by 
all the company’s Continental steamboat services was 
1,040,494, and the number was greatly increased in 1937 
by the devaluation of the French franc, the Coronation, 
and the Paris exhibition. In fact, 1937, was an out- 
standing year of Continental traffic, as the Chairman 
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pointed out in his address to the stockholders last month. 
The number of passengers carried by the railway in con- 
nection with this traffic increased by 468,000, bringing 
in nearly £248,000 more under the head of railway work- 
ing than in 1936. Our readers will join with us in wishing 
Mr. Cooper long and happy retirement. 
* * * * 

Grand Union Canal Developments 

Traffic developments of much interest in connection 
with the Grand Union Canal were described by the Chair- 
man of the company (Mr. E. J. Woolley) at the annual 
meeting on March 16. The company has appointed an 
executive committee of management which has formed a 
highly specialised traffic department with its own agents 
in various districts, with the object of obtaining business 
for the canal and acting in close co-operation with the 
subsidiary Grand Union Canal Carrying Company. 
Control has been obtained by the company of the entire 
activities in its own Regent’s Canal dock, with the excep- 
tion of two wharves and the coal jetty, by the acquisition 
of the Stevedoring & Wharfage Company. In order 
further to complete its organisation, the company has 
acquired a Belgian company, registered in Antwerp. By 
this means the Grand Union Canal is able to quote for 
and accept traffic from towns which it serves in Britain 
to all the principal cities in Europe. The company has 
also acquired its own shipping company, which operates 
the Regent’s Line between Regent’s Canal Dock and 
Antwerp, and is bringing increasing traffic to the dock, 
wharves, and canal. Goods can thus be carried by the 
company from Birmingham to Basle and other Continental 
towns in its own craft by the all-water route. This 
achievement is regarded by the Chairman as unique in the 
history of British transport. 

* * * * 

Overseas Railway Traffics 


With the continuance of a more favourable rate of 
exchange traffics of the Central Uruguay have an increase 
to date of £16,406 in sterling, although in Uruguayan 
currency there is still a decrease of $209,830. During the 
last fortnight, however, there has been an increase of 
$19,238 in currency receipts. On the Entre Rios Rail- 
ways there has been an improvement in the past two 
weeks in sterling receipts of £5,185 and in currency of 
83,600 pesos, bringing the aggregate increase for the year 
to £53,967 or 597,200 pesos. The Argentine North 
Eastern is also better on the year by £18,161 or 
91,800 pesos. Traffics on the other Argentine railways 
continue to fall. 


38,400 


No.of Weekly Inc.or Aggregate Inc. or 
Week Traffics Decrease Traffic Decrease 
£ 
Buenos Ayres & Pacific .. 88th 108,561 — s‘bos 3,201,287 - 118, $25 
Buenos Ayres Great Southern .. 38th 186,725 — 12,407 5,690,693 + 78,392 
Buenos Ayres Western .. .. 38th 44,913 — 9,491 1,726,303 - 101,627 
Central Argentine 38th 110,096 — 57,044 4,695,070 —1,071,576 


Canadian Pacific 11th 466,200 
Bombay, Baroda & Central India 50th 294,825 3,975 8,373,975 + 24,900 


Amongst Brazilian railways the Great Western for the 
12 weeks of the current year has traffics lower by £2,800, 
but up by 622 contos. Leopoldina traffics for the same 
period are down by £39,548, or 1,471,000 milreis, and 
the San Paulo for its eleven weeks records a decrease of 
£13 501 


4,880,600 — 134,400 


* * * * 


Centenary of the T.P.O. 


On Monday next the Lord Mayor of London, the Post- 
master-General, and the Chairman of the L.M.S.R., have 
all agreed to participate in a ceremony at Fuston station 
to commemorate the centenary of the travelling post office. 


The close and long-standing link between the Post Office 
and the British railways is sufficiently well known to 
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require no emphasis to railway readers, but the ceremony 
is a particularly happy way of calling the attention of the 
general public to a notable co- operation. The first rail- 
borne mail was carried between Liverpool and Manchester 
on November 11, 1830, but the journey was too short to 
effect any widespread accelerations. With the opening in 
1837 of the Grand Junction Railway, the advantages of 
rail transport became considerable, and some of these are 
set out in a brief article by Mr. John Phillimore which 
we publish on page 596. As an experiment, a horse box 
was fitted up temporarily as a sorting carriage and ran 
between Birmingham and Liverpool, for the first time 
on January 6, 1838. The experiment was so successful 
that on June 19 it was decided to make the travelling 
post office a permanent institution, and accordingly a 
special vehicle was built by the Grand Junction Railway. 
This had the further distinction of being equipped with 
apparatus for exchanging mail bags at speed—an 
ingenious contrivance devised by John Ramsay that has 
proved to be the father of all T.P.O.’s. 


* * * * 


Transport for Winter Sports 

The transport facilities for giving access to ski-ing 
grounds at winter resorts in Switzerland have been recently 
supplemented by novel installations, which may be de 
scribed as electrically-operated haulage-ways. One typ 
of haulage-way works on the same principle as an ordinary 
cable railway, but instead of cars there are two articulated 


sledges hauled by a cable on snow tracks. Such a 
sledge haulage-way has been huilt at Lenzerheide; it is 
ope rated with a 36-h.p. Oerlikon three-phase motor. Each 


sledge is fitted with a bell and telephone equipment by 
means of which the drivers can communicate at any time 
with the haulage station. For this purpose a wire is 
carried by insulators along the line, and there is a contact 
rod on every sledge. Further installations of the kind 
are in operation at other winter resorts. Another ingenious 
type of installation is the ski haulage-way, as instanced 
by the one constructed at Davos. It consists of an over- 
head endless cable driven by a 24-h.p. Oerlikon motor. 
The ski-ers are drawn uphill on the snow, on their skis, 
by means of an attachment clamped on the endless chain. 
This ski haulage-way can convey uphill about 330 ski-ers 
an hour, over a distance of about 320 metres. A notable 
feature of this type of installation is that inclines up to 
1 in 1:43 can be negotiated without difficulty. Some 


four other such haulage-ways on the Constam patent have 


just been built at different winter resorts. The illustra- 
tions on page 602 give a good idea of the modern trans- 
port available for winter-sport enthusiasts. 


* * * * 


Anglo-Scottish Competition 


There are various changes of note to be brought about 
with the introduction by the L.M.S.R. and the L.N.E.R. 
of their Spring timetables on May 2 next. Their con- 
tents make it clear that neither company is resting on 
the laurels of its acceleration programmes during the past 
five or six years; but the more notable features detailed 
on page 606 still leave other possibilities unexploited. 
For example, a 60-min. connection at 3.20 p.m. from 
Perth to Edinburgh by the L.N.E.R. (with, perhaps, a 
stop at Dunfermline) would not merely give a time of 
7 hr. 10 min. from Perth to London, but would link up 
the 11.5 a.m. from Inverness with the Coronation, and 
thus bring into operation times hitherto unheard of from 
the Highlands to London. Then the 3 hr. 29 min. 
journey of the 12.45 p.m. L.N.E.R. express from Aber- 
deen to Edinburgh, with its average speed of 37:7 m.p.h., 
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contrasts too markedly with the 65°5 m.p.h. of the 
Coronation from Edinburgh to King’s Cross, with which 
it is in connection. Further, might not the passenger for 
Kirkcaldy or Dundee, desiring the morning in London for 
his business, expect to find a connection in Edinburgh on 
arriving at 8.45 p.m., rather than the discovery that he 
has missed the last train there by twenty minutes? Such 
a thing as finality in timetable improvement does not 
exist; and it is generally the case that alongside the 
large-scale and spectacular improvements of the front- 
rank flyers there is still room for the improvement of 
connections and ameliorations of service that in the long 
run confer almost as widespread a benefit. 


* * * * 
Railway Connection between Lithuania and Poland 

As a result of the agreement reached between Lithuania 
(Lietuva) and Poland on March 19, railway and road 
communication is to be resumed very soon between these 
two countries. Lithuania suspended railway and road 
communications with Poland in 1920 after the annexa- 
tion by the latter of Vilna (Vilnius in Lithuanian, Wilno 
in Polish) and of the surrounding territory, from the 
Latvian frontier in the north to the German frontier in 
the south. With the railways crossing the new frontier 
thus created between Lithuania and Poland—a frontier 
which up to a few days ago Lithuania recognised only 
as a “‘ demarcation line ’’—a state of affairs arose similar 
to that which has existed for nearly 20 years between 
Roumania and the U.S.S.R. upon the refusal of the 
latter to recognise Roumania’s annexation of Bessarabia. 
rhe railways crossing the ‘‘ demarcation line ’’ were cut, 
ind all through communication suspended. From the 
Lithuanian side, the railway lines thus cut were worked 
to the stations nearest the ‘“‘ demarcation line.’’ The Poles 
on the other hand, in their new territory had a standard- 
gauge railway almost all along, close to the ‘‘ demarcation 
line,’’ and consequently did not work the short sections 
branching off towards the ‘‘ demarcation line,’’ except 
in the south, from Suvalkai towards the new border. By 
the resumption of direct railway communication between 
the two countries, Lithuania will secure again her lost 
connections with abroad (Germany via Suvalkai, and the 
U.S.S.R« mainly via Vilna) while Poland will be able to 
take advantage of direct railway links with Klaspeda 
(Memel), Lithuania’s main seaport, and of direct transit 
through Lithuania with Liepaja, Latvia’s rising maritime 
centre. 

* * * * 


Derailment on the Cromford & High Peak Line 


Lt.-Colonel Woodhouse’s report on the derailment which 
occurred on October 6 on the curve near the foot of the 
Hopton incline, on the Cromford and High Peak line of 
the L.M.S.R., will be found summarised on page 609. 
This mineral line comprises three steep inclines, two of 
which are worked by rope haulage. The third, the 
Hopton incline, 600 yds. long, has a piece of 1 in 14, 
understood to be the steepest in this country regularly 
worked by locomotives. The general speed limit on the 
section was 30 m.p.h. ‘‘ except over a short length,’’ not 
clearly defined, approaching the incline. Fairly high 
speeds were regularly run round the curve, itself on a 
down grade of 1 in 1056, in the effort to rush the ascent, 
apparently up to 50 m.p.h. at times. Some old North 
London outside cylinder 0-6-0 engines have worked on 
this line since 1930. They are powerful for their weight, 
but their short rigid wheelbase, their overhang and the 
boxing action of the outside cylinder drive, which we 
remember them to have exhibited in N.L.R. days, make 
them unsuitable for fast running. Speed round the curve 
is now limited to 35 m.p.h. and unlimited only on the 
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short straight length of 80 yds. between it and the ascent. 
As there must always be some temptation to overstep the 
mark in order to make sure of surmounting the incline 
at the first attempt the report recommends that better 
ballast than ash should be provided on the curve, as an 
additional precaution against displacement. 


* * * * 


A Well-equipped Signalling School 

On page 593 we publish a short description of the ex- 
cellent new mobile signalling school in the Southern Area 
of the L.N.E.R., for which great credit is due to Mr. 
R. J. M. Ingiis, Engineer, and Mr. A. E. Tattersall, Signal 
& Telegraph Engineer, under whose immediate direction 
the school has been fitted up. Its equipment is such as 
to further the training of staff in dual maintenance, which 
the company finds more and more necessary as electrical 
appliances are increasingly added to, or substituted for, 
the simpler mechanical apparatus. The changes of the 
last few years, especially the introduction of stretches of 
colour-light signalling and modern telephone and telegraph 
equipment, make it imperative that the staff should have 
grounding in the scientific principles of the devices under 
their care, both to keep it working satisfactorily, and to 
clear faults rapidly. A central school for the Southern 
Area, such as exists in the North-Eastern Area at York 
(see THE RamLway GAZETTE of November 6, 1937) has been 
found impracticable, the southern lines being so dispersed, 
but district schools exist at four centres and a comprehen- 
sive programme of lectures and demonstrations, with suit- 
able printed matter for distribution, has been drawn up. 
The idea of supplementing these by mobile schools, thus 
giving ample instructive facilities over the whole area, 
strikes us as altogether commendable. We may say that 
there is a decided want of useful literature on the main- 
tenance side of signal engineering, little touched on in the 
few books at present available on the subject. 


* * * * 

Smoking in 1838 

There seems to be a widespread misconception that 
smoking in trains was rigidly forbidden from the earliest 
days of railway travel, an impression based probably upon 
the stern 1838 regulations of the London & Birmingham 
Railway whereby smoking was “ strictly prohibited in 
the carriages, even with the consent of the passengers, or 
upon the stations.’’ The actual bye-laws went further, 
and provided that any passenger persisting in smoking 
after being warned not to do so was “‘ hereby subjected 
to a fine of forty shillings, and in case of his persisting 
after a second warning, he will immediately, or (if travel- 
ling) at the first stopping place, be removed from the com- 
pany’s premises, and forfeit his fare.’’ Surely future 
generations will see that smoking was a_ particularly 
heinous offence, and that it was tempering justice with 
mercy to allow the unrepentent culprit to remain in the 
train to the next stopping place, rather than eject him 
violently through the window for the protection of his 
blameless companions. That it was not always so, how- 
ever, is shown by some 1836 Whitby & Pickering Railway 
tickets in the British Museum Library, which merely 
prohibit smoking in the first class carriages. Moreover, 
the Manchester Guardian of March 17, 1838, published an 
advertisement of the Liverpool & Manchester Railway 
announcing that the directors had passed a bye-law (with 
a 40s. penalty) against smoking, so implicitly the practice 
had been tolerated since the opening in 1830. In Sep- 
tember, 1839, the minutes of the Newcastle & North Shields 
Railway refer to smoking as “‘ an evil that had caused 
injury to the best carriages.’’ Here, surely, is the crux of 
the matter. 
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Sir Ralph Cope 
HEN Sir Ralph Cope, the Chief Accountant of the 
Great Western Railway, retires on March 31, he 
will have completed a career marked by an unusual number 
of long service and other records. The 61 years of his 
connection with the G.W.R.—years throughout which, as 
Lord Horne said at the annual meeting of the company 
on February 25, he has served faithfully, zealously, and 
with an ability which has gained him an outstanding posi- 
tion in the whole railway world—have all been spent in 
the Chief Accountant’s office, and 22 of them in the post 
of Chief Accountant itself. This long service was specially 
referred to at a complimentary luncheon to Sir Ralph 
in 1936 after he had received a knighthood, when it was 
pointed out that although the whole of his supervisory 
staff had assembled to do him honour, only four of its 
members had been born at the time he entered the Chief 
Accountant’s Office as a clerk in 1877. His length of 
service is undoubtedly a record for any chief officer of 
the G.W.R., and may even claim to be so in a much 
wider sphere. To the post of Chief Accountant of the 
G.W.R., Sir Ralph brought distinction by being the first 
railway accountant to be knighted, an honour earned not 
only by his lengthy services to his own company, but to 
the railways in general. To these wider activities, also, 
Lord Horne made reference at the recent G.W.R. meeting, 
recalling that for a long period (since 1923, as shown in 
our biographical notice on page 603) Sir Ralph has been 
Chairman of the Railway Accountants’ Committee, and 
from the inception of the London Transport Pool in 1934 
he has presided over the Accounts Advisory Committee. 
Such a record is consistent only with ability far above 
the ordinary, and his memory and agility with figures are 
remarkable and almost uncanny. In his younger days 
he was able to add up the pounds, shillings, and pence in 
a long money column at one and the same time. A keen 
sportsman, he played cricket, football, bowls, and golf, 
and is still a member of the Middlesex County Cricket 
Club. He was an amateur chess player of repute, and 
was one of the team representing the South of England 
against the North in the only two of such matches that 
have ever been played. Sir Ralph is held in high esteem 
by his staff and colleagues, both for his ability and per- 
sonal qualities, of which a generous nature and sense of 
justice are conspicuous. He has a great number of friends 
both within and without railway circles, who regard him 
with affection and admire his all-round knowledge and 
soundness of judgment. We join with them in wishing him 
well in what we hope may be a long and happy retirement. 


* * * * 


British Group Railways in 1937 
TMHE year which has just closed records an advance in 

railway revenue on 1936, which itself showed a sub- 
stantial improvement compared with 1935. The total net 
revenue of the four amalgamated lines in 1937 is just short 
of £38,000,000, an increase of about £11,500,000 or 43 
per cent. compared with 1932, which was the worst year 
for railways since the war. Gross receipts from all 
sources show an advance of £8,760,000 or 4°82 per cent. 
on the previous year, and net receipts are up by 
£2,025,000 or 6:04 per cent. It should be noted, how- 
ever, that while gross receipts in 1936 were higher than 
the 1935 figures by some £7,114,000 or 4-07 per cent., 
net receipts were hetter by £3,257,000 or 10°75 per cent.; 
in other words only 23 per cent. of the 1937 increase 
in takings becomes available for distribution, as against 
about 45 per cent. of the 1936 increase. This is no doubt 
clue to the large increases in the cost of materials, par- 
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ticularly coal, steel, and timber; and of rates of wages, 
To offset these higher costs the Railway Rates Tribunal 
awarded an increase of 5 per cent. in rates and fares which 
came into operation on October 1 last, too late to influence 
appreciably the financial position in 1937. The sources 
of the increased revenue and expenditure are disclosed 
in the published accounts and returns, an analysis of 
which we present as a supplement this week. Receipts 
of the railways excluding ancillary businesses are 
£7,319,000 higher. 

Expansion has taken place under practically all heads 
of railway working; passenger train traffic receipts in- 
creased in the aggregate by £2,942,000 or 4-2 per cent., 
the best result being that of the Southern which advanced 
by 5-2, per cent. or approximately £830,000; the corre- 
sponding increases for the remaining lines are L.M.S.R. 
£1,031,000 or 4 per cent., L.N.E.R. £654,000, and 
G.W.R. £427,000... Takings from season tickets amount 
to £7,903,000, an increase of some £256,000, of which the 
Southern accounts for about £130,000 or over 50 per 
cent. of the total improvement. The steady advance in 
Southern revenue from season tickets compared with other 
lines is remarkable. In 1929 such receipts of the fou 
main lines totalled £8,604,000, the Southern’s share being 
£2,771,000 or 32 per cent.; but last year this company’s 
season takings reached £3,207,000, equivalent to 43 per 
cent. of the total. No doubt the Coronation helped pas- 
senger takings last year; the extent to which railways will 
benefit from the granting of holidays with pay to workers 
in many industries this year for the first time will be 
awaited with interest. 

Goods traffic receipts also show an improvement, as 
was to be expected with the iron and steel trades work 
ing to capacity. The total increase in originating traffic 
was over 16,000,000 tons, or nearly 6 per cent. The 
principal increases are in coal and coke, iron ore, and 
manufactured iron and steel; but against these gains must 
be set reduced carryings of agricultural produce, live- 
stock, and road stone. The effect of higher rates upon 
traffic will be watched with interest; there are no doubt 
several classes of traffic where the difference in cost 
between rail and road transport is°so small that an in 
crease of 5 per cent. in rail charges may tip the scale in 
favour of the road. The difficult days of the trade 
depression compelled manufacturers and traders to pay 
close attention to transport costs, while the general trend 
towards even bigger and more powerful business concerns 
has facilitated these investigations, as so many of them 
can now justify the cost of employing experts engaged 
solely upon transport matters. Taking the long view, 
however, it is possible that the relative cost of road trans- 
port will tend to increase, being still in its infancy. As 
it develops, labour costs are likely to rise with the 
regularisation of working conditions and hours, and the 
upward move of wages whether by legislation or by agree- 
ment with the employees’ representatives. 

There appears to be nothing abnormal in the expen- 
diture incurred by the railways upon traffic operation and 
maintenance generally. Maintenance and renewal of way 
and works has cost more as regards total expenditure, cost 
per train-mile, and percentage of traffic receipts. Mile- 
age of track renewed is higher except on the G.W.R., 
which has renewed 14 miles less than in the previous 
year. The cost of materials per mile of track renewed is 
rather less on the L.M.S.R. and L.N.E.R. and _ highe1 
on the G.W.R. and Southern Railway. Corresponding 
labour costs are also lower by £8 per mile renewed on 
the Southern, and £4 on the L.M.S.R.; but greater by 
£7 on the L.N.E.R. The G.W.R. wages show a rise of 
£104 per mile relayed, which is about 20 per cent. higher 
than the previous year. Repairs and partial renewals 
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have also cost rather more except on the Southern. The 
return of principal materials used shows that the Southern 
nd L.N.E.R. have each used about 10 per cent. more 
ballast, while the L.N.E.R. and L.M.S.R. have used some 
{ per cent. more rails and a larger number of sleepers. 
Except on the L.N.E.R. there is an all-round rise in the 
cost of rolling stock maintenance; although the L.N.E.R. 
charges under this head represent nearly one per cent. 
less on the traffic receipts than in the previous year, 
they are still much higher on this basis than on any of 
the other lines. 

More train-miles and the higher cost of fuel are reflected 
in higher locomotive running expenses, but on the G.W.R. 
and the Southern they represent a smaller percentage of 
traffic receipts. Having regard to ruling conditions, traffic 
expenses (Abstract ‘‘ D’’) and general charges (Abstract 

E ’’) call for no special comment. Details of the work- 
ing of ancillary businesses deserve study; receipts from 
this source are 6°44 per cent. higher than in 1936, pro- 
viding £1,440,000, which is equivalent to more than 
16 per cent. of the total increase in gross revenue from 
all sources. So far traffic receipts this year are up suf- 
ficiently compared with the corresponding period of 1937 
to give grounds for hope that 1938 will be as good as, if 
not slightly better than, 1937. The cost of materials 
generally seems to have reached its peak for the imme- 
diate future, and further movements will probably be 
downward; while so far as-we are aware no major increase 
in wage rates is foreseen at present. In spite of the great 
improvement in the railway position since 1932 prosperity 
is yet far off; the Southern revenue is still some 8 per 
cent. below the standard figure, while the L.M.S.R., 
L.N.E.R., and G.W.R. have failed to attain to standard 
revenue by about 33, 30, and 18 per cent. respectively. 
Will such profits ever be earned again? We can but hope. 


* * * x 


Railway Camping Coaches 
IVE years’ experience with camping coaches has shown 
the British railway companies that the demand for 
this facility is still expanding, and the steady stream of 
visitors to the specimen coaches which are now open to 
inspection at various stations throughout the country 
reveals the attraction which this type of accommodation 
has for those who prefer an unconventional holiday. 
The first coaches were introduced by the L.N.E.R. in 
1933, ten vehicles being converted for the purpose, and 
proving so popular that additional vehicles had to be pro- 
vided in the following year. The other companies then 
adopted the idea, with complete success, and since that 
date, despite the continual introduction of more coaches, 
the applications have always exceeded the available 
accommodation, particularly during the height of the 
summer. During the present year over 400 coaches will 
be available, of which the L.M.S.R. possesses 213, the 
L.N.E.R. 119, the G.W.R. 60, and the Southern Railway 
20. The coaches are obsolete railway passenger stock— 
usually of the corridor type to facilitate access to the 
various rooms—altered internally to provide bedrooms for 
four, six, eight, or ten people according to the size of the 
vehicle, together with a large living room, suitably and 
conveniently furnished, and a combined kitchen and 
scullery with washing up arrangements. The coaches are 
lit with oil lamps, and equipped with blankets, sheets, 
linen, cutlery, crockery, kitchen utensils, and oil heating 
and cooking facilities. Clean linen, towels, and other re- 
quirements are supplied weekly from railway. laundries. 
Water is usually obtained from the adjacent station, but 
in some cases it has been possible to fit fairly large water 
tanks in the coaches. 
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The vehicles are placed on branch lines throughout Great 
Britain, the sites ranging from seaside and river bank to 
moorland or mountainous regions. The rental generally 
approximates to ten shillings per person per week, 
although lower terms are charged in the spring and autumn 
in order to encourage the public to take holidays at times 
other than the peak season. The only conditions attached 
to the hiring of the coaches are that the hirers should 
travel to their destination by railway, for which purpose 
they are required to purchase not fewer than four monthly 
return tickets from their home station to the camping site, 
and also that the equipment of the coach should be 
handed over intact at the conclusion of their stay. Ex- 
press services are usually available to points very near to 
the selected sites, and the usual facilities are available 
for the conveyance of luggage and provisions in advance. 
It is of interest that in addition to the rentals yielding 
a very satisfactory return on the expenditure involved, 
the railway fares of the camping coach parties have con- 
siderably exceeded the total rentals. A_ substantial 
revenue has also been obtained from the sale of seven- 
day holiday or “‘ run-about ’’ season tickets, which permit 
of unlimited rail travel within a fairly extensive territory 
adjacent to the camping sites. Practically the whole of 
the coaches were booked for August at the beginning of 
this year; in fact, it is customary for many parties to 
reserve their accommodation twelve months in advance. 


* * * * 


Alsace-Lorraine Railways 


HE report of the Alsace-Lorraine Railways for 1936, 
just to hand, refers of course to a period prior to 


the grouping of the French railways. The Alsace- 
Lorraine system, though owned by the State, was 


operated, with the Guillaume-Luxembourg line of 207 
km. and 17 km. of line belonging to other systems, from 
a central administration at Strasbourg, separate from that 
of the State Railways. The total length of line worked 
in 1936 was 2,302 km., as compared with 2,297 km. at 
the end of 1935. The Franco-German agreement pro- 
vided for certain adjustments of the mileage worked 
belonging to one and the other country. The agreement 
was followed also by a considerable diversion of traffic, 
especially coal and iron ore, in a direction unfavourable 
to the interests of the Alsace-Lorraine Railways. This 
is apparent from the constant references in the report to 
the direct and indirect consequences of the return of the 
Saar to Germany. Thus the main cause of the reduction 
in traffic receipts was again the changed situation in the 
Saar. Moreover, the year 1935 included only nine months 
of the changed conditions, while the accounts for 1936 
show a full year under the new régime. The gross earn- 
ings of traffic fell from fr. 654,105,816 to fr. 644,229,484, 
or 1:51 per cent. At the same time this is better than 
1935, the first year after the return of the Saar to Ger- 
many, when the fall in traffic receipts was no less than 
13-45 per cent. The key to the traffic position on the 
Alsace-Lorraine system is its mineral traffic, and this has 
been profoundly affected by the return of the Saar. The 
coal of the Saar is required in Lorraine, and the iron ore 
of the latter province forms a natural exchange. Any 
change in the channels of this mutual exchange of pro- 
ducts of course vitally affects rail transport between the 
two regions, and the diversion to the German lines of 
the Saar coal destined for Switzerland and beyond, has 
meant a loss of fr. 20 million. Other changes in traffic 
direction are calculated to have raised this figure to some- 
thing like fr. 56 million decrease in traffic receipts due 
directly and indirectly to the return of the Saar. 
Passenger receipts were fr. 1,590,341, or 1-20 per cent. 
better than in 1935. At the same time the number of 
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passenger-km. increased by 4°16 per cent., due to the 
introduction of special tariffs such as annual vacation 
tickets, seaside bookings, &c. Merchandise showed a 
diminution of fr. 11,466,673, or 2-2 per cent., as com- 
pared with the 1935 total. At the same time freight 
tonnage showed an increase of 3-2 per cent., the difference 
between receipts and tonnage increase being due to the 
greater proportion of heavy traffic carried at low reduced 
tariffs. Coal tonnage constituted no less than 33 per cent. 
of the total freight, and iron ore also formed a large pro- 
portion. Out of the total of 37,850,433 tonnes of 
merchandise, coal accounted for 12,509,344 tonnes and 
iron ore for 11,558,275 tonnes. Sundry receipts, mainly 
of a financial order, were fr. 12,195,334, that is, less by 


fr. 8,071,725 than in 1935. Operating results were :— 
1936 1935 
Number of passengers ‘ 55,956,043 55,372,603 
Average passenger journey, km. 25,628 24,863 
Merchandise (p.v.) tonnes 37,850,433 36,677,004 
Average p.v. haul, km. 69,662 72,687 
Train kilometres 26,734,276 26,492,366 
Operating ratio, per cent. 117-36 108-34 
Francs Francs 
Passenger receipts 134,386,434 132,796,093 
Merchandise receipts 509,843,049 521,309,722 


656,424,818 674,372,875 


Gross receipts on 


Working expenditure 770,409,176 730,595,304 
Loss on working 113,984,358 56,222,429 
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Working expenditure was fr. 39,813,872 higher, this 
increase of 5-4 per cent. being principally due to labour, 
especially the cost involved in the restoration of the April, 
1934, rates, paid vacations, &c. Expenditure would have 
been higher had it not been for the special measures 
taken to procure economy, such as the reduction in num 
ber of vehicles per train, better use of capacity, economy 
in fuel consumption, &c. The prélévement instituted by 
the Decree-Law of July 16, 1935, amounted to fr. 
17,671,464, against fr. 15,967,661 in 1935. Capital 
charges to the extent of fr. 195,318,671 had to be met in 
1936, and the final result of the year’s working was a 
deficit of fr. 323,485,932, chargeable to the Common 
Fund, as against fr. 258,823,969 in 1935. New works in 
hand included the enlargement of Molsheim, Mulhouse- 
Ville, and Reding stations, and the workshops at Bisch- 
heim and Montigny; doubling of the Strasbourg—St. Die 
line, and doubling of the Silestat—Saverne, and Stein- 
berg—Schweighausen lines. The last section of the latter 
line was opened to service on December 3, 1936. Plans 
were proceeding for quadrupling the line from Sarrebourg 
to Nouvel-Avricourt. Rolling stock was increased by the 
delivery during the year of six De Dietrich and two 
Renault railcars. Railcars ran 1,922,503 km. against 
1,460,957 km. in 1935. A three-axled carriage was trans- 
formed into a camping coach, as an experiment. 











LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Considerations for New Tubes 


Settlement, Farncombe Street, 
Jamaica Road, S.E.16, March 15 
To THE Epitor oF THE RalLway GAZETTE 

Sir,—I note with interest Mr. Dendy Marshall’s revival 
in your columns of the forty-year old proposal for a tube 
railway between Victoria, and Marble Arch. Very proper 
objection can be taken to this or any other scheme con- 
sidered as a simple shuttle service. I suggest, however, 
that this line be considered in relation to a larger plan to 
relieve the Northern Line, and to give better connections 
to the West End. A relief line might well be made starting 
from Clapham Common or thereabouts, through Victoria, 
and Marble Arch, to Baker Street; it would fill a notable 
gap in the Underground network, and take some of the 
traffic from the Morden extension that must all go via 
Kennington at present. Or it might be taken from Clapham 
to Brixton, thus again reviving a forty-year old scheme. 

Apropos of shuttle services, one may venture to point 
out that the impending modernisation of the Waterloo & 
City Railway is in fact a very hasty move—paradoxical 
though that may sound. Any sensible scheme must surely 
involve connecting the Bank terminus with the G.N. & City 
terminus at Moorgate, and a widening of the tunnel so as 
to permit of through running from Barnet, and Alexandra 
Palace to Waterloo. It seems so obvious that the present 
Southern Railway programme is only a second best, and a 
good deal more co-operation between London Transport and 
the Southern seems to be called for. 

When the Stanmore service is transferred to the Bakerloo 
Line, the Elephant & Castle terminus will be a greater 
anomaly than ever, and it is time that the moribund 
Camberwell extension was brought into the limelight again. 
Might it not be taken round to Rye Lane, Peckham, and 
thence to Honor Oak, to make connection with the S.R. 
Crystal Palace (H.L.) branch? Of alternatively the Camber- 
well plan might be scrapped altogether, and the extension 
taken along New Kent Road and Old Kent Road, and down 
to Nunhead. In either case the Crystal Palace line would 
be assimilated into the Underground system; as it is a dead 
end line, this would not affect the Southern network as a 


Bermondsey 


whole. Possibly tube trains could be projected over th 
Catford Loop to Bromley, running in conjunction with 
Southern Railway trains. This or some similar develop- 
ment would give tube facilities to S.E. London without 
requiring an enormous length of new tunnel. Here again, 
close co-operation between London Transport and _ the 
Southern Railway is called for. 
Yours faithfully, 
RONALD W. G. BRYANT 


London, W.6, March 12 
To tHE Epiror oF THE RAILWAY GAZETTE 

Str,—Perusal of Mr. C. F. Dendy Marshall’s proposal 
for a Victoria—Marble Arch tube and your editorial foot- 
note on the undesirability of short tube lines and shuttle 
workings prompts me to suggest a scheme which would 
perhaps meet all requirements. 

The projection of the Bakerloo tube from Baker Street 
out over the Metropolitan Line to Wembley and Stanmore, 
coupled with the fact that normal expansion in the popu- 
lation of this district will probably necessitate a further 
extension in the Harrow and Uxbridge direction will, with 
the passage of years, almost certainly bring about a severe 
congestion problem jon the Baker Street—Charing Cross 
section of the line which also has to bear the traffic coming 
froin the direction of Queen’s Park and the L.M.S.R. line. 

A proposal which might be considered for future adoption 
is the construction of Mr. Dendy Marshall’s suggested tube 
from Victoria to Hyde Park and Marble Arch, but its 
continuation thence to Baker Street, where it would meet 
and intercept the traffic coming from the Watford—Queen’s 
Park—Paddington line. This new tube would thus free 
the original Bakerloo Line and enable an unhampered 
development of the traffic potentialities of both the Wembley 
—Stanmore and the Queen’s Park—Watford extensions by 
placing them on separate but connected West End routes. 
Victoria (S.R.) would at last have a much needed tube con- 
nection with the heart of the West End, with interchange 
facilities at Marble Arch and Hyde Park. 

Yours faithfully, 


‘* VITESSE 
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PUBLICATIONS RECEIVED 


The South American Handbook : 
1938. Issued by Trade & Travel 
Publications Limited, 14, Leadenhall 
Street, London, E.C.3. 4} in. x 7 in. 
698 pp. + folding map. Price 3s. 6d. 
net.—This comprehensive volume is 
the 15th annual edition of the hand- 
book, and, as well as being the accepted 
standard guide of Latin America, it 
furnishes business interests with valu- 
able information about each individual 
republic. From the railway point of 
view some of its most interesting fea- 
tures are the railway maps of each 
country, and even of each railway 
system in the case of Argentina. Also 
between pages 665 and 681 there is an 
abbreviated year book of the South 
American, Mexican, and Central Ameri- 
can railways. Descriptions are also 
included of the principal rail routes in 
each country, giving the durations of 
journeys from point to point, distances, 
notes on the comfort, and approximate 
times of the principal trains. More- 
over, there are paragraphs upon new 
railway projects and the areas they 
serve, the constructing agency, and in 
some cases, the progress of the work. 
In certain instances very complete 
descriptions of individual railways are 
given, with historical notes, engineering 
features, altitudes of summits, gradients, 
and detailed itineraries of journeys. 
This handbook also constitutes a brief 
gazetteer of each country and is, in 
short, a mine of information upon 
latin America generally and its railways. 


Indoor Model Railways. By E. W. 
Twining. London: George Newnes 
Limited, Tower House, Southampton 
Street, Strand, W.C.2. 8} in. x 5} in. 
151 pp. + xx pp. Illustrated. Price 
5s. net.—Few railway subjects have 
produced such a profusion of literature 
recently as the art of railway modelling. 
As we have commented previously, the 
introduction of the ‘‘ HO” and “OO” 
gauges, approximately one-half the size 
of the ‘““O” gauge that has been so 
popularised by Bassett-Lowke, Hornby, 
and other makers, has called for a new 
technique in model-building and in 
layout work, and it is largely to meet 
this need that these new treatises on 
railway modelling have made their 
appearance. Mr. E. W. Twining needs 
no introduction as an authority on rail- 
way models, and on every aspect of the 
subject he is recognised as an expert. 
As may be expected with one who is so 
competent a draughtsman, the author 
depends very largely on drawings to 
elucidate his explanations of railway 
and model practice, which are of 
admirable clarity, and his artistic flair 
is obvious in such matters as the design 
of station buildings. Ofall the chapters, 
those dealing with layout, signalling, 
and control are perhaps the most 
valuable, and will be greatly appre- 
ciated by those who wish accurately 
to reproduce the functions of the full- 
size railway on this small gauge. The 
account of the origins of the “HO” 


and ‘‘ OO ”’ gauges, and of the difference 
between them, is also of considerable 
interest, and will unravel what doubt- 
less has been a mystery to many railway 
modellists. 


Points and Crossings, with Ex- 
planatory Notes and Formule, for 
the 5-ft. 6-in. Gauge. By K. N. 
Salkade. Third edition, revised and 
enlarged. Bombay No. 7, India: The 
Popular Book Depot (Registered), Grant 
Road. 7} in. x 43 in. 374 pp. 97 
illus. Price Rs. 4-8-0, postage Rs. 0-8-0. 
—The fact that this book is in its 
third edition indicates that it is fulfill- 
ing an essential need for those who deal 
with point and crossing work on the 
railways of India. A previous book by 
the author, treating of metre and 
narrow gauges, was published in 1930 
(Price Rs. 4-10-0, postage Rs. 0-8-0), and 
the present one, concerned with the 5-ft. 
6-in. gauge, has been arranged in such 
a manner as best to fulfil the needs of 
the student. It opens with chapters 
on elementary mensuration, geometry, 
circular curves, and trigonometry, giv- 
ing examples of the various problems 
appertaining especially to point and 
crossing work, thus leading the student 
step by step to the basic principles 
underlying all such work whatever 
the gauge. 

All the formule are based on the 
trigonometrical functions of the angle, 
their derivations being given so that 
the student can follow the proof of 
each stated rule. The formule cover 
turnouts ; tandem leads; crossovers ; 
scissors; ladder tracks, and_ special 
layouts ; comparison is made between 
the old method of calculating the 
turnout curve as being tangential to 
the main line, and the modern practice 
of calculating the turnouts as tangential 
to the switch at its heel, with special 
reference to the standard practice 
adopted by the Track Standards Com- 
mittee of having a short piece of 
straight through the ordinary crossing 
of the turnout. 

Indian permanent way practice differs 
in many ways from that in this country ; 
the switches are of the straight type and 
flat bottom rail is largely used. The 
method of measuring the unit angle 
of the crossing as adopted by the 
Railway Board is the right angle 
method and this has been followed by 
the author, though the question of both 
the centre line and isoceles methods 
has been dealt with fully. Where, 
however, formule have been given in 
terms of the unit angle of crossing, they 
are generally based on the right angle 
method of measurement. In briefly de- 
scribing methods of maintenance and 
the laying of point and crossing work 
various points of difference between 
Indian and English practice will be 
observed, though much that is said is, 
naturally, common to both. An ex- 
tremely useful addition is a glossary of 
terms used in point and crossing work, 
together with a list of the principal 
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formule, for easy reference. The work 
is well printed and amply illustrated 
with over 97 diagrams and has six 
useful reference tables included. 


Descaling Solutions.—An _illus- 
trated booklet from Clensol Limited, 
75, Victoria Street, S.W.1, describes the 
Clensol and Noricene processes for high- 
speed descaling and pressure coating of 
water mains. These solutions are circu- 
lated by power pump in the main under 
treatment for periods of from six to 
18 hr., eventually leaving the pipeline 
descaled down to the original coating and- 
with a perfectly smooth surface. Re- 
coating is then carried out by a special 
high-pressure spray system. This type 
of reconditioning can be carried out at 
a fraction of the cost of a new main. 


Centrifugal Flue Dust Collectors. 
—Over 1,500 of the Davidson patent 
centrifugal flue dust collectors described 
in this illustrated booklet from Davidson 
& Co. Ltd., Sirocco Engineering Works, 
Belfast, have been installed in the 
United Kingdom for mitigating atmo- 
spheric pollution caused by smoke, ash, 
grit, and soot. Numerous illustrations 
are reproduced of the collectors in use 
at important industrial premises where 
solid fuel is used for steam raising. Their 
special construction enables them to 
trap both fine and coarse dusts irres- 
pective of the proportions in which they 
may be present. The ‘“ D ”’ type collec- 
tors can be installed in batteries con- 
nected in parallel, so that the number 
operating at a given time can be adjusted 
to give maximum efficiency for the 
boiler load prevailing. Resistance to 
gas flow is at a minimum compatible 
with efficient operation. 


Ball and Roller Bearings.—The 
Hoffmann Manufacturing Co. Ltd., 
Chelmsford, has just issued an illustrated 
commemorative booklet signalising the 
fact that the firm has been engaged for 
40 years in the production of high-grade 
ball and roller bearings. At the time 
the company was registered, on 
January 11, 1898, no other undertaking 
in Great Britain was concerned exclu- 
sively in manufacturing such articles. 
The text of the booklet tells the story of 
Hoffmann progress in the forty years, 
and is amplified by numerous illus- 
trations showing important stages in 
the development of the company’s 
products and equipment. The con- 
cluding paragraphs are aptly introduced 
by the heading “‘ Industries that Turn 
on Hoffmann.’’ Among the transport 
applications may be mentioned some 
Hoffmann tramway axleboxes_ that 
have exceeded a mileage of 277,000. In 
spectacular achievements as well as in 
routine service the company’s bearings 
have played their part. They were 
fitted to the seaplanes that won the 
Schneider Trophy for Great Britain in 
1927, 1929, and 1931; to Sir Malcolm 
Campbell’s speedboat Bluebird ; and to 
the engines, transmission, and hubs of 
Captain Eyston’s record-breaking car 
Thunderbolt. Such a history amply 
justifies the slogan, ‘“‘ Hoffmann keeps 
things moving.” 
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THE SCRAP HEAP 


In 1876, when railway carriage clean- 
ing was in its infancy, a traveller on 
one of the London lines detected, cap- 
tured, and killed two parasites. He 
enclosed them in a letter to the secre- 
tary of the company marked ‘‘ Two 
of your usual passengers, travelling 
first class, without tickets.’’ 

* * * 


SPECIAL TRAINS FOR GRAND NATIONAL 

Some 52 train loads of racegoers, 
from parts of the L.M.S.R. system as 
far away from Liverpool as Edinburgh, 
Glasgow, Ayr, and Swansea, will travel 
to Aintree for the Grand National 
today. Seven L.M.S.R. specials are 
being run from London alone—six from 
Euston and one from St. Pancras. No 
fewer than 34 trains will arrive at the 
Racecourse station in three hours— 
between 10.50 a.m. and 1.50 p.m. In 
all, 5,287 restaurant car seats will be 
provided on the special trains; 250 seats 
have been reserved for one _ special 
party from Manchester alone. 

* « « 


On March 12 the L.M.S.R. carried 
out its 50,000th household removal, by 
conveying from Harrow to Liverpool 
the effects of Mr. and Mrs. J. Craig, 
of Rayners Lane, Harrow. It is less 
than ten years since the L.M.S.R. in- 
troduced a special type of container 
for such removals, permitting door-to 
door delivery by making it no longer 
necessary to unpack the goods until 
they reach their destination. During 
the first year the container was intro- 
duced 3,000 removals were undertaken. 
Last year, alone, this total had been 
swelled to over 9,000. 

*~ om co 

lhe usual! spring clean up of the 
‘things they left behind them ’’ has 
taken place at Waterloo station this 
week. Over 2,000 lots have been 
offered during the past four days begin- 
ning on Monday last, March 21. As 
usual, there were hundreds of um- 
brellas, gloves, and walking sticks. 
Housewives were able to profit by other 
folks forgetfulness to the extent of 120 
mop-heads, 65 frying pans, and 4 port- 
able ironing boards. The headwear 
enthusiast could make his choice from 
a glorious assortment of ‘‘ silk and 
opera hats, hard and soft felt ditto,’’ 
pith helmets, sun helmets, tweed 
school, and Service caps. The whole 
cellection—-which comprised something 
like ten thousand articles—had accumu- 
lated since the last sale took place six 
months ago. 

vk * * 


SEPTUAGENARIAN STATIONERY 
Amid the peace and seclusion of 
many of our more retiring railway 
stations and depots may be found 
quite a number of items of stationery, 
such as blocks of first class tickets, 
which have managed, as they are in 
so little demand, to reach a ripe, if 
musty, old age. Some _ interesting 
additions to these rarely disturbed 


stationery veterans have recently been 
brought to notice in the Great Western 
Railway Magazine. Among them is 
the ‘warehouse book that has been in 
use at Severn Bridge since 1895. 
Redbrook-on-Wye goods office 
possesses an invoice register in which 
the first entry is dated August 5, 
1884; at Tondu there is a petty-cash 
book which began its railway career 
in January, 1875; the ‘‘ Record of 
Round Timber Loaded,’’ still in use 
at Pewsey, is sixty years old, and that 
at Withington sixty-three years old. 
These, however, are mere juniors to the 
lost property book at Frome, which 
was brought into service on Sep- 
tember 25, 1865—more than seventy- 
two years ago—and shows every sign 
of becoming a centenarian. 


* * * 


AN ERIE MAN ON THE CORONATION SCOT 


Mr. A. Sutherby, Master Mechanic 
at Cleveland of the Erie Railroad, has 
recently contributed to the Erie Rail- 
voad Magazine his impressions of the 
L.M.S.R. - Coronation Scot express, 
which he saw leave Glasgow for 
Euston on its inaugural run last year. 
It was by chance that Mr. Sutherby 
found himself at Glasgow Central on 
that occasion, but, sensing that some 
important event -was afoot, he 
approached a ‘‘ tall distinguished look- 
ing gentleman in Prince Albert or 
frock coat and tall silk hat,’’ and 
asked him, ‘‘ You are the Station- 
That dignitary 
explained 

At first 
Sutherby 


master, I presume? 
admitted the charge, and 
the reason for the crowds. 
he regretfully 


denied Mr. 
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permission to board the train and loco- 
motive, but on production of an Erie 
Railroad pass he was introduced to 
Mr. Barrie of the L.M.S.R. Publicity 
Department and conducted through 
the coaches and on to the locomotivy 
Thus Mr. Sutherby was able to make 
a thorough inspection of what he calls 
a ‘‘ beautiful specimen of mechanical 
and artistic skill; and also to watch 
the train leave’’ with an almost i: 
perceptible start and a smooth but 
quick acceleration that gave every evi 
dence, not only of splendidly designed 
equipment, but also of skilful handling 
by the engine crew.”’ 
* * > 
‘Tis the last coach of Chaplin, 
Left travelling alone, 
All the bright blue, and yellows, 
Are faded and gone! 
No neat four-insider, 
No dog-cart is nigh, 
To share in her woes. 
Since she’s got the go-by! 
I’ll not leave thee thou lone one 
Forlorn in the yard, 
Whilst the railroads are going, 
Which run thee so hard. 
[hus kindly I book myself 
In the inside, 
Since there’s no one who now 
By a stage-coach will ride. 
The roads soon will vanish, 
And fall to decay, 
While from every turnpike 
A coach dropt away. 
When coachmen are broken, 
And guards are undone, 
Oh! who’d make a tour, 
On a coach-box alone! 
Parody of a popular song which 
appeared in the ‘New Sporting 
Magazine "’ of April, 1839. 





A very rare moulded glass amber bottle from the collection of Mr. John 
Phillimore, probably made to celebrate the opening of the Surrey Iron 
Railway in 1803 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


ARGENTINA 


C.C.R. Taken Over by the 
State Railways 


in accordance with the agreement 
between the Argentine Government 


and the board of the Cordoba Central 
Railway, the State Railways adminis- 
tration took over on February 1 the 
management of the C.C.R. line, which, 
as previously mentioned in_ these 
columns, they will operate for a term 
of four years, although the lease will 
automatically lapse if, during this 
period, the projected purchase of the 
railway by the Government is ratified 
by Congress. The co-ordination of the 
services of the State lines with those 
of the private company is now in 
progress, and it is stated that the 
tariffs and traffic schedules will shortly 
be submitted to the National Railway 
Board for approval. 


State Railways’ Running Powers 

In order to link up the Cordoba 
Central with the northern section of 
their own system, the State Railways 
have now secured running powers over 
the San Cristobal—Rafaela, San Cristo- 
bal—Nelson, Pilar—Rafaela, and Santa 
Fe—Rosario sections of the French- 
owned Santa Fe Railway. 


Extension of Agreement for Pur- 
chase of Transandine Railway 


The. Ministry of Public Works has 
communicated to Congress the fact 
that the agreement for the purchase 
by the State of the above railway has 
been extended until the end of the 
present year. The purchase Bill was 
sent to Congress on June 19 last, but 
has not yet been considered by either 
of the Chambers. 


National Road Fund’s Influence 
on Railway Traffic 


Argentina, once famous for its 
terrible roads—a.sea of mud in the 
winter and inches deep in dust in the 
summer—is now becoming something 
of a motorist’s paradise, trunk arteries 
and numerous connecting thorough- 
fares having been built all over the 
Republic. This has naturally brought 
in its train severe competition for the 


railways, both from passenger and 
goods vehicles, and although the 


traffic by road is mainly over short 
distances, it is none the less felt, and, 
what is worse, promises to involve a 
considerable increase in mileage. For 
instance, there is now a_ splendid 
motor road between Buenos Aires, 
Rosario, and Cordoba, and that con- 
necting Buenos Aires and Mar del 
Plata will be completed during the 
present year. The summer passenger 
traffic between the two latter cities has 
been an important source of revenue 
to the B.A.G.S.R. for many years 
past, and it is significant (according 


to published statistics) that, during the 
present holiday season, now at its 
height, one-fourth of the visitors to 
the famous seaside _ resort have 
travelled by car, especially in view of 
the fact that the old earth road has 
still to be used for part of the journey. 
The necessary funds for road making 
are supplied mainly by the internal 
tax on petrol, and the following 
statistics, showing the revenue derived 
from this source during the last six 
years, are indicative of its steady 
growth, and give food for thought as 
to what will happen in the future. 


$ Paper 
1932 23,831,032 
1933 40,262,374 
1934 42,256,464 
1935 47,515,639 
1936 49,194,962 
1937 56,332,649 


INDIA 


N.W.R. Notes 

A trial length of 108-ft. rails is being 
laid near Ambala, three 36-ft. rails 
being butt-welded together to form each 
rail length. This experiment will be 
watched with considerable interest, as 
the range of temperature to which these 
rails will be exposed is very great. 

Five air-conditioned coaches are being 


built at Moghalpura (Lahore) shops for 


the Lahore—Karachi mail service. These 
coaches will have to traverse the Sind 
desert where the highest temperatures 
in India are recorded, and they will 
also be subjected to some of the worst 
conditions of dust- and sand-storms, so 
that the benefits of air-conditioning will 
be specially appreciated and tested. 


New Station at Hyderabad Opened 


A brilliant ceremony took place on 
January 14, when the Nizam of 
Hyderabad and Berar opened the new 
broad gauge station at Hyderabad. 
The new structure is designed in the 
Decanni style of architecture, and 
presents a harmonious blend of Hindu 
and Muslim cultures characteristic of 
Hyderabad State. The cost of re- 
modelling the station was Rs. 24 
lakhs (£18,750) and the time taken to 
complete the work was 12 months. 
Among those present were the Prince 
and Princess of Berar and _ other 
members of the royal house, as well 
as the President and Members of the 
Nizam’s Executive Council. 

Major E. W. Slaughter, Agent of 
the Railway, in requesting the Nizam 
to perform the opening ceremony, 
drew attention to the special features 
of the new building, and briefly re- 
ferred to the various activities of the 
railway during the last two years. He 
particularly stressed its achievements 
in transport co-ordination and _ the 
benefits it had brought to the public 
and the trading community of Hyder- 
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abad. The Nizam, in reply, expressed 
his pleasure at the progress made by 
the railway and for the new life which 
characterised the Railway Department. 


Railway Officers’ Dinner 
Another successful function took 
place the same evening at the public 
gardens, Hyderabad, when a railway 
officers’ dinner was held at the town 
hall, which was beautifully illuminated 


and tastefully decorated for the 
occasion. The Prince and Princess of 
Berar, Walashan Prince Moazzam 


Jah, and Princess Niloufar, Maharaja 
Sir Kishen Pershad (late President of 
the Executive Council), the Rt. Hon. 
Sir Akbar Hydari and members of the 
Executive Council were present. After 
the banquet, dancing to the music of 
the Nizam’s string band was enjoyed 
by the distinguished gathering present. 


SOUTH AFRICA 


Financial Results 


The results of working for the nine 
months April to December show a re- 
venue surplus of £1,107,411 over expen- 
diture after allowing for special appro- 
priations of £750,000 to Betterment 
Fund, £365,250 to deficiency in Pen- 
sion and Superannuation Funds, 
£750,000 to Rates Equalisation Fund, 
£187,500 to reduction in branch line 
capital, £1,387,500 to Renewals Fund, 
£483,577 responsibility allowance, 
£375,000 to writing out of capital 
account discount and expenses on pre- 
Union capital, and £176,691 to writing 
down value of obsolete aircraft. Re- 
venue from transportation services only 
for the period totalled £25,483,429, an 
increase of £1,367,746 on the previous 
year. Working expenses increased from 
£15,275,886 to £17,004,201. 


House Ownership Scheme 


The administration has decided to 
put into operation immediately the 
ownership housing scheme as set out in 
the report of the Housing Commission 
(see THE Rattway GAzeETTE of Decem- 
ber 24, 1937), due consideration being 
given to the cases of servants who own 
their own houses. Its main features 
are, the establishment of a fund for the 
erection of houses on a hire-purchase 
basis by individual members of the 
staff, and the granting of loans bear- 
ing interest at the rate of 34 per cent., 
to be redeemed in periods ranging from 
10 to 30 years, but not exceeding the 
unexpired portion of the service, so 
that such loans will be liquidated on or 
before the date of retirement. The 
special conditions attaching to the 
scheme are that participants shall have 
completed 10 years’ contributory ser- 
vice, shall be on the permanent staff 
and shall be of good character, and be 
in a financially sound position. 

As much latitude as possible will be 
allowed in the selection of sites, though 
the administration will, if necessary, 
acquire land in suitable localities adja- 
cent to large cities to be laid out as 
garden cities, due regard being had to 
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variation in types of houses. The con- 
trol of the scheme will be vested in a 
central board at Johannesburg with 
subsidiary boards on each of the nine 
systems. 


VICTORIA 


Government Railways Rolling Stock 
Programme 

The construction of four air-con- 

ditioned Corten all-steel buffet cars is 

now in hand. Two of these will be 


complete buffet cars and two com- 
posite buffet and sitting cars. Two 
‘““AE’’ cars are also to be con- 


verted into air-conditioned buffet cars. 
These cars are for service on the 
North-eastern, North-western, South- 
western, Eastern, and Mildura lines. 
Corten all-steel air-conditioned sleep- 
ing cars are to be built for the Over- 
land express between Melbourne and 
South Australia. In the wagon works, 
80 Corten steel sheep trucks are to be 
constructed to minimise corrosion, also 
300 wheatproof open trucks of welded 
construction and 50 louvre wagons. 


Relaying, Rail-welding,Acceleration, 
and Air-conditioning 

Relaying and rail welding are to be 
continued on various sections of line, 
and the programme for the immediate 
future covers a further 57 miles of this 
work. Tests are at present being 
carried out with a view to reducing 
running times on the Geelong line 
where relaying and welding have 
recently been completed. The Mel- 
bourne—Mildura_ service is to be 
accelerated in the near future, and for 
it another set of air-conditioned stock 
is being turned out. With the intro- 
duction of this train an air-conditioned 
service will be run in both directions 
six days a week. The Overland ex- 
press between Melbourne and Service- 
ton is to be accelerated by 15 min. on 
the down and 26 min. on the up 
journey. 





FAR EAST 


Peiping-Suiyuan Railway 


The South Manchuria Railway took 
over the administration of the Peiping- 
Suiyuan Railway towards the end of 
January. The senior positions are now 
occupied by Japanese personnel, but 
routine work will be performed by 
Chinese staff, as hitherto. 


Administration of North China 
Railways 

The new undertaking for the control 
of railways and _ other transport 
throughout North China, and spon- 
sored [as reported in the news section 
of our issue of March 4.—Epb. R.G.] 
by Mr. Matsuoka, President of the 
South Manchuria Railway, is known as 
the North China Development Com- 
pany. It is incorporated under 
Japanese law and financed entirely by 
Japanese capital. The following rail- 
ways will be administered by this con- 
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cern: Peiping-Suiyuan, Peiping-Han- 
kow, Kiaochow-Tsinan, Tatung- 
Puchow, Tientsin-Pukow, and Cheng- 
ting-Taiyuan. The construction and 
operation of new lines, and construc- 
tion, maintenance, and operation of all 
ports, harbours, and roads in North 
China will also come within the scope 
of the new company. 


New Air Service between 
Hankow and Europe 

A new air service forming a con- 
nection with French air services with 
Europe via India has been inaugurated 
by the Eurasia Aviation Corporation, 
which commenced a daily service in 
December between Yunnanfu and 
Hanoi departing from Yunnanfu at 8.0 
a.m., due Hanoi 10.45 a.m. and leav- 
ing Hanoi at 11.15 a.m. due Yunnanfu 
again at 2.0 p.m. Connection with 
the Eurasia Corporation Yunnanfu— 
Hankow service will effect communica- 
tion by air between Hankow and 
Europe, affording an alternative to the 
Hankow—Hongkong route. 


NEW ZEALAND 


Regrading Positions 

A commission which has been en- 
gaged in regrading the positions of all 
salaried officers in the Railway 
Department has just completed its 
investigations. Every office and 
station was visited by the commission, 
and every member of the staff was 
given an opportunity to present his 
case. It is nine years since a similar 
regrading was made. 


NORWAY 


New Lines and Other Developments 


At the present time there is a good 
deal of new construction in hand, in- 
cluding the two large main Sorlands and 
Norlands lines, about 500 km. (311 
miles), and the 20 km. (12 miles) Flam 
line. In addition some 430 km. (267 
miles) on the Vestfold and Roros lines 
are being converted from narrow to 
standard gauge, and doubling and elec- 
trification are also in progress from 
Ljan to Ski. During the last three years 
an average of 11-5 million kroner a 
year has been spent on these works, and 
some 2,500 to 4,000 men—according to 
the time of the year—have been en- 
gaged thereon, exclusive of supervision 
and those indirectly affected. 

On the Sorlands line the remainder 
of the eastern part, about 64 km. (40 
miles) is expected to be open next July, 
and on the western portion to Moi, 
about 107 km. (66 miles) two-thirds of 
the earthworks have been completed. 
There are eight tunnels on this section 
varying in length from 1,500 to 9,060 
m. (1,640 to 9,908 yd.), aggregating 
34,600 m. (214 miles); about one-third 
has been driven, and in some cases 
three shifts are employed, with the 
latest boring equipment. 

Work is in active progress on the 
Norlands line between Grong and Mos- 
joen, 186 km. (115 miles), and earth- 
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works are nearly complete together with 
some large steel bridges. In addition 
the track has been laid for 31 km. (19} 
miles) south of Mosjoen and 4) km. 
(25 miles) north of Grong. The Tom. 
meras tunnel, 2,500 m. (2,734 yd.) was 
pierced in 1932. This section includes 
the largest re-inforced concrete bridge 
on the Norwegian railways, over the 
Holmvass valley, comprising a single 
48-m. (157-5-ft.) span, built by F. Sel- 
mer, Oslo, in conjunction with the 
Railway Department, at a total cost of 
195,000 kroner. The same firm has also 
supplied a re-inforced concrete quay for 
the side of Lake Mo. On the 90-km. 
(56-mile) section thence to Mo (Rana) 
work is proceeding here and there, on 
cuttings and tunnels, providing work 
for men engaged on special construction 
at the lake, who would otherwise find it 
hard to get employment in the winter. 
For the last part of the line from Mo 
(Rana) to Bodo, 240 km. (149 miles) pre- 
liminary work and plans are well for- 
ward so that construction can be begun. 


Rolling Stock 

New passenger stock is now being 
built for the Oslo-Stockholm expresses 
as conditions on the Swedish section 
make this particularly desirable. The 
first all-welded steel vehicles have now 
been in use for 12 months, and weigh 
37 to 38 tonnes with an overall length 
of 23-5 m. (77 ft. 1 in.). Several others 
are being built, including sleeping cars 
which represent a very high standard of 
comfort and convenience, with pressure 
ventilation, with which heating is 
effected in cold weather. Aluminium 
fittings are used to reduce dead weight. 

Small railcars and trailers, subjected 
to less onerous conditions, are being 
built of duralumin, only the bogies 
being of steel. A railcar seating 69 
persons with a luggage compartment 
3m. (9 ft. 10 in.) long weighs only 16 
tonnes. 

The new 2-8-4 steam locomotives* 
have exceeded expectations, one being 
capable of maintaining a higher speed 
up grade with a given train than two of 
the earlier express type. Now that cer- 
tain alterations have been made after 
trials with the first three engines, the 
design is regarded as very satisfactory. 


MEXICO 


New Locomotives 


The National Railways have placed 
orders with the American Locomotive 
Company, Schenectady, for 18 new 
locomotives. Eight of these are of 
the Mallet type, to be numbered 2030- 
2037, for heavy main-line freight work. 
Their tractive force is 73,400 Ib. and 
the contract price was $116,100 each. 
The remaining ten are of the Hudson 
type for passenger service. They will 
have a tractive force of 41,300 lb. and 
their cost is stated to be $86,260 each. 
Five of the Mallets have already been 
delivered and placed in service. 





‘ * These engines were described and illustrated 
in THE Rartway Gazette of February 25 — 
Ep. R.G. 
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EARLY DEVELOPMENT OF 
Review of a checkered phase 


HILE the formalities were being concluded for the 
grant to the Viennese banking house of Roth- 
schild of a concession for the Vienna-Bochnia 

Railway, which became known as the Kaiser-Ferdinands- 
Nordbahn—the first steam railway in Austria—Baron 
Georg von Sina sought (on February 17, 1836) an exclu- 
sive concession for constructing a railway from Vienna 
to Raab ‘‘ with a view to continuing such railway to the 
Adriatic Sea,’’ which was granted in 1838. The construc- 
tion of the line from Vienna via Bruck a.d. Leitha to 
Raab, begun in 1840, had to be stopped in 1841 on 
account of difficulties raised by Hungary; the company 
was then absolved from its obligation to complete the line 
to Pressburg (now Bratislava) and Raab, and its capital 
was reduced from 124 to 10 million gulden by Imperial 
Decree on December 3, 1842. The company criticised this 
and said that it had already spent one million and had 
not given up the intention to construct to those places but 
merely desired to await more favourable circumstances. 
The result was that a new imperial decree of February 4, 
1844, granted a concession for three branch lines, namely, 
Vienna to Bruck a.d. Leitha; Médling to Laxenburg; and 
Wiener-Neustadt to Katzelsdorf. The concession for the 
Hungarian section accordingly lapsed. The Vienna-Bruck 
section—now slightly changed as to route—was formally 
approved on January 15, 1845. The construction of the 
Raaber Bahnhof (the present Ostbahnhof) in Vienna, 
begun in 1840, was later suspended, but eventually com- 
pleted in 1845. 

In the meantime work proceeded on the company’s 
other line—that between Vienna and Gloggnitz—which 
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THE AUSTRIAN SUDBAHN 
of Austrian railway history 


eventually developed into the main line of the system. 
The first section (Baden to Wiener-Neustadt) was opened 
on May 15, 1841, and the whole line between Vienna and 
Gloggnitz on May 5, 1842. The Gloggnitzer Bahnhof (now 
Siidbahnhof) in Vienna was adjacent to the Raab station, 
with the company’s administrative offices in between. 
Passenger traffic on this line developed well from the 
cutset, and to increase the patronage and interest the 
public in the new means of transport the management 
arranged for an orchestra to play frequently on the terrace 
of the café in the station yard in Vienna. The railway 
also established a service of omnibuses to convey people 
to and from the station and the interior of the city. The 
branch line from Médling to Laxenburg was opened in 
1845, and that from Wiener-Neustadt to Katzelsdorf in 
1847. On the other hand, goods traffic was far from 
flourishing at first, and even after the opening of the 
Southern State Railway line from Miirzzuschlag to Graz 
on October 21, 1844, and thence to Cilli in 1846, the 
highway carried-the greater part of the freight. The need 
for transhipping the goods reacted against the railway, 
although special rates were established, and passenger and 
goods road facilities were maintained over the Semmering 
pass on the ‘‘ Imperial and Royal Highway.’’ At the 
general meeting of the company on January 30, 1847, 
the opinion was expressed that ‘‘ the Government was 
desired to decide as speedily as possible to lay a railway 
over the Semmering.’’ This mountain link between 
Gloggnitz and Miirzzuschlag had, of course, been under 
consideration by the Government from the time it under- 
took to build the Southern State Railway. Dr. Karl 
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Map showing the development of the Austrian Siidbahn 
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Ritter von Ghega, the Engineer of the latter, visited the 
U.S.A. and published in 1844 his report on the mountain 
work of the Baltimore & Ohio Railroad, but some years 
passed before the Austrian Government at last accepted 
the Semmering scheme, upon which work was begun on 
August 8, 1848. 

State Operating Company 

No correct impression of the business and significance 
of the Vienna-Gloggnitz Railway can be formed without 
reference to the ‘‘ Operating Company for the Southern 
State Railway.’’ This was run by the former until 1851 
and developed well. Maintenance of track and buildings 
was also undertaken by the Gloggnitz Railway, which 
received 5 per cent. of the gross receipts. Herr Wilhelm 
Eichler (later General Inspector of the Kaiser-Ferdinands- 
Nordbahn) was made Chief Engineer; he died in 1892. 
Herr Bahl was the Traffic Manager. The State itself 
had set up an inspectorate at Graz, to keep an oversight 
on the working. This was responsible for making sug- 
gestions for improved working, planning new work, and 
generally dealing with all work not covered by regular 
maintenance. It also attended to the design and purchase 
of engines and rolling stock. Its subordinate staff was 
stationed along the line and, inter alia, enquired into 
accidents. Co-operation between this inspectorate and the 
Gloggnitz Company was not very cordial. In 1848 the 
former advised the termination of the working agreement 
and the taking over by the State of the Gloggnitz line. 
The company’s officers were accused of interpreting the 
agreement in a very one-sided manner. The advice was 
not followed as the Ministry of Finance was against it, 
but the lease was not renewed and expired on June 1, 
1851. The Southern State line, which had been extended 
from Cilli to Laibach in 1849, was therefore made over 
to the State during 1851 and points at issue went before 
arbitrators, but the company still carried on the road 
transport over the Semmering. Disagreement with the 
State over the finances of the latter service led to claims, 
and not until the Gloggnitz Company’s own line was 
taken over by the State was it all settled. 

Despite this varied early career of the company, traffic 
results were good save on the Vienna—Bruck a.d. Leitha 
line. The dividend was 4% per cent. for 1843 and rose to 
64 per cent. in 1846. In 1848 civil commotion sent the 
figure down, but 6 per cent. was paid in 1849 and 9 per 
cent. in 1852. The approaching completion of the Sem- 
mering line promised direct communication with Trieste, 
Agram, and Italy, and the State agreement between 
Austria and Bavaria in June, 1851, offered still further 
possibilities for the future, namely, a line from Vienna via 
3ruck a.d. Mur to Salzburg and Munich, so that the 
shortest way from Vienna to Western Germany and France 
would have been via the Gloggnitz line. It is therefore 
understandable that the proposal to take over the line, 
presented by the Minister for Commerce, Baumgartner, on 
January 26, 1852, met with some resistance. Eventually, 
however, the Westbahn (Vienna-Linz-Salzburg) was con- 
ceded on March 8, 1856, and opened to Salzburg in 1860.* 

In view of the approaching completion of the Semmer- 
ing Pass railway, the State wanted to get the whole line 
from Vienna to Trieste, via the Semmering, in its hands. 
Discussions proceeded slowly, and finally the Minister 
ordered von Ghega on March 18, 1853, to plan a State 
line from Vienna to meet the other at Gloggnitz. Such 
a parallel line would have ruined the older one and the 
company became more tractable. The general meeting 
accepted the agreement with the Minister on July 6, 1853, 





* A brief account of this line—officially called the Kaiserin 
Elisabeth Bahn—was given in THE RaILway GAZETTE of September 
27, 1935 
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and the Act for absorption (of August 4) received Imperial 
assent on August 30, 1853. The new “ Operating 
Management for the South State Railway Section I,’’ pro- 
visionally directed by Dr. Kutschera, stationed hitherto at 
Krakau (Cracow) had to make a thorough enquiry into the 
condition of the line. Dr. Kutschera was instructed to 
alter the working as little as possible. Three committees 
were set up to supervise the taking over; also an arbi- 
tration court, under Herr Josef Stummer of the Nord- 
bahn. After a derailment to a mail train between Wiener 
Neustadt and St. Egyden on August 23, 1851, the State 
authorities had to examine the permanent way, and 
found that the first section as far as Wiener-Neustadt was 
good, but onwards to Gloggnitz was not. By the time 
of the State acquisition it was reported that conditions 
had changed and heavier locomotives were running; the 
company was, however, directed to put in better rails by 
the end of 1853. It may be added that the Semmering line 
was completed in 1854; the first freight train traversed the 
railway on May 15, and regular passenger traffic was in- 
augurated on July 17 of that year. In the following year 
the financial distress of Austria resulted in the beginning 
of the sale of State railways, the Rothschild syndicate buy- 
ing the Lombardo-Venetian Railway (Milan to Venice). 
This syndicate, which was incorporated by an Act of Sep- 
tember 23, 1858, took over the South State Railway, which 
had been completed from Laibach to Trieste in July, 1857. 
Although political changes resulted in the severance of 
the Italian lines, the company survived as the famous 
Siidbahn, whose later history was outlined in THE Ratr- 
wAyY GAZETTE of May 1, 1936. 


Political Cause of Troubles 

Satisfactory as were traffic and takings on the Glogg- 
nitz line, the reverse was the case on the line to Bruck 
a.d. Leitha which became the ugly duckling of the Raaber 
concern. After the new concession of 1844, this line was 
built so energetically that it was completed to Bruck on 
July 31, 1846, but was not passed for traffic until August 
14, 1846. Meantime the district round Bruck was flooded 
by the rise of the Leitha river and the opening had to be de- 
ferred until September 13, and even then many small 
matters remained to be dealt with. Austrian customs 
officials insisted that the frontier bridge near Bruck should 
be closed at night by gates, but the company—apparently 
successfully—protested against this. Then customs 
difficulties with Hungary followed and lasted throughout 
the winter of 1846-1847; it was not till March 23, 1847, 
that trains were allowed to cross the frontier and enter 
that country. The revolution year of 1848 led to con- 
siderable damage, and the military authorities ordered 
traffic to stop running to Bruck a.d. Leitha on October 9, 
1848, to hamper any possible movement of Hungarian in- 
surgents towards Vienna. The latter got possession of 
Bruck station, pulled down the Leitha bridge, and made 
the track unusable. 

In these circumstances it is not surprising that the 
working results were far from good, and it was clear to 
the company that, even after the removal of the barrier 
at the Hungarian frontier, the line could be made to pay 
only by being extended to Wieselburg and Raab. An 
application to the Emperor for this purpose was made in 
1852, but the project was not realised until the Vienna- 
Gloggnitz line was taken over by the State. After its chief 
section had been taken over, the Vienna-Raab Company 
endeavoured to push forward its newly-conceded Hun- 
garian section and sought for support among the Hun- 
garian Authorities, particularly Archduke Albrecht, then 
Civil and Military Governor of Hungary. The company’s 
new statutes were accepted on December 13, 1853. 
Openings of lines were as follow: Bruck to Raab on 
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December 24, 1855; and Raab Neu to Szény on August 10, 
1856. But it was not this company which finished the 
work, for in 1854 a French concern offered to buy the 
line, and an agreement was made on February 13, 
1855. As a result, the rights of the Vienna-Bruck line 
of July, 1846; the concession guarantee for the Hun- 
garian extension (under an agreement of August 4, 1853); 
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and the whole property and equipment, ground, and 
other rights were transferred to a new Imperial and Royal 
Austrian State Railway Company which also took over 
the staff. On December 12, 1855, the official journal of 
the Ministry of Commerce announced that the manage- 
ment of the Vienna-Raab Company was dissolved and 
transferred to the new concern. 








FURTHER IMPRESSIONS OF OVERSEAS TRANSPORT 


II—The author continues his journey across the continent 
and describes the steps taken to shorten the route and reduce 
the journey time between the Western and Eastern States 


By ALFRED W. ARTHURTON, M.Inst.T. 


T Kalgoorlie the transcontinental traveller changes to 
the Trans-Australian Railway, which runs for over 
1,000 miles across the southern half of the continent 

and provides a connecting link between the western and 
eastern States. Travellers from many lands who have gone 
overland by train to save time or to obtain a better con- 
ception of the island continent and learn at first hand the 
character of the country which lies beyond the populated 
seaboards, have been fascinated by the lure of the great 
waterless Nullarbor Plain, which the train takes 40 hr. 
to cross. The nomadic tribes of aborigines are seldom seen 
from the train, but the semi-civilised type cluster round the 
train at the various stops to sell boomerangs, and stone 
axes and knives. 

Two comfortable lounges, smoking and non-smoking. 
make the long journey very comfortable, and even a piano 
is provided for impromptu concerts. Shower baths are 
provided in the first class cars. Heat in summer and cold 
in winter no longer give cause for concern. Of the two, 
heat was formerly the more trying across the desert area. 
Today great care is exercised to avoid an atmosphere 
that may cause the slightest discomfort by being either too 
hot or too cool. By means of the air-conditioning instal- 
lation in the lounges and dining cars the temperature, 
humidity, air-circulation, and dust are all under control, 
and even the noise is regulated. The Trans-Australian 
Railway has also become noted for the smooth running of 
its trains, which is due to the special attention paid to 
the permanent way and the care and thought devoted to 
the design of its rolling stock. 


A Change Saved and Distance Shortened 

It may be remembered that, in discussing the Australian 
gauge question with the Minister of the Interior, Mr. 
Paterson, on my last visit, he mentioned that a simplifica- 
tion of gauge on the Trans-Continental through route was 
to be effected by extending the Trans-Australian 4-ft. 83-in. 
gauge from Port Augusta to Port Pirie, a distance of 
56 miles, and by extending the 5-ft. 3-in. gauge from the 
Adelaide direction from Red Hill to Port Pirie. This im- 
provement has now been made and the through passenger 
has now to change trains once only, at Port Pirie, instead 
of twice as formerly at Port Augusta and Terowie; also, 
the new route is 69 miles shorter. Whether this gradual 
extension of the standard gauge may lead to a unified gauge 
from west to east so far as transcontinental trains are con- 
cerned appears to be very doubtful at present in view of 
the huge expense involved. From a passenger point of view 
the expense could not be justified. He transfers himself 
from train to train and as in South Africa usually travels 
by night, arriving at the various capitals in the early 
morning; he does not leave egain until the evening for 


another night’s journey. With goods and cattle it is 
different, as they have to be transferred at every change of 
gauge. A very small percentage of railway traffic is inter- 
State traffic, but from a defence point of view the matter 
is one of primary importance, as without uniformity of 
gauge on at least cne through route it would be im- 
possible to move men or material expeditiously between 
tates. 


Transcontinental Accelerations 


Some quicker method of reaching the eastern States by 
travellers from Europe must be devised if they are to be 
induced to visit Australia in greater numbers. The slow 
progress for a fortnight round the coast, stopping a day or 
two in each port, becomes irksome after the first experience 
Even the five- or six-day journey by train is too long 
compared with less than half that time by air. An im- 
proved schedule has reduced the time occupied on the 
journey by rail since my last visit, and the completion of 
the new link at Port Pirie will enable an even faster 
schedule to be put in force, which it is estimated will 
save a whole day on the journey across the continent. 
This is imperative if the rail route is to hold its own with 
the new competition by air. 

Comfort and service are the aim of the Trans-Australian 
authorities in providing on their train most of the amenities 
of a modern hotel, even to the daily news-sheet; and the 
restful lounges and spacious sleeping cabins have been 
designed to afford the utmost comfort to the traveller. 
First and second class sleeping coaches are attached to the 
train, and every through passenger has to purchase a 
sleeping berth coupon and also a coupon for meals. These 
coupons form part of the through ticket. 

The longest stretch of straight railway track in the world 
is on the Trans-Australian Railway. This is 328 miles 
long, without a curve. South America has the next longest 
straight of 205 miles on the Buenos Ayres & Pacific, while 
in England the longest stretch of straight line is 18 miles 
between Selby and Hull. 

Having left Perth on Monday evening, Adelaide is 
reached soon after mid-day on Friday and left again at 
6.35 p.m. The 500-mile journey to Melbourne in the 
roomy sleeping cabins of the 5-ft. 3-in. gauge is accom- 
plished during the night, and that city is reached at 
9.35 a.m. on Saturday, some 84 hours after leaving Perth. 
In my next article I shall describe the journey on the 
Spirit of Progress, the new streamlined, air-conditioned 
train of the Victorian Railways which runs daily between 
Melbourne and Albury on the New South Wales border, 
where passengers change into the 4 ft. 84 in. gauge train 
of the New South Wales Government Railways to con- 
tinue the journey to Sydney. 
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OVERTURNING TESTS IN SOUTH AFRICA 


Some notes on the methods employed, including 
photographic records of the behaviour of the vehicles 


ETAILS of the overturning research tests carried out 
recently on the South African Railways are given 
in the January issue of the S.A.R. and H. Maga- 

zine. For the purpose of the investigations the major 
portion of a 500-ft. radius curve, near the entry of the 
line into Beacon Hill station—on the Natal old main line— 
from the Willow Grange direction, was detached from the 
running line, and a special test curve of 300-ft. radius was 
introduced alongside, with suitable transitions to the 
original curve at one end, and to the straight through 
Beacon Hill station at the other. At this latter end, an 
off-shoot track up the hill into the adjoining farm lands 
was provided as a runway for stopping the vehicles under 
test. 

The method of testing throughout the experiments con- 
sisted of hauling the vehicles up the steep 1 in 36, and 
1 in 40 grades above Beacon Hill station, releasing them 
from rest so that they gathered speed under gravity, and 
diverting them, after passing through the 300-ft. test curve 
at the bottom of the grade to the runway, where they 
slowed down and stopped on the up grade. The points 
at which the vehicles were started on their runs were so 
chosen that the speeds at which the test curve was nego- 
tiated increased by degrees from a minimum well below 
that at which overturning was possible. 

The speeds of vehicles were recorded on a revolving 
kymograph by pens electrically actuated by contacts 
spaced at intervals of 40 ft. on the test track. 


Slow-Motion Cine-Research Camera 

In order to obtain the photographic records of the tests, 
a whole battery of cameras, both ‘‘ movie ’’ and “‘ still,’’ 
was used, but the special camera for recording the move- 
ments of the vehicles round the test curve in slow motion 
is worthy of mention. This camera, which is electrically 
operated, was specially purchased for research purposes 
such as this, and is the most modern of such equipment. 
Generally, the camera was set to take pictures at the 
rate of from 300 to 600 per sec., but the apparatus is 
capable of taking up to 2,500 pictures per sec., and at 
the same time producing a photographic record of timing 
in one-thousandths of a second. In order to permit of 
the camera being operated in the field, the equipment 
includes a petrol electric-generator set, which provides 
both a.c. and d.c. current. The a.c. current at 50 cycles 
is led to a generator unit in which, by means of magnetic 
coils, a tuning fork is set in vibration to generate an alter- 
nating current of 200 cycles of extreme constancy. 

The camera itself comprises two portions. The lower 
portion consists of a clock unit, the dial being rotated 
by a motor operating in synchronism with the 200-cycle 
vibrations of the tuning ferk. The clock dial is photo- 
graphed at the same instant as the external object. The 
upper part of the camera unit consists of the camera 
proper. The film is spun round sprocket wheels by a 
high-speed d.c. motor capable of 20,000 r.p.m. Speed is 
controlled by a rheostat, and the camera is started and 
stopped by push buttons. 


Theory of Overturning Speeds 
The following simple explanations of the theory of over- 
turning speeds were given in a paper read to locomotive 
men at Capetown by the Research Engineer of the South 
African Railways. 





‘‘ Assuming that a vehicle which has no counterweights 
and has, therefore, no hammer-blow, is negotiating a per- 
fectly true circular curve at a certain constant speed, the 
centrifugal force through the centre of that vehicle will over- 
turn, or tend to overturn the vehicle over the high leg of 
the curve, while the weight, or, scientifically, the force due to 
gravity, acting vertically also through the centre of gravity, 
will oppose the action of the centrifugal force. If the moment 
of the weight about the higher leg is greater than the amount 
of the centrifugal force, no overturning will take place. If 
the two moments are equal, a condition of unstable equili- 
brium is set up and if any force, such as a gust of wind, 
were to assist the centrifugal force, the vehicle would start 
to topple over and would continue to do so by virtue of the 
fact that the more it leaned over so would the moment of 
the centrifugal force increase, whilst the weight resistance 
would decrease. The calculation of which force would pre- 
dominate under given circumstances is a simple matter, and 
it is on this principle 
that the theoretical 
overturning speeds of 
vehicles are calculated. 
Of course, there are 
many factors forming 
important items in 
arriving at these 
speeds, such as_ the 
cant of the curve, the 
condition of the track, 
Cc. 

‘‘In constructing a 
railway curve the outer 
rail is elevated above 
the inner rail partly as 
a safety factor, but 
more with the object 
of giving more comfort- 
able riding to the 
trains passing over that 
curve. This is termed 
the super-elevation or 
cant of the curve, and 
its significance is 
demonstrated in the 
following example 
and accompanying 
sketch :— 

‘‘ Suppose the high 
leg of a curve is canted 
or super-elevated a 
certain amount c above the low leg. 

‘‘ The tilting of the track will naturally cause the line of 
action of the weight of any vehicle negotiating the curve to 
fall more towards a than b. 

‘‘Tt is an easy calculation to determine the speed with 
which every vehicle, which is free from hammer-blow and 
lurching, should negotiate this curve in order that the result 
of the weight and the centrifugal force should pass midway 
between a and b. It does not matter how high the centre of 
gravity may be, the result is still the same. For example, it 
does not matter whether the centre of gravity is at I or 2 
in the figure, the resultant R of P and W is still along the 
straight line 2-1 which bisects a-b at right angles. 

‘‘ The interpretation of this state of affairs is that the 
pressures of the wheels of an axle on the two rails a and b 
will be equal for all vehicles, provided that :— 


(1) They have no hammer-blow. 
(2) They are not subjected to lurching. 














Diagram illustrating the constant 
direction of the resultant force R 
for vehicles with different centres 
of gravity 1 and 2 when travers- 
ing the same curve having a cant C 





XUM 


id 


o 
ig 


sh 


4 


“dd 


of 
tO 


id 
It 
A 
of 
it 


1€ 





XUM 


March 25, 1938 


(3) The calculated speed, which happens to be entirely 
independent of any vehicle whatever, is rigidly adhered to 
at all times by all vehicles. 


‘‘ The super-elevation of a curve is dependent upon the 
maximum speed allowed on that curve, and this maximum 
speed is arrived at by taking a speed best suited to all trains 
passing over the curve. As the line is used by all classes of 
trains, the speed could not be laid down so as to suit one 
particular class of train only. There appears to be some con- 
fusion in the minds of many people regarding the relation 
between cant on a particular curve and the ‘‘ maximum per- 
missible speed ’’ round that curve, and the importance of 
super-elevation as a factor in causing accidents has often been 
very much exaggerated. Relatively speaking, cant is not a 
very important factor in this direction, as may be gauged 
from the following calculations, in which an engine with 
extremely large out-of-balance weights is used, the curve 
being of 8-chain radius :— 

(a) When the super-elevation is 0 in., the overturning speed 
can be 42-1 m.p.h. 

(b) When the super-elevation is 14 in., the overturning speed 
can be 44-4 m.p.h. 

(c) When the super-elevation is 3-in., the overturning speed 
can be 46-7 m.p.h. 

(d) When the super-elevation is 44 in., the overturning speed 
can be 48-8 m.p.h. 

‘“To bring home the margin of safety which drivers are 
asked to observe at all times, in the case of an 8-ch. curve 
used as an illustration in the foregoing paragraph, a super- 
elevation varying from 3 in. to 4 in. is always met, and 
the maximum speed which no one is ever asked to exceed is 
laid down as 30 m.p.h.—a substantial reduction from the 
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46-7-48-8 m.p.h. critical speed. A similar margin of safety 
obtains for all curves, no matter how sharp they may be. 

‘In setting out curves, use is made of a standard table 
of super-elevations which has been prepared after most care- 
ful and thorough investigation under all conditions, and 
actual observations made from trains have proved that these 
tables provide an entirely safe track if the maximum per- 
missible speeds are observed.”’ 


Satisfactory Conclusions and Interesting Film 
Records 

The practical tests carried out at Beacon Hill were 
undertaken for the twofold purpose of satisfying the 
public of the safety of the administration’s trains, and 
also of proving the accuracy of the theoretical calculation 
for determining the overturning speeds of vehicles on 
curves. The results have proved conclusively that the 
limits worked to leave a substantial margin of safety. 

Engines, tenders, and vehicles of various types, were 
run over the test curves under both good and bad con- 
ditions, slacks and other defects being introduced into the 
track for the purpose of observing the results. The 
films shown at the informal screening clearly demonstrated 
how well a vehicle can hold the rails at speed, despite 
lurching and defects in the track; in fact, some of the 
trucks performed quite fantastic manoeuvres in the air 
and then regained the rails. 

It is the intention to show the film records of these 
investigations at various centres throughout the country 
in order to give the staff the opportunity of obtaining 
first-hand knowledge on the subject. 








THE GOTTHARD LINE 


Construction of tunnel—International traffic—Electric locomotives on 1 in 37 gradients 


According to an attractive brochure recently issued by 
the Publicity Office of the Swiss Federal Railways (from 
which we have extracted the following particulars), the 
idea of piercing the massif of the Swiss Central Alps first 
took definite shape in the early fifties of last century, but 
its realisation became a tangible possibility only when 
the laborious hand-drilling operations on the Mont Cenis 
tunnel had been in hand for some time and when rails 
had actually been laid across the Brenner. The central 
position of the Gotthard gained support for it as against 
westerly schemes, which favoured the Simplon and Grim- 
sel, as well as against those in the east, which provided 
for a Lukmanier or Spliigen railway. On October 15, 
1869, Switzerland concluded an agreement with Italy and 
Germany, which assured to a company—not formed at 
that time, but actually constituted on December 6, 1871 
—subsidies which eventually amounted to 119 million 
francs. An agreement was made on August 7, 1872, 
whereby the construction of the tunnel was entrusted to 
Louis Favre, a Geneva contractor. The original cost of 
the tunnel, 14,998 metres (9-31 miles) in length and of 
sufficient bore to take two sets of rails, was a little over 
60 million francs. The tunnel was pierced on February 
29, 1880, but Louis Favre had succumbed from a stroke 
a few months earlier, whilst inspecting the work. A 
monument to his memory stands in the cemetery at Gés- 
chenen. In 1932, a new monument to the other victims 
of the gigantic work was erected at Airolo. 

The Géschenen-Airolo section of the line (namely, the 
main tunnel) was opened for traffic on January 1, 1882, 
and on June 1 of the same year a through service between 
Lucerne and Chiasso was inaugurated. From the very 
beginning traffic was so heavy that it became necessary, 
very shortly afterwards, to lay down a second set of rails, 
and, except for a few short stretches, the whole Gotthard 
line now has a double set of rails. In the ’nineties, the 


approaches from Lucerne were improved by the con- 
struction of a short line to Immensee, and those from 
Ziirich by the construction of the Thalwil—Zug—aArth- 
Goldau line. 

When, in the year 1913, it was decided gradually to 
electrify the Swiss Federal Railways system, this enormous 
undertaking had its commencement on the Erstfeld- 
Biasca mountain section of the Gotthard line. Elec- 
tric traction was inaugurated between Erstfeld and 
Airolo on October 18, 1920. Today, the whole. of 
the Gotthard line and all the approach lines (from 
Basle via Olten and Lucerne; from Berne; and 
from Schaffhausen, Romanshorn, and St. Margrethen via 
Ziirich) are electrified. The heaviest electric locomotives 
in the world travel between Lucerne and Chiasso; they 
weigh 245 tons and pull unaided the heaviest of fast trains 
up ascents having a maximum gradient of 1 in 37, at 
speeds up to 65 km.p.h. (41 m.p.h.). It was thus found 
possible to reduce by half the time taken by the first fast 
steam train, while increasing the trains to five times their 
former weight. Instead of two fast trains by day and by 
night, a periodical de luxe train—The Riviera-Express, 
three fast night trains, two expresses, and nine fast day 
trains are in operation. The night expresses, of course, 
are provided with sleeping cars and the fast day trains 
with restaurant cars. In addition, both services have 
many transit through carriages in all three classes. Of 
no less importance is the amount of freight carried over 
the Gotthard line, which in good times amounts to as much 
as 20,000 tons a day. 

Recently, we made a point of revisiting this interesting 
line in the course of the following attractive round trip. 
From Lucerne at 10.50 a.m. by steamer to Fluelen, thence 
by rail to Géschenen, onwards up the remarkable narrow 
gauge, electric, rack line to Andermatt, and back by rail 
direct to Lucerne at 6.15 p.m. 
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MOTORCAR JACK FOR LIFTING TRACK ON BRIDGES 
A scissors type jack, used for rail-lifting on bridges by an Indian 


railway, permits various operations without interruption of traffic 


HE Bridge Department of an Indian railway has 
recently been experimenting with various types of 
light jack for lifting the track laid on both top 

booms and on the decking of girder bridges, in order that 
the steelwork beneath the sleepers may be painted. As 
a result of the tests, the Duff Norton ordinary scissors type 
of motorcar jack has given the best results, and in conse- 
quence all sub-divisions are to be supplied with this pattern 
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be as thin as possible, consistent with the amount of lift desired. 
No packer at all is necessary between the rail foot and the jack 
head, and a packer under the jack foot is essential only when 
jacking from a snap riveted plate. If the desired lift can be 
achieved without the use of packers, it is better not to use them; 
but packers under the jack will frequently be necessary in order 
to lift the rail the required height. 

(2) Before beginning operations, the ballast should be raked 
out for about 20 ft. at the bridge approaches. If this is not 
done pieces of ballast are liable to fall under the sleepers as 
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of jack, which is a product of the Consolidated Pneumatic 
Tool Co. Ltd. A total lift of 8} in. is possible, and the 
following are some of the more interesting points made in 
the course of a report upon this jack. 

Due to its portability and speed of operation it is not 
necessary to block the line while the work is in progress. 
This can be carried out under banner flags, the jacks being 
lowered but left in position when it is necessary to pass 
a train. The illustration also shows how the jacks may be 
inserted under the rail on plate girders of 7 ft. and 
5 ft. 9 in. centres. In the case of triangulated spans, the 
jack is placed on the rail bearers or on the deck plates, as 
the case may be. 

Two jacks placed opposite to one another, one under 
each rail, are capable of lifting 40 ft. of track, complete 
with sleepers. Two pairs of jacks placed 40 ft. apart 
will lift 80 ft. of track, but as the maximum amount of 
lift midway between the jacks is then only 14 in., this is 
barely sufficient to allow for scraping. If, therefore, 
heavy chipping and scraping are necessary, the pairs of 
jacks should be placed from 25 to 35 ft. apart, according 
to the amount of lift found necessary midway between 
them. As all hook or sleeper bolts must be slacked away 
before the track can be lifted, it is advisable to work with 
more than two pairs of jacks, in order that it may not be 
necessary to pass trains over more than 80 ft. of track 
which has been opened up. 

In working with these jacks, the following points should 
be borne in mind :— 

(1) The lifting power of the jacks is a minimum when it is 


fully depressed, and increases to a maximum when the jack is 
nearly fully extended. For this reason the packers used should 








The Duff Norton scissors type motor- 
car jack, and diagrams showing how it 
may be inserted under the rail on plate 
girders of 7-ft. and 5-ft. 9-in. centres 


—5'9" CRS. OF 
GIRDERS 


they are lifted, and thus they are prevented from returning to 
their normal seating. 

(3) Hook bolts should be loosened and turned round, but not 
extracted. They should be watched carefully while the track 
is being jacked, and care should be taken that they do not 
jam before they are lifted clear of the girder flange. 

(4) One joint on each side of the bridge must be opened up 
before jacking is started. 


In addition to facilitating the painting of surfaces under 
the timbers, the jacks will be found useful in the chang- 
ing of bridge sleepers, as they obviate the necessity of 
removing the rails to extract the old sleeper. 








Firty YEARS OF PROGRESS.—Sir Josiah Stamp, writing, 
‘‘ under orders from the Editor of The Financial Times,”’ 
a “‘ light ’’ article in the Golden Jubilee Supplement of 
that paper upon the story of British railway developments 
during the last fifty years, recalls John Ruskin’s letter 
from Coniston of March 1, 1887. This letter described 
railways as the ‘‘ loathsomest form of devilry now extant, 
animated and deliberate earthquakes, destructive of all 
wise social habit and possible natural beauty, carriages 
of damned souls on the ridge of their own graves.”’ 
The writer remarks, ‘‘ had Ruskin been alive today he 
would have directed his expletives to the internal com- 
bustion engine, with its progeny, the by-pass, filling 
stations, roundabout, and Belisha beacon.’’ Outlining 
the railway races to Scotland of 1888 and 1895, Sir Josiah 
reveals that as a small boy he watched the 1888 efforts 
of the West Coast route from Kilburn platform with no 
premonition of the “‘ shape of things to come.’’ The 
article also discusses the Railway & Canal Traffic Act of 
1888, and its far-reaching effects upon railway rates. 





XUM 





XUM 


March 25, 1938 


THE RAILWAY GAZETTE 593 


TRAINING IN SIGNAL AND TELEGRAPH OPERATION AND MAINTENANCE 


Comprehensive scheme on the L.N.E.R. (Southern Area) 


| Naaes L.N.E.R. has for many years recognised the 
advantages of technical training for employees, and 
for some years courses have been established in all 

he three areas. At first, in the Southern Area, courses in 
ignalling and telegraphy were held at the Bethnal Green 
Institute, under the auspices of the London County 
Council, and until 1931 classes were held twice weekly, 
ziven by lecturers from the Signal & Telegraph Engineer's 
staff in London. During the national ‘‘ economy ”’ cam- 
paign in 1931, the council felt it necessary to withdraw 


electrical signalling methods, which has brought with it 
an ever-increasing difficulty in finding men with the neces- 
sary knowledge and experience to maintain new electrical 
installations as these are brought into use. The signal 
fitters previously in charge of mechanical signalling in- 
stallations have rarely sufficient technical knowledge to 
continue to take charge when new electrical installations 
are substituted for them.’’ — If, therefore, men could be 
trained to carry out the combined maintenance of 
mechanical and electrical signalling and telegraphs it 





General view of mobile signalling school, L.N.E.R. (Southern Area) 


its support. The classes were therefore transferred to 
Liverpool Street station and carried on entirely by the 
railway company until 1935. Being held in London at 
night, they were accessible only to men residing within 
easy reach and, with a view to extending the area of 
instruction, they were transferred to Peterborough with 
marked success. 

In addition, a coach withdrawn from service was con- 
verted into a demonstration van equipped with an 
elaborate model layout, comprising mechanically and 
electrically operated signals and points, block instruments, 
single line instruments, and similar equipment, as 
described in detail in THE RatLway GazeETTE of Decem- 
ber, 1933, and was used for a time to supplement the 
ordinary classes. It became so popular at various rail- 
way exhibitions, however, that it was not always avail- 
able to fulfil its proper function, while in its short life of 
five years conditions changed so rapidly that its equip- 
ment no longer represented the latest practice. 

In describing the opening of the Signal School at York 
in 1930 we remarked that: ‘‘ The provision of such a 
school is necessitated by the rapidly extending use of 


would obviously be an economy from the company’s 
standpoint and open up a much wider and more attractive 
field of effort for the staff. To this end the training in 
the initial stages must be entirely practical, being supple- 
mented later by theoretical training, if the desire for more 
detailed knowledge is evinced. The primary considera- 
tion, however, is to give the staff concerned the necessary 
practical knowledge. 


The New Mobile School 


A mobile signalling school has, therefore, been provided 
in an old sleeping saloon, converted to house full-size 
apparatus in working order, identical with what the staff 
has to maintain. An experienced instructor has been 
appointed, and the school will be sent to every outside 
depot for a period, during which suitable applicants will 
be given the necessary practical training in the company’s 
time, at the end of which they will be given a practical 
test by the instructor and, if that is satisfactory, be placed 
on the list of those eligible for appointments as linesmen 
or linesmen’s assistants. Should any of the existing 









Right: Mechanical facing point 
layout with track circuit fittings ; 
mechanical and __position-light 
ground signals ; slotted mechanical 
distant signal; tappet locking 
model ; and telegraph line equip- 
ment 





Right: Searchlight colour-light 
signal ; mechanical type colour- 
light signal worked for demonstra- 
tion purposes by signal machine ; 
power point machine; banner- 
repeater signal ; single line electric 
tablet instruments ; and relay and 


terminal cabinet 
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Left : Standard 3-position needle 
block apparatus with electric 
lever interlocking ; cabin closing 
equipment and signal repeaters : 
platelayers’ trolley and tablet 
instruments. On lower shelf, on 
left, artificial track circuit 
apparatus 
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maintenance staff consider a re- 
fresher course advantageous, the 
school will be available for the 
purpose, while new signalling 
developments can be shown and 
struction given in them over 
the whole area. A central sig- 
nalling school would not have 
been practicable, having regard 
to the extent of the Southern 
\rea, but a mobile school can be 
ade accessible to all students, 
vherever stationed. The accom- 
panying illustrations show views 
of the new school. 


District Schools 

District signalling schools have 
also been established at King’s 
Cross, Sheffield, Peterborough, 
and Norwich, at each of which a 
series of ten lectures will be given 
during the session, dealing with 
the practical side of mechanical 
signalling, electrical signalling, 
telegraphy, and telephony; the 
lecturers will be drawn from the 
supervisory staff. A compre- 
hensive syllabus has been drawn 
up, and students will be given 
a copy of every lecture for study and subsequent refer- 
ence. It may eventually be found possible to reproduce 
the lectures in book form for distribution to outlying dis- 
tricts where facilities for instruction are negligible or 
non-existent. Although independent of the instruction 


Lever frames, with 





mechanical and electrical locking ; 
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relay cabinet; and 
illuminated diagram 


given in the mobile school these lectures are in a sense 
complementary to it. 

The increasing use of signalling, telegraph, and _ tele- 
phone equipment of a more intricate kind than was 
formerly met with, even only a few years ago, requires 
an adequately trained staff to 
maintain it in efficient condi- 
tion. To provide such a staff 
requires in turn a sound sys- 
tem of education and training, 
thoroughly adapted to the im- 
portant ends in view, as is 
being more and more recog- 
nised. The progressive action 
ot the L.N.E.R. in this respect 
cannot fail to be productive of 
beneficial results. 


Left: Exterior of the mobile 
school ; an old sleeping saloon 
converted to a demonstration van 








TRADE ADVERTISEMENTS ON THE SOUTHERN RAILWAY.— 
How members of the Southern Railway stations’ staff can 
assist in seeing that advertisements on the company’s 
premises have the maximum benefit of their sites is 
pointed out in an article by Mr. C. Grasemann, Public 
Relations and Advertising Officer, which appeared recently 
in the Southern Railway Magazine. An advertisement, 
he points out, may be anything from a resplendent display 
showcase to a small handwritten poster, but it is always 
earning income for the company. If it is not seen, or if 
it becomes torn or disfigured, and consequently does no 
good to the company’s customer, then it would not be 
reasonable to expect that customer to continue paying 
for his advertisement on railway property. A pile of 
bricks stacked in front of the advertisement, a ladder, a 
seat, a barrow, all prevent it from being seen. With a 


little thought, a place where neither trade advertisements 
nor the company’s own advertisements can usually be 
found to park implements or material. Like most of the 
other branches of railway work, Mr. Grasemann states, 
the maximum results from trade advertising could only 
be achieved by co-operation of all departments. For 
instance, sites have to be agreed by the Traffic Depart- 
ment so as not to interfere with the direction signs and 
passenger accommodation; the fixing of advertisements 
is agreed with the Chief Engineer, who is responsible for 
the safety of all buildings and fixtures. Close co-operation 
was also necessary with the Estate Agent and the Solicitor 
had -also often to be consulted. Last year the Trade 
Advertising Department earned £155,000 for the company 
—as Mr. Grasemann remarks—dquite a useful contribution 
to the total receipts! 
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THE TRAVELLING POST OFFICE: MAIL CONVEYANCE A CENTURY AGO 
By JOHN PHILLIMORE 


S soon as the Grand Junction Railway was opened— 
A in 1837—the Post Office took advantage of the new 
form of transport for the conveyance of mails. The 
Grand Junction line, from Birmingham to Warrington, 
there to join with the Liverpool & Manchester by the 
branch line to Newton Junction, obtained the Royal 
Assent to its Bill in 1833. It was built by the famous 
engineer Joseph Locke—who was M.P. for Honiton for 
thirteen years—and was opened on July 4, 1837. This 
railway proved an exception to the rule by reason of 
the line being opened throughout and not in sections. 
The London & Birmingham Railway was not fully ready 
until September 17, 1838, but letters sent by coach from 
London at 8 p.m. to Birmingham were received in Liver- 
pool before the following midday. The system—a novelty 
to the world on a trunk line—was the forerunner of the 
Travelling Post Office of today and showed a substantial 
advance in the conveyance of mails. It is worthy of 
note that goods were not carried on the Grand Junction 
Railway until 1838 owing to the fact that all the available 
locomotives were wanted for passenger traffic which 
proved so popular. 

The opening of these trunk lines in this country imme- 
diately led to improvement in the Irish and Scottish mail 
By using the Grand Junction a day mail to 
Dublin shortened the time between London and Holyhead 
by two hours. A cut of three more hours was made when 
the London & Birmingham line was opened throughout, 
thus allowing the journey to Holyhead to be undertaken 
in twenty-two hours. In 1798, the Holyhead mail left 
London at 8 p.m., arriving at Shrewsbury about 11 p.m. 
the next night, thus occupying 27 hours for the 162 miles. 
Again, with the Birmingham to Warrington line, the 
Carlisle mail in 1837 was carried in 273 hours from 
London instead of 32 as formerly. The North Union line, 
from Wigan to Preston, was opened on October 21, 1838, 
and thus by using the lines of four railway companies rail 
conveyance over the 218 miles from Euston to Preston 
became possible. With the opening of the London & 





services. 





“The Drivers of the Mail,’”’ 1852 and 1832 respectively 


From engravings by J. Harris, after paintings by H. Alken, published by Messrs. Fores 
by courtesy of Country 


in 1852. The block is reproduced from ‘‘ The Railway Age”’ 
Life Limited 









































“ Travelling Post Office on the London & Birmingham 
Railway’? as shown in the “Literary World” of 
November 23, 1839 


Birmingham and North Union lines in the latter part 
of 1838, the transport of mails to Edinburgh and Glasgow 
was much accelerated since the journey from London to 
Preston was accomplished in 11 instead of 18 hours. A 
day and night mail were also started between Liverpoo! 
and Manchester and London, and the time taken was 
81 hours. 

That the conveyance of mails by railway was recog- 
nised early as being of importance, and the value of the 
‘“‘ travelling post office ’’ realised at the time, are to be 
seen by the passing of an Act in 1838 to regulate matters 
between the Post Office and the railway companies. The 
Postmaster General was enabled to despatch mails by 
special or ordinary trains at times fixed by him and sort- 
ing carriages were to be provided if required. The use of 
mechanical locomotion for carrying mails was surely an 
advance in civilisation also, for in the Gentleman’s 
Magazine of December, 1820, it is stated, ‘‘ It appears 
that the stage coach proprietors 
average not more than _ three 
years’ labour from their horses; 
upon some roads, even not more 
than two. .’ In the Abstract 
of Minutes of Evidence taken in 
1819, Mr. William Horne is stated 
in examination to have said that 
his stock of horses wore out fully 
in three years and a similar state- 
ment was made by Mr. John 
Eames. H. Alken painted in oils 
a series of delightful portraits of 
contrasting drivers and guards of 
horse coaches and railway trains. 
The originals of the ‘‘ Drivers of 
the Mail’’ are in the writer’s 
possession, and these, like the four 
other portraits, were reproduced 
in aquatint by J. Harris and 
published by Messrs. Fores in 
1852. Plate 3, ‘‘ The Driver of 
the Mail 1852 ’’ and “‘ The Driver 
of the Mail 1832 ’’—in the aqua- 
tints there are two portraits on 
each plate—is reproduced along- 
side. 
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REBUILT 4-6-0 TYPE LOCOMOTIVE, L.N.E.R. 


Former North Eastern Railway engine converted at Darlington works 


ETWEEN the years 1920 and 1923, numerous3-cylinder 


4-6-0 type locomotives were put into service on the 
North Eastern Railway. These engines had 5 ft. 
8 in. diameter coupled wheels and three 18} in. x 26 in. 
diameter cylinders, the outside admission piston valves 
of which were operated by independent sets of Stephen- 
son's link motion. One of these engines has been rebuilt 


at Darlington works. The wheelbase of the engine 


originally built was 27 ft. 8 in., but that of the converted 
in a 
the original engine weighing 77 
he rebuilt one 79 tons 4 cwt. 
arrangement 1s similar to that fitted 
4-4-0 engines on the L.N.E.R., 


engine is 28 ft. 5 


slight increase in weight, 


tons 14 cwl., and t 
The valve gear 
to ‘‘ Shire ’’ class 


in. The alteration has resulted 


in 
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Rebuilt 3-cylinder ** B16” class 4-6-0 locomotive, L 
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Line diagram of *“ B16” class locomotive in original form 
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which the outside valves are operated by means of Wal- 
schaerts gear, and the inside valve by the Gresley gear. 
The maximum cut-off is 68 per cent., at which position 
the valve travel is 6 in. The three cylinders are of 18} 
in. dia. by 26 in. stroke, and are cast in one piece with 
the saddle. The inside admission piston valves are of 
the narrow ring type, 9 in. in diameter; separate 5-in. 
dia. steam pipes are fitted to each cylinder. 

The connecting rods are of nickel-chrome steel, similar 
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to those fitted to the ‘‘ Shire ’’ class engines. The whole 
of the revolving and 40 per cent. of the reciprocating 
masses are balanced, the revolving masses at the centre 
crank being balanced by extensions of the crank webs. 
The leading dimensions of the engine as originally built 
and as now running, are shown in the accompanying 
drawings, for which, together with the photograph re; 

duced and the foregoing particulars we are indebted to 
Sir Nigel Gresley, Chief Mechanical Engineer, L.N.E 








MANGANESE STEEL LINERS FOR 


AXLEBOXES 


Experience on the Egyptian State Railways 


By A. C. 


HE wear that normally takes place in the axlebox 
guides of railway carriage bogies is accelerated in a 
country such as Egypt by the prevalence of sand 

and gritty dust. Various arrangements have been tried to 
maintain the working clearances within reasonable limits 
and to avoid the expense of having frequently to replace 
badly worn axleboxes and horn cheeks. By far the most 
successful method in the experience of the Egyptian State 
Railways has been the use of manganese steel liners in the 
axlebox grooves. 

To obviate the difficulties which arise in the machining 
of manganese steel, it was decided to use a liner that 
could be secured to the axlebox without machining. The 
liners are of manganese steel plate } in. thick, pressed to 
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SECTION OF GROOVE A. A. 
CHAMFERED FOR WELD 
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Axlebox groove prepared for liner 


channel section shape, and specified to have flat sur- 
faces free from twist, they are used black, exactly as 
received, and without any further preparation. The 
grooves of worn axleboxes are machined to receive the 
liners, and the sides of the grooves are slightly chamfered 
on their upper edges for the space of about 1 in. at the 
top, centre, and bottom of the groove, as shown in the 
sketch reproduced herewith. The liners are then positioned 
in the grooves, and very firmly held in place by stout 
clamping bars, while arc weiding is applied to the six 
prepared places. This simple method of securing the 
liners by tack welding is more easily done on cast steel 
than on cast iron axleboxes, but it can be satisfactorily 


BINGHAM, A.M.Inst.C.E.. Manager, Carriage Works 





The reflection is that of a calendar with ordinary and arabic 
numerals 


done in the latter case by using special electrodes. The 
horn cheeks are of cast iron and are 2? in. wide; they 
have a total side clearance of } in. in the liners, and the 
total clearance of the axlebox between the horn cheeks is 
is in. 

The results obtained by this arrangement prove that the 
combination of manganese steel and cast iron is ideal for 
the purpose. The effect of the frictional contact between 
the axlebox and its guides, is to produce a very smooth 
polish on the respective surfaces, as may be seen in the 
photograph reproduced of a box which has been working 
for three years. Smooth working is obtained whether the 
guides are lubricated or not; in fact, when working without 
lubrication the manganese liners take on a mirror-like 
finish. —The amount of wear is extremely small; after three 
years’ service, the average loss in thickness of the liners 
is less than-2z in., while the wear of the horn cheeks is 
negligible. It is confidently expected that carriage bogies 
with this arrangement of axleboxes and horn cheeks will 
run for at least six years without needing any attention to 
the axlebox guides, thus securing both economy and 
smooth running. 
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INCLINE WORKING ON 
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Two stationary steam winding engines embodying technical features of con- 
siderable interest have a combined service record of well over 200 years 


LTHOUGH the L.M.S.R. ie 

l possesses one locomotive ‘“ 
that is still performing light 
vork 72 years after it was built, 
this record of longevity is easily 
eclipsed by two stationary wind- 


ing engines totalling between 
them more than two hundred 
years of continuous _ service. 


[hese veterans are employed at 
Middleton Top (Derbyshire) and 
at Swannington (Leicestershire) 
respectively, for hauling and 
lowering wagons on steep inclines 
unsuitable for locomotives. For 
the following description of them, 
and the accompanying illustra- 
tions, we are indebted to Mr. 
W. A. Stanier, Chief Mechanical 
Engineer, L.M.S.R. 


Middleton Incline Engine 


The engine at Middleton is the 


sole survivor of eight winding 
engines installed between 1825 
and 1829 to work traffic on 


inclines occurring in sections of 
the Cromford & High Peak Railway. This line was 
formed by Act of May 2, 1825, to provide a link between 





Twin-cylinder low-pressure condensing beam engine which 


works the Middleton incline, Derbyshire 





The top of the Middleton incline 


the canal systems of the East Midland Counties and those 
of the towns of Manchester and Liverpool, by joining the 
Cromford Canal at Cromford (Derbyshire) with the Peak 
Forest Canal at Whaley Bridge (Cheshire); it was opened 
in July, 183i. The whole line is not now in use, but 
the section between Cromford and Parsley Hay, which 
includes the Middleton inciine, still follows the original 
alignment. The Middleton incline is double track, 1,100 
yards long, with a ruling grade of 1 in 8. 

The engine was built by the Butterley Iron Works 
Company of Alfreton in 1825, and is a twin-cylinder low- 
pressure condensing beam engine. The valves are 
operated by parallel motion, much in vogue at the time 
for this type of engine. The main particulars are: Cylin- 
ders 2 ft. 1 in. dia. x 5 ft. stroke; working pressure, 
5 lb. per sq. in. Steam is supplied by two Lancashire 
boilers of more recent construction, but the engine remains 
substantially in the condition in which it was installed. 
The original feed pump, integral with the engine, supplies 
water to these boilers. The drive is transmitted through 
single-reduction spur gearing, a pinion 5 ft. pitch dia. on 
the crank shait engaging with a spur wheel 13 ft. 94 in 
pitch dia. below it, and giving a ratio of 2°75 to 1. The 
spur wheel is attached to a wire rope pulley having two 
grooves and a dia. of 14 ft. 1 in. Another similar pulley 
placed vertically above the driving pulley guides the 
incoming rope from the incline, and also effects a greater 
arc of contact on the driving pulley than would otherwise 
obtain. The simple and ingenious arrangement of pulleys 
also ensures that there is no reverse bend in the winding 
rope. 

Swannington Incline Engine 

The stationary engine at the top of the Swannington 
incline is among the most treasured historical relics be- 
longing to the L.M.S.R., since it was installed in 1833 to 
the instructions of George Stephenson when he was Engi- 
neer of the Leicester & Swannington Railway. This rail- 
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View of the Swannington incline, Leicestershire 


way was incorporated by Act of May 29, 1830, and opened 
between Leicester and Bagworth on July 17, 1832. It 
appears that the further section to the Swannington incline 
was brought into service on April 27, 1833, but the working 
of the actual incline was presumably not begun until later 
in that year, according to the surviving records regarding 
the winding engine. The incline is about half a mile long, 
with a gradient of 1 in 17. The original minute books 
of the Leicester & Swannington Railway directors have 
been examined at Euston, and it has been ascertained 
that on April 2, 1833, ‘‘ Tenders for furnishing a stationary 
engine for the inclined plane at Swannington were opened, 
and it was resolved that the tender of the Horsley (Coal 
and Iron) Company, of West 
Bromwich, Birmingham, be ac- 
cepted and an order given.’’ On 
August 12, 1833, it was reported 
that the stationary ‘‘engine at 
Swannington will be completed 
within three weeks.’’ 

This engine has been running 
well over a century, and, al- 
though there seems to have been 
little trouble in its very 
early life, it can undoubtedly be 
said to have given highly satis- 
factory service. In the early 
days of the railway the minutes 
of the directors show that con- 
siderable difficulties were ex- 
perienced with the various loco- 
motives, but the periodical 
reports nearly always state that 
the ‘‘ Swannington engine is in 
every respect good,’’ although 
soon after starting the shaft 
broke, and according to a state- 
ment made on August 2, 1839, 
a new boiler was provided. 

Originally the engine pulled up 
the incline the coal from the pit 
at the bottom, and also that de- 


some 


a 


March 25, 1938 





Cable drum, brake, and slip coupling at Swannington 


livered by the old railways from Coleorton and Lount. 
Now its only duty is to let down the coal required by 
the pumping plant at the bottom and to draw up the 
empties, which it does by means of a wire rope attached 
to a large drum driven by the original winding engine. 
The rope is attached to the coupling of the leading wagon 
by a slip coupling, which is disengaged as the top is 
reached so as to allow the wagons to run forward. The 
engine is of the long-stroke simple-expansion type, with a 
single cylinder 18} in. in dia. and a stroke of 3 ft. 6 in. 
It drives through single reversing gear a square shaft to 
which is fixed the winding drum and the necessary brake 
for iowering. The steam pressure is 80 lb. per sq. in., 





Single-cylinder winding engine of 1833 which still works the Swannington 
incline cable 
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he boiler being a comparatively modern one. A small 
nteresting steeple engine of 1859, made by Carrett Marshall 
« Co., of Leeds, is used to work the pump for supplying 
he boiler. The feature of outstanding interest of the 
lant is perhaps the valve and valve gear. The latter is 
f the well-known gab type, in which the valve is operated 
xy hand until the engine is running, and then the slot 
it the loose end of the eccentric rod is dropped over the 
yin on the valve rod, and steam admitted and exhausted 
from the cylinder in the usual way. The engine will start 
with only 20-lb. steam pressure in the boiler. 

Although the engine is capable of hauling six empty 
wagons up the incline, the normal load is four empty 
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wagons, representing approximately 27 tons weight. The 
engine runs at a speed of 80 r.p.m. which gives a ground 
speed of 9 m.p.h., so that the load is hauled over 37 chains 
from the bottom to the top in 3 min. The band brake 
was added some 30 years ago on the instructions of the 
Board of Trade, which insisted on there being some means 
of stopping the engine in case of failure of the cylinder. 
The normal method of stopping is by reversing the engine. 

The efficiency of these two stationary engines after 
over a century of continuous working, with many of their 
original components still intact, is remarkable evidence 
of the high qualities of British design and workman- 
ship. 








A NEW ENGLISH DIESEL TRAIN 


A 


~ 


v articulated diesel-hydraulic train has just been completed by the L.M.S.R. 





THREE-CAR diesel train with hydraulic transmission 
made a demonstration trip yesterday between Euston 
and Tring, prior to going into serivce on the Oxford 


to Cambridge cross-country line. Built by the L.M.S.R. 
at its Derby works, the train is articulated as one unit 
and seats 24 first and 138 third class passengers within 
an overall length of 184 ft. 6 in. and a weight of 73 tons. 
3y the adoption of a double pivot system of articulation 
the coaches have been built to the maximum length per- 
mitted by the locking bars without the throw-over on a 
34-chain reverse curve exceeding the permissible limits. 

The car bodies are timber framed with outer panels 
of steel welded together, and are constructed in general 
accordance with the company’s standard practice as de- 
scribed in THE RAILWwAay GAZETTE of August 23, 1935, 
page 305. The underframe of each car is completely 
welded up, and is fabricated of Kuplus copper-bearing 
steel having an ultimate tensile strength of 37-43 tons per 
sq. in. The main longitudinals are of lattice girder con- 
struction, and support the weight of the oil engines and 
certain auxiliaries as well as carrying their share of the car 
load. Welded Kuplus steel is used also for the bogie frame 
structures. The wheels are of Taylor Bros. disc type 
and the hollow-bored axles are carried in S.K.F. roller 
bearings. Self-lapping automatic Westinghouse brakes 
are incorporated and they operate clasp blocks on all 
wheels through the medium of individual cylinders foi 
each wheel. The blocks have Ferodo linings. 

Veneered three-ply wood is used for the interior panel- 
ling of the saloons. All the transverse seats except those 
against partitions are of the reversible type and have 


Dunlopillo fillings carried on chromium-plated steel tubular 
frames. Many of the interior fittings are of aluminium 
anodised by the Aluminite process. The inside surfaces 
of the sides, roof, valances, and certain other parts are 
sprayed with Roberts’s asbestos for heat and sound in- 
sulation. Air-operated Alpax sliding doors are fitted to 
each vehicle and are under the control of the guard. The 
train is intended for solo operation, and only emergency 
buffers and drawgear are fitted. 

Power is provided by six Leyland 125 b.h.p. oil engines 
running up to a maximum of 2,200 r.p.m. Two engines 
are mounted beneath the floor of each car, and drive 
the inner axles of the adjacent bogies. Thus, only the 
two extreme axles of the train are not driven. Six sets 
of Leyland partial-hydraulic transmission are incorporated, 
the torque converters being attached directly to the 
engines. The final drives and reverse boxes are mounted 
on the axles, and have a ratio suitable for giving a top 
road speed of 75 m.p.h. in direct drive. The radiators 
are slung at each side under the car floors, and are in 
ducts arranged so that the natural draught of motion of 
the train provides an adequate air flow in either direction 
of running. Current for engine starting is provided hy 
Tonum dynamos charging Exide-Ironclad 390-amp. hr. 
batteries. Compressed air for engine and transmission 
controls and for the brakes is obtained from Westinghouse 
compressors. The control of the engines and transmissions 
is effected by the Westinghouse-Leyland pneumatic sys- 
tem and incorporates dead-man control. A detailed 
description of this new train will “appear in the next issue 
of our Diesel Railway Traction Supplement. 
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TRANSPORT 
FOR 


WINTER SPORTS 


(See editorial note on page 578) 


Photo} 


View taken in May on the Rochers de 
Naye Railway, now being electrified, 





[B. Fransioli, Montreux 


showing snow walls 10 m. high 
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Photo. FE. Goetz, Lucery 
Above : Sports train at Kigergletscher 
(2,323 m.) on the Jungfrau Railway 


Left: Ski-ers ascending by the “lift” 

at Murren, which consists of an overhead 

travelling cable supported by trestles. 

Attached to the cables are seats, shaped 

like pickaxes, which can accommodate 
two persons 





: 





[E. Gyger, Adelboden 


A car on the “ Fram” sledgeway from Geils to the Hahnenmoos Pass, 
one of several new lines opened this winter, and described in our issue of 


December 3, 1937 
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RAILWAY NEWS SECTION 


PERSONAL 


The King of the Belgians has been 
pieased to confer the honour of 
Chevalier of the Order of Leopold II 
upon Mr. Harry Ireland, Stationmaster 
at King’s Cross, L.N.E.R. Mr. Ireland, 
who is a native of Grantham, has had 
an extensive railway experience with 
the Great Northern, and latterly the 
L.N.E.R. He was appointed 
Stationmaster at King’s Cross 
in 1932. 





The London Midland & 
Scottish Railway has appointed 
Dr. W. A. Macfarlane to be 
Senior Research Chemist. Dr. 
Macfarlane was educated at 
Westminster School and Balliol 
College, Oxford; he took a first 
in Chemistry in 1930, and was 
awarded a B.Sc. for his re- 
search work in physical 
chemistry. He acted as demon- 
strator in natural science at 
3alliol from 1930 until 1932, 
and was then elected a Com- 
monwealth Fund Fellow at the 
University of California, where 
he researched in spectroscopy. 
Since 1934 he has been a 
scientific officer at the Fuel 
Research Station, where he 
specialised on the production 
of synthetic oils, and _ later 
acted as personal assistant to 
the Director of Fuel Research. 

The following were among 
the sheriffs for 1938 appointed 


by the King at Buckingham 
Palace on March 15:— 

Durham: Sir William Gray, 
Bt., of Tunstall Manor, West 
Hartlepool (a Director of the 
L.N.E.R.). 

Worcestershire : Mr. R. 
Holland-Martin, C.B., of Over- 
bury Court, Tewkesbury 
(Chairman of the Southern 
Railway). 





The late Sir Vivian Jarrad, formerly 
Agent of the Bengal-Nagpur Railway, 
whose death on January 25 was re- 
corded in our issue of January 28, left 


estate valued at £17,224 (£15,982 
net.). 
Mr. Alexander Williamson, General 


Manager of Steel, Peech & Tozer, has 
been appointed Managing Director of 
William Beardmore & Co. Ltd. 


Mr. H. H. Burton, who became Chief 
Metallurgist of the English Steel Cor- 
poration Limited in January, 1935, has 
been appointed a Special Director of 
the corporation. 


Sir Ralph Cope, who, as announced 
in our issue of February 18, will retire 
from the position of Chief Accountant, 
Great Western Railway, at the end of 
this month, has spent his whole career 
in the Chief Accountant’s Office of the 
company. Starting work as a clerk in 
January, 1877, he worked successively 
in practically every section of that de- 
partment, becoming Chief Clerk in 


= st 


% eo 





Sir Ralph Cope 


Chief Accountant, Great Western Railway, 
1916-1938 


1910. In 1912 he received an expres- 
sion of appreciation from the board of 
directors for valuable services rendered 
in connection with the re-organisation 
of the Hotels and Refreshment Rooms 
Department accounts, and was subse- 
quently appointed Principal Assistant 
to the Chief Accountant. In July, 
1916, he succeeded the late Mr. G. J. 
Whitelaw as Chief Accountant. During 
the years that have since elapsed, he 
has had the responsibility, so far as 
the Great Western is concerned, of the 
accounting work involved by the 
Government control during the war 
period and the compensation and hand- 
ing back of the railways in 1921. Then 
followed the grouping and the absorp- 
tion of the various constituent and 


subsidiary companies consequent on the 
Railways Act of 1921. Subsequently, 
there have been the various wage ad- 
justments, the giving of evidence before 
the Railway Rates Tribunal in the pro- 
tracted ‘‘ standard revenue ”’ proceed- 
ings and at subsequent annual revisions 
of railway charges, and before the 
Rates Advisory Committee in connec- 
tion with dock charges. More recently 
there has been the heavy ac- 
countancy work involved in the 
preparation of the _ pooling 
schemes with the L.M.S.R. and 
L.N.E.R. and the London Pas- 
senger Transport Board. Sir 
Ralph Cope has been Chairman 
of the Railway Accountants’ 
Committee since 1923. In 1936, 
when he had completed 59 years 
service with the railway, he re- 
ceived a knighthood in the new 
year honours, being the first 
railway accountant to receive 
that distinction. 





INSTITUTION OF MECHANICAL 
ENGINEERS 

At the annual general meet- 
ing of the institution, Mr. 
David E. Roberts was elected 
to succeed Sir John E. Thorny- 
croft, K.B.E., as President for 
the current year. Mr. Roberts 
is in practice as a consulting 
engineer in Cardiff. 

Mr. O. V. S. Bulleid, Chief 
Mechanical Engineer, Southern 
Railway, was among those 
elected Members of Council. 


Mr. R. E. L. Maunsell, a 
past Vice-President of the in- 
stitution, who retired from the 
post of Chief Mechanical 
Engineer, Southern Railway, 


on October 31 last, was elected 
an Honorary Life Member at 
the same meeting. 





We regret to record the 
death on March 17 of Mr. 
John Cameron, who was Loco- 


motive, Carriage & Wagon Superin- 
tendent of the Taff Vale Railway 
from 1912 until his retirement in 
1922. Mr. Cameron, a _ native of 


Wigtownshire, served his apprentice- 
ship on the former London Brighton 
& South Coast Railway as a pupil of 
Mr. Stroudley, becoming foreman of 
the fitting and machine shops in the 
Carriage & Wagon Department, and 
subsequently Inspector of Rolling 
Stock. Later, Mr. Cameron was 
appointed Inspector of Rolling Stock of 
the former London & South Western 
Railway, whence in 1885 he proceeded 
to the Taff Vale Railway as Works 
Manager of the Permanent Way and 
Carriage & Wagon Departments. He 
was appointed Chief Assistant to the 
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Locomotive, Carriage & Wagon 
Superintendent in 1894, and 
assumed that post in 1912, 





Mr. Charles Cooper, whose 
forthcoming retirement from 
the post of Assistant to the 
Traffic Manager for Continental 
Traffic, Southern Railway, was 
announced on March 4, joined 
the Goods Department of the 
former London’ Brighton & 


South Coast Railway in 1886. 
In 1890 he was transferred 
to. the Continental Traffic 
Manager’s office and rose to 
be Chief Clerk. to -the Conti- 
nental Traffic Agent in 1916. 
He became Continental Traffic 


Agent in 1919, in time to assist 
in the work of restoring the 
Newhaven-Dieppe route to its 
pre-war position, following the 
release in that year of the port 
of Newhaven by the military 


and naval authorities After 
the,, grouping... in. 1923, Mr. 
Cooper. was made Deputy 
Continental. Assistant to the 


Manager, 
taking up 
with the 


Chief. Commercial 
Southern Railway, 
the same position 
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Henry Weaver, M.1 

Stationmaster at Paddin 1, 
Great Western Railway, nl 
1908 to 1920. Mr. We s 
railway career, all spent h 
the G.W.R., extended ov 55 
years, and was begur t 


Bewdley. Later, he held « 
ships at Stourport, Bew 
Droitwich, and Malvern [ink 
stations. In 1875 Mr. W I 
took charge at Fairford sta 
and on subsequent promo 5 
was made Stationmaster 
cessively at  Moreton-in 
Marsh, Newbury, and Rea 
holding the appointment 
over ten years at each of 
iast two places. In Ma 
1908, he was appointed to | 
dington, where, _ particul 
during the war, his duties 
responsibilities were v« 
arduous. Mr. Weaver recei 
from King’ Albert = of 
Belgians the Gold Order of 
Crown in recognition of 
vices rendered to Belgians 
this country during the wai 


We regret to record 
death on February 7, at t! 


Traffic Manager in 1930. In age of 70, of Mr. J. R 
1934 Mr. Cooper succeeded Mr. Catherall, who retired at the 
Fr. A. Brant as Assistant to the end of 1931 from the post of 
Traffic. Manager for Continental District Goods Manager, PI! 

raffic. Mr. Cooper has _ re- mouth, Great Western Rail 
ceived the honour of Chevalier Mr. Charles. Cooper way. Mr. Catherail entered 
de la Legion d’Honneur from \ssistant to the Traffic Manager for Continental Traffic, G.W.R, service in the District 
the French Government, and of Southern Railway, 1934-38 Goods Manager’s Office at 


Chevalier de |’Ordre de 
Léopold from King Leopold of 
the Belgians. He was Chairman of 
the International Traffic Committee of 


the Railway Clearing House in 1937, 
and is a Member of Council of the 


Institute of 
holds the gold 
long service. 


Transport. Mr. Cooper 
medal of the S.R. for 
(See also page 577). 





Mr. H. R. Garth 


Appointed Assistant to the Engineer, 
N.E. Area, L.N.E.R. 


Mr. H. R. Garth, who, as recorded 
in our issue of March 18, has been ap- 
pointed Assistant to the Engineer, N.E. 
Area, 
years at the City of Bradford Technical 
College. He spent three years in the 
Drawing Office of the Tees Side Bridge 
& Engineering Works, and Ashmore 
Benson Pease Limited, after which he 
entered the Bridge Section of the Engi- 
neer’s Office, York, of the former North 
Eastern Railway. From 1916-1919 Mr. 
Garth saw war service, with the Artists 
Rifles and as a lieutenant in the Royal 
Engineers. Returning to the railway, 
the period from 1919 to 1927 was spent 
as Resident Engineer on reconstruction 
of bridges and viaducts, and Mr. Garth 
was also closely associated with the 
testing of bridges by the Bridge Stress 
Committee of the Department of 
Scientific & Industrial Research. Be- 
tween 1927 and 1931. Mr. Garth ob- 
tained experience in all sections of the 
Engineer’s Department, L.N.E.R., 
N.E. Area, at York. In 1931-he was 
appointed Personal Assistant to Mr. 
Jolin’ Miller, the N.E. Area-Engineer, 
and in 1935 became Chief Technical 
Assistant. He held the latter post until 
his present appointment... Mr. Garth 
is‘an A.M.Inst.C.E. and a Member of 
Council, Permanent Way Institution. 





We regret ‘to record the death on 
March +17, at the age of 83, of Mr. 


L.N.E.R., was trained for four 


Shrewsbury. He later served 

at Cardiff, and then in the 
Chief Goods Manager’s Department in 
London. Returning to Wales, Mr 
Catherall was appointed Chief Clerk to 
the District Goods Manager at Cardiff, 
and later became District Goods Super- 
intendent at Newport, Mon. After 
serving as Assistant District Goods 





The late Mr. J. R. Catherall 


District Goods Manager, Plymouth, 
Great Western Railway, 1919-31 
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Manager at Cardiff, Mr. Catherall was 
appointed District Goods Manager, 
Plymouth, in 1919, and from Septem- 
ber, 1921, to September, 1924, also had 
charge of all the goods business of the 
G.W.R. docks at Plymouth. Mr. 
Catherall took a keen interest in the 
social side of railway staff activities. 





Messrs. C. J. Oliver (Beira and 
Rhodesia Railways), and A. E. Shaw 
(New Zealand Government Railways) 
have been elected Associate Members 
of the Institution of Civil Engineers. 





We regret to record the death on 
March 12 of Mr. J. Bryson, Goods 
\gent, Bishopsgate, L.N.E.R. Mr. 
Bryson had been at Bishopsgate for 
nearly four years, and had previously 
held various posts in the North Eastern 
Area, at Hartlepool, Stockton, Sunder- 
land, and Newcastle, where he was 
first Traffic Agent and later Goods 


Agent. Of quiet but sympathetic dis- 
position, Mr. Bryson made a host of 
friends wherever he went, and the 


secret of the success he had _ un- 
doubtedly attained and the general 
esteem in which he was held were 
probably due to the extent to which 
he had learned the art of being suaviter 
in modo et fortiter in ve. The funeral 
took place at Hartlepool on March 16, 
and, in addition to the family 
mourners, was attended by over thirty 
representatives of the Bishopsgate 
staff and the various organisations con- 
nected with the stations coming under 


Mr. Bryson’s control. Mr. K. P. 
Walker, District Goods and Dock 
Manager, West Hartlepool, represented 


the Chief General Manager and officers 
of the company, and Mr. Percy Syder, 
the London City Manager, was repre- 
sented by Mr. H. R. Birkett. 
floral tributes were received. 





S.A.R. & H. Starr CHANGES 
Mr. J. S. de V. von Willich, System 
Manager, Durban, to be System 
Manager, Cape Town, in succession to 


Mr. W. F. Veary, retired. 
Mr. E. X. Brain, System Manager, 
Kimberley, to be System Manager, 


Durban. 

Mr. J. G. K. Agnew, Superintendent 
(Operating and Commercial), Pretoria, 
to be System Manager, Kimberley. 

Mr: L. Lever, Assistant Superin- 
tendent (Operating), Headquarters, to 
be Superintendent (Operating and 
Commercial), Pretoria. 

Mr. J. W. B. Carter, 
Superintendent (Operating), Cape 
Town, to be Superintendent (Com- 
mercial and Staff), Johannesburg. 

Mr. C. H. Schoombie, Assistant 
Superintendent (Parliamentary), to be 
Assistant Superintendent (Operating), 
Headquarters. 

Mr. J. F. Kuys, Chief Clerk, Pub- 
licity and Travel Department, to be 
Assistant Manager (Commercial, Ad- 
vertising and Bookstalls), Publicity 
and Travel Department. 


Assistant 


Many 
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The late Mr. V. P. Gamon, a Direc- 
tor of Nasmyth, Wilson & Co. Ltd., 
whose death on November 23 last year 
was recorded in our issue of Decem- 
ber 10, left personal estate valued at 
£19,202 (£18,912 net). 


Mr. E. H. Wootton, Manager of the 
Dick, Kerr works of the English E!e>- 
tric Co. Ltd., has resigned in order to 
join the staff of Urwick, Orr & Partners 
Limited, 3, St. James’s Square, Lon- 
don, S.W.1, Consulting Specialists in 
Organisation and Management. 


Mr. R. A. Beckett, of Beckett, 
Laycock & Watkinson Limited, recently 
sailed for the U.S.A. to make a study 
of transport conditions and problems, 
particularly in relation to the trend in 
vehicle design and construction. Mr. 
Beckett is the son of the Managing 
Director of the firm, and is particularly 
concerned with the railway side of the 
business. 





A Government Decree issued through 
the Argentine Ministry of Public Works 
intimated that the following gentlemen 
had been recognised as the legal repre- 
sentatives of the Buenos Ayres Western 
Railway: Dr. G. E. Leguizamon, 
Messrs. J. C. Angel, C. R. Schiller 
Harris, Everard C. L. Meynell, G. J 
White, Sanchez Elia, Rodolfo Bullrich. 


We regret to record the death on 
March 23, at the of 71, of Mr. Edward 
Hume Steele Townshend, M.Inst.C.E., 
who retired in September, 1931, from 
the position of Divisional Engineer, 
Manchester, L.M.S.R. Mr. Townshend 
was born on September 21, 1866, and 
entered the service of the former 
North London Railway as an Assistant 
in March, 1906. On _ joining the 
L.N.W.R. he became Divisional Engin- 
eer successively at Rugby in 1916; 
at Birmingham in 1918; at Lancaster 
in 1923; and at Manchester in 1928. 

Mr. J. Scott has recently been ap- 
pointed General Manager of the Grand 
Canal Company, Dublin. He was edu- 
cated at Kirkcaldy High School, and 
joined the old North British Railway 
in 1918. After a short service at Burnt- 
island station, he was transferred to the 
office of the District Traffic Superinten- 
dent at Burntisland, which on re- 
organisation became that of the District 
Operating Superintendent. Mr. Scott 
served in various sections of that office, 
being principally concerned with goods 
train operation and control. On 
January 1, 1936, he was appointed 
Assistant to the General Manager of the 
Grand Canal Company. 





We regret to note the recent death 
of Mr. Thomas Barry Molomby, a 
former Commissioner of Railways in 
Victoria, at the age of 70. He joined 
the Victorian Government Railways 
as a junior clerk at Geelong in 1883, 
and rose to be Superintendent of 
Passenger Train Services in 1908. 
Seven years later he was appointed 
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General Superintendent of Trans- 
portation, and in 1924 was selected as 
Commissioner. In 1914 Mr. Molomby 
accompanied Mr. Jones, Commissioner, 
on a mission overseas in connection 
with the proposed electrification of 
the Melbourne suburban services. He 
was highly esteemed as an outstanding 
railway executive officer, not only by 
railwaymen, but also by all the 
prominent business men with whom he 
came in contact. 

At the funeral the Railway Depart- 
ment was represented by Mr. H. W. 
Clapp, Chairman of Commissioners, 
Messrs. N. C. Harris and M. J. Canny, 
Commissioners, Mr. E. C. Eyers, 
Secretary for Railways, and several 
heads of branch departments. 


We regret to record the death of 
Dr.-Ing. Richard Anger, until 1936 
Chief of the Locomotive Department 
of the German State Railway. Dr. 
Anger was born in 1873 in the Ruhr, 
and entered the service of the Prussian- 
Hessian State Railway in 1901. He 
was made a Reichsbahndirektor on the 
formation of the German State Railway 
Company in 1924 and from that date 
until his retirement was in charge of 
the Locomotive Department, which 
has now been enlarged to cover all 
mechanical engineering. 





Forthcoming Events 


Mar, 25 (Fri.) 
Engineers (London), at 
taurant, Piccadilly Circus, W.1, 
7 p.m, Annual Dinner. 

Mar. 28 (Mon.).—Engineers’ German Circle, 
at Inst. of Sechente al Engineers, Storey’s 
Gate, London, S.W.1, 6 p.m. ** Die 
Entwic klung des Mutators Und Seine 
Anwendungen ” (The Development of the 
Mutator and its Applications) by Herr K. 
Ehrensperger. 

Institute of Transport (London), at Inst. of 
Electrical Engineers, Savoy Place, W.C.2, 
5.30 p.m. ‘The Defence of Transport 
against Air Attack,” by Wing-Commander 
E. Hodsoll, C.B. 

Radio Talk in Midland Programme, 8.40 p.m. 
Inte srview with Mr. G. L. Darbyshire : 

‘What Industry Offers Your Child— 
In the Railway Transport Service.” 

Mar. 29 (Tues.).—lInstitute of Transport 
(Birmingham Graduate), at Chamber of 
Commerce, 6.30 p.m. Annual General 
Meeting. 

Mar, 30 (Wed.). 


).—Institution of Locomotive 
Trocadero: Res- 
6.30 for 


Institution of Civil Engineers 
(Students’), Great George Street, London, 
S.W.1, 6.15 p.m. “ Design: With Parti- 
cular Reference to (a) King’s Cross Sewer 
Diversion; (6) Sloane Square - Station 
Reconstruction,” by Mr. E. Humphries. 

Institution of Locomotive Engineers (Lon- 
don), at Inst. of Mechanical Engineers, 
Storey’s Gate, S.W.1, 6 p.m. “ The De- 
velopment of Rail Motor Car Services in 
France,” by M. Dumas. 

Mar. 31 (Thurs.).—G.W.R. (London) Lecture 
and Debating Society, in General Meeting 
Room, Paddington Station, 5.45 p.m. 
Discussion : ‘‘ Square Pegs in ‘Round Holes, 
What is the Solution ? ” 

Institute of Metals (London), at Society of 
Motor Manufacturers, 83, Palf- Mall, 
S.W.1, 7.30 p.m. Annual General- Meeting. 

Institution of Civil Engineers (Yorkshire), 
at Hotel Metropole, Leeds, 5 p.m. .‘ Rail- 
way Track Work for High Speeds,” by 
Mr. J. Taylor Thompson. 

Apr. 1 (Fri.).—Institute of Transport (Notting- 
ham Graduate), at Guildhall, 7 p.m. 
AY General Mee 

N.E.R. Musical Socjety, ‘at Hamilton. Hall) 
go Street Hotel, London, E.C.2, 
6.30 p.m. Dimner Dance. 
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The May Timetables 


Particulars of the spring timetables 
of the L.M.S.R. and L.N.E.R. have 
now been announced, and _ include 
various accelerations and earlier holiday 


Services. 


London Midland & Scottish Railway 


Principal among the train service 
improvements announced by the 
L.M.S.R. to operate from May 2 is 
the acceleration of the Royal Scot to 
7 hr. between Euston and Glasgow in 
each direction—an acceleration of 45 
min. :going north and 25 min. coming 
bringing the journey time 
within half-an-hour of that of the 
Coronation Scot. On the down 
journey the Rugby and Crewe stops 
will be: omitted, .and Carlisle, 299-1 
miles: from Euston, reached in 5 hr., 


south, 


at a start-to-stop average of 59:8 
m.p.h. . Division of the train will take 
place. at Symington, Glasgow being 


reached at 5 p.m., and Edinburgh at 
On the southbound journey 
the Glasgow and Edinburgh sections 
will run independently to Euston. 
The former will call only at Carlisle 
No. 12 signalbox to change enginemen, 
running non-stop thence to Euston in 
& hr. The Edinburgh portion will 
call at Symington, and there attach a 
portion frony Aberdeen and- Perth; for 
this purpose the, 6.50 a.m. from Aber- 
deen, accelerated by 8 min. to Stir 
ling, is detaching there a fast section 
for Symington, and the effect will be 
to cut the journey from Aberdeen to 
Euston to 10 hr. 25 min., and from 
Perth to 8 hr. 20 min.—accelerations 
of 1 hr. 45 min: and 1 hr. 40 min. 
respectively on the present times. The 
combined train will call at Carlisle, 
leave there at 12.15 p.m., and run 
non-stop to Euston, where it will 
arrive at 5.15 p.m., in 7} hr. from 
Edinburgh. [hese expresses will be 
limited to a maximum load of 420 
tons with 4-6-2 engines, or 330 tons 
with 4-6-0 ‘‘ Royal Scots.’’ 
Contingent alterations in the up 
direction will be the starting of the 
morning service from Glasgow to Man- 
chester and Liverpool at 9.5 instead of 
9,20 a.m., in order to keep clear of the 
Roval Scot to Preston, but with no 
change of overall journey time. 
Similarly the 9.25 a.m. from Glasgow 
(St.. Enoch) to St. Pancras will leave 
at 9.35 a.m., and be due in London at 
6.25 instead of 6.17 p.m., making an 
excellent connection from Kilmarnock 
and Dumfries into the second part of 
the up Royal Scot at Carlisle. The 
Lakes Express, daily from May 2, will 
leave Windermere at 11.15 instead of 
11.25 a.m., and be accelerated to reach 
Euston at 4.47 instead of 5.10 p.m., 
an acceleration of 13 min. ‘The train 
from Perth due in Euston at 7 p.m. 
will continue to run. In the down 
direction the Aberdeen section of the 
Royal Scot will leaye Euston at 10.5 
a.m., and make the usual stops. 
Another train affected is the 12 noon 


5.5 p.m. 


from Manchester and Liverpool to 


Glasgow and Edinburgh, which 
will leave at 12.40 and = 12.45 
p-m. respectively, follow instead 


of precede the Royal Scot from 
Preston, and reach Edinburgh at 5.40 
p-m. and Glasgow at 5.42 p.m. This 
will be an acceleration of 18 min. from 
Liverpool to Glasgow, with an overall 
time of 4 hr. 57 min. only. 

An important improvement of the 
up Liverpool service is to be effected 
by dividing from Crewe the heavy 2.15 
p.m. from Liverpool to Euston; this 
express will leave Liverpool at 2.10 
p-m., cover the 158-1 miles from 
Crewe to Euston non-stop in 152 min., 
and reach London at 5.30 p.m.—3 hr. 
20 min. overall and an acceleration of 
30 min. The Manchester portion will 
run via Stoke, leaving Manchester at 
2.20 p.m., as now, and will be due in 
Euston at 6 p.m., 5 min. earlier. The 
5.25 p.m. from Liverpool will omit 
the Willesden stop, running non-stop 
from Crewe to Euston in 148 min. 
(64-1 m.p.h.), and arriving at 8.40 
p-m., in the hitherto unprecedented 
time of 3} hr. from Liverpool to Lon- 
don. On the Central Division the 
7 p.m. from Liverpool to Leeds, 
which now. calls at practically all 
stations between Manchester and 
Leeds, is to become an express, reach- 
ing Leeds at 9.20 instead of 10.31 
p-m., and providing a_ useful late 
evening service; this train, a return 
working of through stock, carries a 
London & North Eastern buffet car. 
All restaurant and buffet cars are to 
be withdrawn from the Central 
Division, except the 10.45 a.m. Liver- 
pool (Exchange) to Newcastle and the 
corresponding return train, and a new 
buffet service on the 11.35 a.m. Liver- 
pool to Leeds (Central) and 4 p.m. 
Leeds to Liverpool. Such _ long- 
established restaurant car services as 
the 1.2 p.m. Leeds—Liverpool, 4.35 
p.m. Liverpool—Leeds, 6.10 a.m. Hey- 
sham—Leeds and 7.15 p.m. Leeds— 
Heysham, by the old Lancashire and 
Yorkshire route, will thus disappear. 

On the Midland Division a new 
through day service will operate be- 
tween St. Pancras and Glasgow on 
Sundays, leaving St. Pancras at 10.30 
a.m.; numerous intermediate stops will 
be made, and Glasgow will be reached 
it 8.25 p.m.; the corresponding return 
service is at 10 a.m. from Glasgow, 
reaching St: Pancras at 8.45 p.m. 
Another Sunday improvement will be 
a new evening Bradford restaurant car 
express leaving St. Pancras at 6 p.m., 
reaching Nottingham in 2 hr. 10 min., 
and Sheffield in 3 hr. 17 min. The 
existing 5 p.m. express will lose its 
restaurant car, be diverted’ via 
Leicester and accelerated 18 min. to 
Sheffield, at which point it will ter- 
minate instead of Bradford. The 9.5 
a.m. week-day train from St. Pancras 
to Edinburgh will be accelerated -to 
reach Carlisle at 3.13 instead of 3.21 
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p.m., making the run of 113 miles from 
Leeds over Ais Gill summit to Carlisle 
in the hitherto unprecedented time of 
123 min., including the Skipton stop; 
it is unfortunate that the L.N.E.R 
could not have used this margin to 
enable the train to connect with the 
5.40 p.m. from Edinburgh to Aberdeen 
but instead of that, new stops are m 

at St. Boswell’s and Melrose, and Ed 
burgh is reached at 5.45 p.m., as 
before, entailing a wait of 1 hr. 40 n 
for through passengers. Among other 
Midland changes the 3.30 p.m. from S$ 
Pancras to Bradford will start at 3.25 
p.m., and be slowed by 5 min. 
Leicester, and the 5.40 p.m. to Nottin 
ham will similarly start at 5.33 p.1 
and be slowed by 7 min. to Bedfor 
Both in England and Scotland a nun 
ber of additional local services are bein 
tightened up, and although the chang 
involve a few. minutes per train in most 
cases, in the aggregate there is a cor 
siderable curtailment of journey time 


London & North Eastern Railway 
Similarly to the Royal Scot accelera 
tion on the L.M.S.R. the Flying Scots 
man will come down to its summer 7-ht 
schedule between King’s Cross and 
Edinburgh, but a stop will be made 
at Newcastle in each direction. The 
timing between King’s Cross and New 
castle, 268-3 miles, will be 4 hr. 36 min 
(58-3 m.p.h.), but the 2 hr. 21 min 
between there and Edinburgh will re 
quire an average of only 51-5 m.p.h 
The 10.5 a.m. down relief Scotsman 
from King’s Cross, and the 10.15 a.m. 
up from Edinburgh, will make the usual 
intermediate stops. An improvement 
of the up service from Aberdeen in con 
nection with the Flying Scotsman will 
be effected by starting the 6.10 a.m 
express at 6.40 a.m., bringing it into 
Edinburgh at 9.49 a.m. (an acceleration 
of 22 min.), and so giving a service 
from Aberdeen to King’s Cross in 10 hr. 
20 min. But on the down journey of 
the Flying Scotsman Aberdeen passen 
gers will have an enforced wait of 40 
min. at Edinburgh, as the Aberdeen 
connection will be held till 5.40 p.m. 
to connect with the 10.5 a.m. from 
King’s Cross. The time from King’s 
Cross to Aberdeen will thus be 10 hr. 
55 min. Passengers for Perth will wait 
55 min. in Edinburgh. In addition to 
the new 10.30 p.m. Edinburgh—Glas- 
gow connection to the down Corona- 
tion, a new 60-min. train will leave 
Glasgow at 3.15 p.m., connecting at 
Edinburgh with the up Coronation, 
and giving a Glasgow—London time 
of 7} hr. by the 440-mile L.N.E.R. 
route, as well as a fast afternoon ser- 
vice from Glasgow to Newcastle in 
3} hr. In the North Eastern Area 
the 4 p.m. from Glasgow to Leeds will 
be accelerated from Berwick, reaching 
York at 9.22 instead of 9.33 p.m., and 
Leeds at 10 instead of 10.15 p.m.; a 
gain of -72 min. is also effected to 
Sheffield. There are no changes of note 
on. the Great Eastern or Great. Central 
sections of the line: “et 
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Parliamentary Notes 


B.B. & C.I. Railway Bill 


The Committee on Unopposed Bills 
{ the House of Commons reported 
this Bill, without amendment, for 
third reading on March 17. It was 
ead the third time, and passed on 
March 21. 


L.M.S.R. Bill 

No petitions have been deposited 
gainst this Bill, which was read a 
econd time in the House of Com- 
mons on February 16, and it has been 
referred to the Committee on Un- 
ypposed Bills. Among the objects of 
the Bill are: authority (1) to carry out 
ilterations of public road bridges near 
Blackpool (Central) station in  con- 
nection with the proposed removal of 
that station to another site; (2) to 
icquire lands in various parts of the 
and (3) to discontinue a small 
the Newcastle-under-Lyme 


system ; 
portion of 
Canal. 





Questions in Parliament 


L.P.T.B. and 
Recruiting 
Captain Arthur Evans (Cardiff South 
C.) on March 16 asked the Minister 

of Transport whether the London Pas- 

senger Transport Board had yet satisfied 

His Majesty’s Government on _ the 

question of the board’s attitude to- 

wards the encouragement of Territorial 

Army Recruiting; and if he can makea 

statement. 

Mr. W. J. Anstruther-Gray (North 
Lanark—C.) also asked the Minister of 
[ransport whether he was at present 
in negotiation with the London Pas 
senger Transport Board regarding 
facilities for employees who desired to 
attend Territorial camps; and whether 
he was in a position to make a state 
ment. 

Dr. Leslie Burgin (Minister of Trans 
port): Discussions are proceeding with 
the board; but I am not yet pr 
pared to make a statement on th: 


subiec '. 


Territorial Army 





Staff and Labour Matters 


Road Transport—Wadées 


The dispute in the road transport 
industry for goods was settled at a 
meeting of the National Joint Con- 
ciliation Board for the industry held at 
the Ministry of Labour on Friday, 
March 18. The rates of pay laid down 
by the board are to be advanced by 
3s. a week for men and 2s. for youths, 
and arrangements have been made for 
reaching agreement on the ‘‘ accumu- 
lative week.’”’ The increases are to 
operate from the first full pay day week 
in April. After the meeting of the Con- 
ciliation Board the following announce- 
ment was made :— 

““ The settlement not only adjusts 
the wages question but also provides 
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for the reference to a sub-committee 
of the important problem of the ac- 
cumulative week. Any points of dif- 
ference which the sub-committee is 
unable to settle will be remitted to the 
independent Chairman (Sir Richard 
Redmayne) whose decision thereon will 
be accepted as final. Moreover, a much 
clearer position has been established in 
the road transport industry as the 
three national employers’ organisations 
have agreed to recommend to their 
respective members acceptance of the 
decisions of the board as now amended, 
and the adherence of the four trade 
unions has also been assured. This is 
regarded as a most satisfactory achieve- 
ment for the principle of collective 
bargaining. 

“The settlement provides that for 
the interim period—that is to say, until 
the rates are fixed by the new board, 
under the Bill shortly to be introduced 
by the Government implementing the 
findings of the Baillie Committee—and 
without prejudice to subsequent adjust- 
ments, the rates of pay laid down by 
the National Joint Conciliation Board 
shall be increased by 3s. a week for 
adults and 2s. a week for youths, daily 
rates to be adjusted proportionately.’’ 








Southern Railway 
Traffic Department Dinner, 
Headquarters Staff 
Missenden, Traffic 


Southern Rail 
annual 


Mr. E. a. 
Manager of the 


way, presided at the eighth 

dinner and dance of his office staff 
(Operating, Commercial, and Conti- 
nental Departments) at the Corner 


Hcuse, Piccadilly Circus, London, on 
March 21. The number present ex- 
ceeded 300, and a most enjoyable 
evening was spent. 

Responding to the toast of the 
‘Southern Railway,’’ submitted by 
Mr. S. A. Carter, of the Commercial 
Superintendent’s Office, Mr. Missenden 
gave a résumé of the outstanding 
happenings during 1937, and con 
gratulated the staff of all branches of 
the Traffic Department on the splen 
did working during the year, which 
was notable for an exceptional number 
of important events, including the 
Coronation, Naval Review,  Ports- 
mouth electrification, and the five per 
cent. increase of rates and fares; also 
for the vast growth of Continental 
traffic. Among the guests was Mr. 
E. C. Cox, whom all were pleased to 
welcome, and who, he knew, wouid 
derive pleasure from seeing how suc 
cessfully the great department he had 
built up was progressing. Mr. Missen- 
den spoke of the loss the Continental 
Department would sustain in the im 
pending retirement of Mr. Cooper, and 
in conveying best wishes to him for 
a long and happy retirement, also con- 
gratulated his successor, Mr. Hacker. 

Sir Herbert Walker’s. recent retire- 
ment from the position of « General 


607 


Manager and his great qualities of 
leadership were also mentioned by Mr. 
Missenden, who, on behalf of the staff 
of the Traffic Department, extended 
best wishes to his successor, Mr. 
Gilbert Szlumper. In conclusion, Mr. 
Missenden spoke of the successful 
results already achieved by the 
Southern Sales League, and expressed 
the conviction that with the full 
support of all the traffic staff it would 
obtain even greater success in future. 








NORTHERN IRELAND TRAFFICS.—Or- 
dinary passengers and workmen carried 
on railways wholly in Northern Ireland 
during the year 1937 numbered 
5,954,344, against 5,897,803 in 1936, 
and total passenger receipts rose from 
£285,781 to £291,394. There was a 
fall in the amount of goods and minerals 
carried from 588,114 tons in 1936 to 
577,418 tons in 1937, but the number 
of livestock was 246,919 in 1937, 
against 186,055 in 1936. Total receipts 
from goods traffic in 1937 were £209,055, 
a decrease of £8,922. On railways 
partly in Northern Ireland the number 
of passengers (other than season ticket 
holders) carried in the year 1937 was 
5,697,993 compared with 5,705,686 in 
1936, but the total passenger receipts of 
£474,364 in 1937 were £19,286 higher. 
Merchandise and minerals conveyed in 
1937 were 922,806 tons, a decrease of 


9,124 tons, but the number of live- 
stock rose from 714,834 in 1936 to 
755,543 in 1937. Total receipts from 


goods traffic in 1937 were £615,366, a 
decrease of £10,459. 


SILVER JUBILEI MODIFICATIONS, 
L.N.E.R.—From Monday, March 7, an 
additional six-compartment third-class 
coach has been provided in the Silver 
Jubilee set, with 35 seats. This has 
been done by mounting an additional 
body in the middle of the leading twin 
coach, and so converting it into a triplet, 
the formation now being, from the north 
end, triplet articulated third-brake and 
two third-class compartment coaches ; 
triplet open third, kitchen, and open 
first ; and twin semi-open first and _ first 
class brake. The tare weight of the set 
has been increased from 220 to 248 tons 
(due partly to the extra accommodation 
and partly to the provision of 10-ft. 
wheelbase bogies under the kitchen of 
the triplet restaurant car set). This 
compares with the 278 tons of the eight- 
coach Coronation and West Riding 
Limited sets. From the same date, the 
timing of the down Silver Jubilee was 
revised to allow 159 min. from King’s 
Cross to passing York (hitherto 156} 
min.), but Darlington is reached, as pre- 
viously, in 198 min. ; similarly, on the 
up journey, York, 44-1 miles from Dar- 
lington, is now passed in 37 min., and 161 
min. is allowed on to King’s Cross. The 
up Coronation also passes York 5 min. 
earlier than previously, and is allowed 
162 min. to King’s Cross. These changes 
will be a ‘valuable assistance to strict 
timekeeping on these very hard sche- 


dules. 
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Railway Convalescent Homes Dinner 


The annual dinner of the Railway 
Convalescent Homes was held on 
Wednesday last, March 23, in the Wharn- 
cliffe Rooms, Hotel Great Central. 
Mr. William Whitelaw, Chairman of the 


L.N.E.R., presided, and among the 
guests present were : 
Che Rt. Hon. Lord Balfour of Burleigh, 


Sir Murrough J. Wilson, Sir Ronald Matthews, 


Messrs. R. Carpmael, H. S. Chapman, H. A. 
Clarke, J. Cliff, K. J. Cook, QO. H. Corble, 
Ashton Davies, P. J. Dowsett, E. E. Evans, 
C. E. Fairburn, R. Gardner, A. H. Grainger, 
W. J. Griffiths, W. H. Johnson, J. A. Kay, 
E. W. C. Lazenby, J. L. B. Lindsay, J. C. 
Little, W. G. P. Maclure, J. Marchbank, C. H. 


Newton, C. G. Page, V. A. M. Robertson, E. 


Rawdon Smith, W. J. R. Squance, E. Stone, 
W. Stott, T. C. West, and H. Wheeler. 
Also present were: Mr. William Tyrrell, 


Vice-President of the Railway Convalescent 
Homes, Mr. H. Haigh, Secretary, and the 
following members of the board of trustees : 
Messrs. John Allan, R. W. J. Canham, F. C. 
Holdér, R. E. Lyon, F. T. Roach (Deputy 
Chairman), P. Randall, W. F. Smith (Chairman), 
G. H. Taylor, and F. W. Wheddon. 

Some 90 per cent. of the total income 
of the Railway Convalescent Homes 
comes from the members themselves. 
Not only has the income from this 
source been maintained, but the total of 
£40,850 received in 1937 was {£976 
more than in 1936; this means a net 
increase in membership of approxi- 
mately 9,000. The total income for the 
year from all sources was £45,489. The 
number of patients remained fairly 
constant at about 7,300 a year. It is 
notable that the cost of membership 
remains the same as it was 38 years 


ago, namely, a halfpenny a_ week, 
but for some years this modest sum 
has also included both the member’s 


wife and baby up to eight months old. 

After the loyal toast and the interval, 
vellums of appreciation were presented 
by Mr. Whitelaw to Messrs. G. W. 
Gregory and W. J. Fryer, both formerly 
of the Great Western Railway, who 
recently retired from the general com- 
mittee of the Railway Convalescent 
Homes after having both served on that 
committee continuously since 1903. 

Mr. C. H. Newton, Divisional General 
Manager (Southern Area), L.N.E.R., 
in proposing the toast of “‘ The Railway 
Ccnvalescent Homes,” recalled that 
the homes were founded in 1899 and were 
first opened for patients in 1902 when 
the number of patients totalled only 
466. Up to the end of 1937 no fewer 
than 135,134 patients had_ received 
benefit and the membership now totalled 
approximately 360,000. He pointed 
out that the aim of the organisation 
today was the same as when it was 
founded, namely, to help railway workers 
to recover their health completely after 
sickness or accident. No one could 
be a member who was not a railway 
employee, and every member was 
entitled to benefit three months after 
joining. At present there were eight 
homes (five for men and three for 
women) with a total of 530 beds, and, 
at one of the three homes for women, 
babies also were accepted, not as 
patients but in those cases where the 


mother needed benefit but could not 
leave her baby. 

Mr. Whitelaw, in replying, said that 
he had been associated with the Railway 
Convalescent Homes for many years, 
and could speak with appreciation, 
from his personal knowledge, of the 
excellence of the work. One of the great 
difficulties of convalescence at home 
was the provision of suitable diet, and 
this was an aspect of the subject to 
which the management had given great 
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consideration. The extensive experi- 
ence already gained had resulted in a 
high degree of efficiency in this direction, 
and diet played no small part in conéri- 
buting to the benefit of a visit to the 
homes. He emphasised that new mem- 
bers. were constantly required to main- 
tain the strength of the organisati: 
and commended the work to all raily 
men. The Railway Convalescent 
Homes, he concluded, provided a fine 
example of the eternal principle the 
strong should help the weak. 

Mr. P. Randall offered the toast of 
‘Our Guests,” to which Mr. W. J. R 
Squance responded. 








L.M.S.R. Quota League 


On Wednesday afternoon last, Sir 
Josiah Stamp, Chairman and President 
of the Executive, L.M.S.R., presented 
the Quota League cups and shields, 
competed for annually by the staff of 
the L.M.S.R. Chief Commercial Mana- 
ger’s Department, to the winners for 
1937. The presentation was held in the 
Shareholders’ Room, Euston Station, 
and Mr. Ashton Davies, Chief Commer- 
cial Manager, presided. He was sup- 
ported by, among others : 

Sir Harold Hartley, Mr. E. J. H. Lemon’ 
Sir Robert Burrows, Messrs. S. J. Symes: 
C. R. Byrom, T. W. Royle, G. L. Darbyshire, 
W. K. Wallace, T. E. Argile, W. A. Stanier, 
Colonel L. Manton, Messrs.-C. E. Fairburn, 
A. F. Bound, W. H.C. Clay, A. Eddy, J. Shear 
man. 

The four cups for the inter-district 
competitions, which were the principal 
awards, were won as follow :— 

Passenger League, Sheffield District (Mr. C. 
Jones, District Goods and Passenger Manager). 

Goods League, Barrow District (Mr. F. K. 
Rogers, District Goods and Passenger Manager). 

Coal League, Derby District (Mr. J. M. 
Kirkwood, District Goods and _ Passenger 
Manager). 

Port League, Goole (Mr. E. 
Superintendent). 


Davies, Goods 


In addition, over 150 challenge shields 
were presented to the winners of local 
district leagues. 

Mr. Ashton Davies, in opening the 
proceedings, expressed appreciation of 
the presence of Sir Josiah Stamp, Sir 
Harold Hartley and Mr. Lemon (Vice- 
Presidents of the L.M.S.R.), and Sir 
Robert Burrows. That the Quota 
League competition presentation was, 
indeed, one of the ‘‘ Outstanding Events 
of 1938” (the title adopted for the 
well-known L.M.S.R. annual news-film 
review), was indicated, he said, by the 
fact that passenger figures had attained 
107 per cent. of the quota, coal 101-32 
per cent., and goods 98-8 per cent. 
After announcing these gratifying re- 
sults, Mr. Ashton Davies called upon 
Sir Josiah to address the assembly. 

Sir Josiah Stamp observed that the 
introduction into the field of business 
of the psychology of sport had been 
amply justified. Though the Quota 
League competition had been running 
for some years, it showed at the present 
time no signs of losing power through 
loss of novelty, rather it was going 
from strength to strength, there being 
a marked growth in enthusiasm. 


Competition Presentation 


After short speeches from the reci 
pients of the four cups, Mr. E. J. H 
Lemon, in a humorous speech, expressed 
thanks to Sir Josiah Stamp and Mi: 
Ashton Davies. He also introduced to 
the assembly Sir Robert Burrows, who 
had quite recently joined the board of 
the L.M.S.R. 

Sir Robert Burrows responded with 
an entertaining little speech. 

A film of the proceedings was made 
for inclusion in ‘‘ Outstanding Events 
of 1938,’’ which will be shown to the 
staff throughout the L.M.S.R. system 
in due course. 








The Status of the Engineer 


On November 17, 1937, a meeting of 
over 70 engineers was held in London 
‘to discuss suggestions for improve- 
ment of the status and salary of the 
engineer and to consider the election of 
a temporary committee.’ The con- 
veners were three engineers who had 
been discussing this subject and believed 
that a movement towards some form 
of organisation for furthering and pro- 
tecting the interests of engineers would 
be welcomed by the profession generally. 
The formulation of standard scales of 
salary, the registration of engineers, 
guidance for prospective entrants to 
the profession, and the desirability of a 
united body of engineering opinion in 
relation to public affairs, were discussed. 
The following resolution was adopted :— 

That this meeting is of opinion that a com 
mittee should be appointed to investigate the 
possibility of improving the status of the 
professional engineer, and that having done so, 
it should report to a meeting to be called 
within six months of this date. 

Engineers who may wish to forward 
information or opinions for the con- 
sideration of the committee should 
communicate with the Hon. Secretary, 
Mr. F. W. Yates, 62, Parkview Court, 
Hurlingham, S.W.6. 








NEw U.S.S.R. RatLway.—A _ new 
line 250 km. long is being constructed 
to connect Ulan Ude and Kyachta. The 
line passes through a rocky region and 
involves the building of a number of 
bridges over rivers. It is expected that 
the work will be completed by the end 
of this year. 
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MINISTRY OF TRANSPORT ACCIDENT REPORT 


On the Cromford & High Peak Line, L.M.S.R.: October 6, 1937 


The 8.35 a.m. freight train, Middle- 
ton to Parsley Hay, consisting of four 
loaded wagons and a 20-ton brake 
drawn by an ex-North London 0-6-0 
outside cylinder tank engine, No. 27521, 
travelling at apparently 45 m.p.h. to 
ush the Hopton incline, left the rails. 
Driver W. Boden, Fireman H. Kirk, 
wo guards and a number taker were 
injured, the first fatally. Weather was 
fine and dry. Lt.-Col. E. Woodhouse 
conducted the inquiry. 

The Hopton incline, about 600 yd. 
long, is approached by 80 yd. of 
straight preceded by 160 yd. of 20-ch. 
curve on a down grade of 1 in 1,056. 
The ascent begins at 1 in 60, steepen- 
ing to 1 in 20, then 1 in 14. The track 
was relaid in 1925 with recovered 
L.N.W. material, the 30-ft. rails now 
weighing 81 lb. per yd. There are 13 
sleepers per rail length on the curve, 
12 in. X 6 in., with chairs secured by 
two screws and two spikes. In 1936 
the following speed limit instruction was 
issued : 

‘* Between Cromford and Parsley Hay (except 
over a short length approaching Hopton 
Incline speed)—restriction up and down direc- 
tions, 30 m.p.h.”’ 

The exception was to allow the in- 
cline to be rushed and a 6-in. cant was 
given on the curve for this reason. 
Seven loaded wagons was the regula- 
tion limit for the engine which was 
hauling the equivalent of 54. 

The first mark of derailment was on 
the low rail close to the leaving end of 
the curve, evidently made by a wagon; 
another mark, 22 yd. further, on the 
high rail, suggested that the engine 
was derailed there; beyond this the 


track was broken up for 30-40 yd. 
where the engine and four vehicles 


rolled down the 25-ft. embankment 
into a road. For 140 yd. before the first 
mark the track was distorted alter- 
nately and regularly to right and left 
of the true line, a maximum of 3} in. 
The distance between peaks was about 
27 ft. The engine had run 17,427 miles 
since overhaul of wheels and axleboxes 
in August, 1935. It had to be dis- 
mantled on the spot; the Derby Works 
Superintendent thought no cause for 
the derailment could be found in its 
condition; a similar view regarding the 
wagons was expressed by the Carriage 
and Wagon Inspector. 

Several witnesses said 40-50 m.p.h. 
round the curve was usual to surmount 
the incline, and that the N.L.R. 
engines (which have 4-ft. 4-in. wheels 
on an 11-ft. 4-in. wheelbase, an overall 
length of 27 ft. 10 in. and weigh 453 
tons in working order) rode roughly 
and surged sideways, going round. the 
curve in lurches on a wet or greasy rail. 
The track often got out of line, espe- 
cially in wet weather, but was promptly 
attended.to. Fireman Kirk. mentioned 
that the deceased driver, -Boden, had 
thought the engines dangerous at high 
speeds. Kirk thought the speed had 


been no greater than usual at the time 
of the accident, but he had noticed 
that as soon as they reached the curve 
the road had seemed to give under 
them. This made the engine rock 
more than usual, but there had been 
no unusual snatch. District Inspector 
Brewin had reduced the load for these 
engines from the permissible 7 wagons 
to 6 to prevent failing on the incline 
and waste of time. Ganger Walton 
said that the curves had given no 
trouble before the N.L.R. engines had 
been put on. Several old rail piles 
had been driven in at the sleeper ends 
to stop lateral movement. He had not 
previously seen the curve displaced as 
it was on this occasion. He thought 
the engines were running round too 
fast and had reported it. 

Colonel H. MRudgard, Divisional 
Operating Superintendent, said 35 
m.p.h. was now imposed, on _ the 
approach to the incline, except on the 
80 yd. straight length, and _ speed 
boards were in position. The load for 
the N.L.R. engines had been reduced 
to 4 wagons; when they were first put 
to work in 1930 tests showed they 
could take 9, without taking the curve 
at dangerous speed. 


Inspecting Officer’s Conclusions 


The evidence that nothing was found 
in the condition of engine or wagons 


to account for the accident, though 
not conclusive, is accepted. The 
engine, with short rigid wheelbase, 


long overhang and outside cylinders, 
was not suitable for high speed, and 


rushing the incline introduced un- 
desirable risk. The track displace- 


ment noticed afterwards and on several 


609 


previous occasions was due to oscilla- 
tion and would set-up sinuous move- 
ment in the train. It seems probable 
that the leading wagon first left the 
rails to the right, at first steadied the 


engine, then slewed it so that it 
climbed the left-hand rail. Ganger 


Walton’s evidence points to the train 
having travelled faster than usual, and 
the previous dry weather may have 


had bearing on the displacement 
of the track. Dryness of the ash 
ballast may have lessened lateral 
stability. 


The immediate cause of the accident 
was an unfortunate combination of 
circumstances, but, having regard to 
well-established practice and _ regula- 
tions, Driver Boden cannot be held 
responsible. | An important contribu- 
tory cause was lack of precision in the 
regulations; the action since taken to 
define the position more. clearly and 
reduce loads should prevent a re- 
currence. It is unfortunate that 
P.W. Inspector Harrison did not bring 
the relatively frequent track dispiace- 
ment to the notice of his superiors; 
he might have realised that the con- 
ditions over a short length were un- 
usually onerous, although on a goods 
line of minor importance. 


Remarks and Recommendation 


Realignment and adjustment of the 
curve is under consideration, and it 
may be possible to raise the permissible 
speed; the present limit reduces the 
capacity of the line. Desire to climb 
the incline at first attempt may lead 
drivers to observe any limit less 
rigorously than they should, and better 
ballast than ash is desirable approach- 
ing the foot of the incline. The engine 
was of a type unsuitable for the work 
it was performing, but there is no ob- 
jection to its working at the speeds 
now prescribed. 








Cordoba Central 


A circular by the directors to the 
holders of this company’s 4} per cent. 
first debenture stock recalls that the 
Argentine State Lines took over the 
operating management of the com- 
pany’s railways as from February 1, 
1938. The working agreement runs for 
four years from that date, the rental, 
payable by monthly instalments in 
sterling in London, being £380,000 per 
annum for the first three years and a 
modified rental for the fourth -year, 
subject to an allowance of up to 700,000 
pesos per annum for renewals. The 
agreement terminates if and when the 
Argentine Congress approves the Bill 
now before it for the purchase of the 
company’s undertaking, and the holders 
of the various classes of stocks ratify 
the sale. 

Net earnings of the railway for 
the seven months from July 1, 1937, 
to. January 31, 1938, after providing 
for loss.on exchange, are estimated at 
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about £55,000 subject to expenditure 
on renewals. 

Various claims in Argentina have to 
be met in connection with the liquida- 
tion of the operating accounts of the 
company, and there is an amount of 
£225,000 still payable for income tax 
in respect of the fiscal years 1930-31 
and 1932-33, plus an unagreed amount 
for subsequent years. The company has 
also to bear certain expenses, includ- 
ing the cost of maintaining for the time 
being an organisation in Argentina 
necessary to deal with the settlement of 
accounts. With the concurrence of the 
committee representing the first deben- 
ture stockholders and the trustees for 
the issue the directors have decided to 
postpone until October 1, 1938, or until 
such later date as may with the like 
concurrence hereafter be determined, 
the payment of all interest accrued up 
to and due on April 1 next on the com- 
pany’s first debenture stock. 
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NOTES AND NEWS 


Institute of Transport Dinner, 
1939.—The Institute of Transport an- 
nounces that its next dinner has been 
fixed to take place at the Connaught 
Rooms, Great Queen Street, London, 
W.C.2, on Friday, March 3, 1939 


German Railway London Office. 
On April 1, the administrative offices of 
the German Railways Information 
Bureau is being moved from 9, Queen’s 
Gardens, W.2, to 18-19, Pall Mall, 
S.W.1 The telephone number will be 
Whitehall 7792, and the telegraphi 


address ‘‘ Eisenbahn—lLondon.’”’ 


Southern 
running of 
trains 


Electrification.—Trial 
Southern Railway electric 
March 20 between 
Ford and Havant, along the Sussex 
coast, thus extending the trial runs 
which have been made for some weeks 
between West Worthing and _ Little- 
hampton. Regular electric services 
on the Mid-Sussex and Sussex 
lines are to begin in July 


began on 


coast 


Railway Benevolent Institution : 
Irish Branch Concert.—A_ concert 
organised on behalf of the institution 
was held in Dublin on March 10. This 
is the third of the concerts arranged by 
the Great Northern Railway, and as the 
talent is contributed gratuitously, the 
result proves a successful addition to the 
efforts made in Ireland to collect funds 
for the institution. 


London Transport Rolling Stock. 

Arrangements for the delivery of 
new rolling stock to nearly 
£9,000,000 have been completed be- 
tween the London Passenger Transport 
Board and manufacturers in Gloucester 
and Birmingham. The number of cars 
on order now totals 1,567, consisting of 
1,166 tube cars and 401 surface line cars. 
Delivery of the new tube stock will 
begin in June. 


cost 


Internal Air Route Co-ordination. 

It is announced that a company is 
to be formed to take over the internal 
air routes at present operated by Olley 
Air Service, West Coast Air Services, 
Channel Air Ferries, and Air Commerce. 
This move carries a stage further the 
co-ordination of internal air 
recommended in the Maybury Com- 
mittee Report, to which effect was 
first given last year by the formation 
of Isle of Man Air Services Limited 
see our issue of September 24, 1937). 


services 


Cooling London Tubes.—Two in- 
teresting experiments are about to be 
made by London Transport with a 
view to controlling further the tempera- 
ture of the tubes. The first will be 
made at Trafalgar Square, where appa- 
ratus will be installed to inject water 
vapour into the stations to absorb heat ; 
the cooled air will be pushed along the 
north-bound tunnel by trains to Picca- 
dilly Circus station. This plant should 
be working within a month. At Tot- 
tenham Court Road station a large 
refrigerator will be fitted in a disused 
lift shaft. This plant will circulate a 





cold fluid through a system of pipe 
grids. Electric fans working behind 
the grids will blow cool air into the 
station. London Transport is giving 


special attention to the temperature 
and ventilation of the tubes because 
of the heavier traffic that will result 


when the £40,000,000 programme has 
been completed. 


Swiss Railway Loan.—tThe Swiss 
Federal Railways have issued a new 
loan to the nominal amount of 
fr. 400,000,000 (418,540,000) to provide 
for the partial conversion or the redemp- 
tion, on April 30 next, of the 33 per 
cent. loans of 1899-1902 and 1910. The 
new loan, which bears interest at 3 per 
cent., has been fully subscribed. 


Faster Fylde Coast Train Service. 

The L.M.S.R. announces that Lea 
Road and Salwick stations, between 
Preston and Kirkham, Lancashire, will 
be closed for passenger traffic from 
May 2. It is hoped that this will permit 
of a faster local service between Preston 
and Blackpool (Central) via Lytham St. 
Annes, and simplify the working of 
through trains during the holiday 


season. 


Institution of Railway Signal En- 
gineers.— At a meeting of the institu- 
tion in London on March 23, a paper 
entitled “‘ High Speed Trains and their 
Effect on Signalling’’ was read by 
Mr. F. B. Egginton, Member. The 
following took part in the discussion : 

Messrs. R. J. Purves (by communication), 
A. W. Woodbridge, L. J. M. Knotts, G. W. 
Langford, S. L. Glenn, R. S. Proud, F. Downes, 
P. A. Langley, E. W. Hallam, M. G. Tweedie, 


W. J. Sadler, K. J. Vining, and the President, 
Mr. G. H. Crook. 
The next meeting will be held at 


Birmingham on April 27, when a 
paper will be read by Mr. R. P. Quelch, 
\ssociate Member, on ‘‘ Selective Prin- 
ciples as applied to Railway Telephony 
and Telegraphy.”’ 


Anglo-Argentine Tramways Co. 
Ltd.—The scheme of arrangement 
arising from the proposed co-ordination 
of urban transport in Buenos Aires 
was approved on March 21 at meetings 
of the holders of the 4 per cent., 43 per 
cent., and 5 per cent. debenture stocks 
of the Anglo-Argentine Tramways Co. 
Ltd., so far as it affects that company. 
\ special commission entrusted with the 
preparation of a scheme, under the 
Transport Law of October, 1936, for 
amalgamating all interests concerned in 
the transport of passengers in the City of 
Buenos Aires, has recommended the 
formation of a corporation to take over 
all these interests. The nominal value 
of the shares in this corporation, which 
are to be allocated to the Anglo- 
Argentine Company, is, if converted at 
the present rate of exchange, to be 
£13,600,000, or about two-thirds of the 
capital investment of £21,000,000 by 
the company in its transport under- 
takings. The Co-ordination Law pro- 
vides that 7 per cent. of the corpora- 
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tion’s capital shall be earned in Argen- 
tine currency. Under the scheme the 
rights of existing debenture and _ pre- 
ference stockholders are proposed to be 
modified, and the ordinary shareholders 
are not to receive more than 23 per cent., 
whatever the profits. 


G.S.R. Directors’ Fees.—At the 
adjourned general meeting of the Great 
Southern Railways (Eire), held on 
March 18, at Kingsbridge, the resul: of 
the poll was announced on Mr. R. | 
Treacy’s motion at the general meet 
on March 4 (see our issue of March 11), 
that no fees should be paid to the di 
tors until ordinary stockholders had 
received a dividend of at least 1 per cent. 
The motion defeated by 12,855 
votes (representing £1,359,640 of stock) 
to 74 (representing £7,897 of stock 


was 


Model Railway Club Exhibition. 
The 1938 Model Railway Exhibition, 
organised by the Model Railway Club, 
will be held at the Central Hall, West- 
minster, from Tuesday to Saturday, 
April 19 to 23. The exhibition will 
be on the same large scale as last year, 
two floors of the building having been 
taken. The stationary exhibits, passen- 
ger-carrying track (affording free rides 
for all), and trade stands, will be staged 
on the ground floor, and the many 
working track layouts and the cinema 
will be in the basement, together with 


the lounge and café. Among _ the 
trade stands THE RAILWAY GAZETTI 
and associated publications will be 


represented. 


Association of American Rail- 
roads Policy._-A Reuters message 
from New York states that the Associa- 
tion of American Railroads called a 
special meeting for Friday, March 18, 
to consider plans for action in the 


present state of emergency. It is 
understood that the board of the 


association is in favour of putting for- 
ward recommendations for a 10 per cent 
wage reduction, and this line of policy 
was discussed at the meeting. If the 
Interstate Commerce Commission agrees 
that only one day’s notice need be given 
to the public, the new increase in freight 
rates will come into force on April 1. 
These increases are stated to be 5 per 
cent. on agricultural products, and 10 
per cent. on all other commodities 
except iron ore and on certain others 
for which charges have already been 
increased. 


New Railway Goods Yard at 
Doncaster.—The L.N.E.R. intends to 
construct a new goods yard at Don- 
caster for dealing with traffic arising 
on the Doncaster Corporation’s Wheat- 
ley Industrial Estate. Recently, the 
L.N.E.R. extended for about one mile 
its railway line serving this estate (see 
our issue of November 12 last, page 845), 
and the new goods yard is to be built 
at the end of the extended railway con- 
nection. Eventually, the goods depot 
will occupy 44 acres of ground and 
present plans provide for the construc- 
tion of a loading wharf 400 ft. by 30 ft. 
wide with sidings and the necessary 
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road connections. The Great Yorkshire 
\gricultural Show is to be held at Don- 
caster in July of this year on land 
adjoining the Corporation’s Wheatley 
Estate, and the new goods depot will 
be brought into use to deal with the 
traffic to and from the show. Develop- 
nents on the industrial estate and house- 
building requirements in the immediate 
neighbourhood are expected to ensure 
a good volume of permanent traffic 
through the new goods depot after the 


Yorkshire Show is over. 

Railways Athletic Association 
Cross-Country Race.—The annual 
five-mile cross-country race of the 
railways took place at Enfield Lock 
on March 19. There were 193 entries 
ind the results were as follow In- 


lividual Championship : Ist, S. Shirley, 
L.P.T.B. (District Line), time 29 min. 
56 sec.; 2nd, R. Gooden, Southern 
Railway, Eastleigh ; 3rd, C. Salisbury, 
L.M.S.R., Derby ; 4th, W. Parr, G.W.R. 
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pionship. The race was started by 
Mr. W. Geo. Pape, O.B.E. (Indoor 
Assistant to the General Manager, 


Southern Railway, and Vice-President 
of the association), who subsequently 
presented the prizes in the presence 


of a representative gathering, which 
included Messrs. E. E. Painter (Secre- 
tary, Railway Clearing House) and 


W. J. Blake (L.M.S.R.). 


Antofagasta (Chili) and Bolivia 
Railway Damaged by Floods in 
Northern Chile.—Messages from San- 
tiago (Chile) report that, as a result of 
floods from the River Loa, traffic has 
been interrupted on the British-owned 
railway running from Antofagasta, 
Chile, to La Paz, capital of Bolivia. 
Part of the line, near Conchi, has been 
washed away and the railway bridge 


at Conchi has been destroyed. The 
Northern Chilean military garrison, 
aided by the Carabineers, has been 


mobilised to construct defensive works 








London. The Railway Group Cham-_ to check the on-rushing waters which 
pionship, and the Provincial Group threaten to engulf Calama, an important 
Championship were won by L.M.S.R. mining centre in Northern Chile and 
teams, the latter by Derby. The the site of a large Anglo-American 
G.W.R. won the London Area Cham- — explosives factory. 
e. 9% . ry © 
British and Irish ‘l'rattic Keturns 
rotals for llth Week rotals to Date 
GREAT BRITAIN - - -~ 


L..M.S.R. (6,8554 mls. 


Passenger-train traffic... 


Merchandise, &c. 
Coal and coke 
Goods-train traftic 

rotal receipts 
L.N.E.R. 


(6,315 mils.) 


Passenger-train traffic... 


Merchandise, &« 
Coal and coke 
Goods-train tra ft 

lotal receipts 


G.W.R. (3,737 mls.) 
Passenger-train traffic. 
Merchandise, &c. 
Coal and coke 
Goods-train traffic 

rotal receipts 


S.R. (2,147 mls.) 


Passenger-train traffic... 


Merchandise, &c. 

Coal and coke 
Goods-train traffic 
otal receipts 


Liverpool Overhead 
(64 mls.) 

Mersey (44 mls.) 

*London Passenger 
lransport Board 


IRELAND 

Belfast & C.D. pass. 
(80 mls.) 

goods 

total 

Great Northern pass. 
(543 mls.) 

goods 

total 

Great Southern pass. 

(2,076 mls.) 
PF Re goods 
total 


404,000 
514,000 
282. 000 
796,000 
1,200,000 


265,000 
354,000 
261,000 
615,000 
880,000 


170,000 


212,000 | 


121,000 
333,000 
503,000 


266,000 
66,000 
36,000 

102,000 

368,000 

1,281 
$,287 


565,200 


1,713 


429 
2,142 


9,750 


9.550 


19.300 
29,889 


35,719 
65,608 


1937 | 


f 
430,000 
521,000 
308,000 
829,000 
,259, 000 


279,000 
349,000 
266,000 | 
615,000 
894,000 


171,000 | 
203,000 
122,000 
325,000 
496,000 


259,000 
62,000 
37,000 
99,000 

358,000 

1.150 
4,369 


559,400 


1,646 


190) 
2,136 


8,600 


8,850 
17,450 


28,819 


37,936 
66,755 


Inc. or Dec | 1938 | 1937 Inc. or Dec. 
£ £ f, 

26,000 4,200,000 92,000 

7,000 5,315,000 48,000 


26,000 
33,000 
59,000 





8,732,000 
13,024,000 


3,210,000 
8,525,000 
12,725,000 


159,000 
207,000 
299, 000 


14,000 2,852,000 2,812,000 | 4 40,000 
5,000 3,753,000 3,629,000 |+ 124,000 
5,000 3,086,000 | 2,906,000 |+ 180,000 
6,839,000 6,535,000 |+ 304,000 
14,000 9,691,000 9,347,000 |+ 344,000 
1,000 1,794,000 1,767,000 | 27,000 
9,000 2,189,000 2,098,000 | +4 91,000 
1,000 1,386,000 1,313,000 | 4 73,000 
8,000 3,575,000 3,411,000 | 164,000 
7,000 5,369,000 5,178,000 | 191,000 
| 
7,000 2,842,000 2,762,000 | 4 80,000 
4,000 650,500 641,500 | +4 9,000 
1,000 413,500 392,500 21,000 
3,000 1,064,000 1,034,000 | 4 30,000 
10,000 3,906,000 3,796,000 | + 110,000 
131 14,805 12,917 |4 1,888 
82 $7,548 46,115 |-+ 1,433 
| 
5,800 | 21.325.500 | 21,225,200 ;+ 100,300 
67 18,479 17,782 697 
61 4,805 5,412 | 607 
6 23,284 23,194 90 
1,150 89,250 83,750 5,500 
700 93,700 98,150 4,450 
1,850 182,950 181,900 1,050 
1,070 306,681 293,027 13,654 
2,217 440,904 462,455 21,551 
1,147 747,585 755,482 7,897 
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British and Irish Railway 
Stocks and Shares 


Prices 
Om fam 
Stocks BS | sS : 
m= | g= | Mar. | Rise/ 
1938 | Fall 
G.W.R. 
Cons. Ord. 673g | 5534 | 5512 |421o 
5% Con. Prefce. ...|127 108 1131. ons 
5% Red. Pref.(1950)! 113 109 10812 — 
4% Deb. ... ve[1135g [10219 |10712 |+1 
44% Deb.... 118 106 10819 
44% Deb. ... —...,12412 |112 11612 
5% Deb. ... .../1361g /12234 |12912 
24% Deb.... oil 64 | 6712 
5% Rt. Charge .../1337 15 |118 12619 
5% Cons. Guar. ....13334 (11612 (1241; 
L.M.S.R. 
Ord. as ...| 361g | 253g | Zilog [+212 
4% Prefce. (1923) | 821g | 653, | 59 {44 
4% Prefce. ...| 92lp | 7734 | 75lo |4+2le 
5% Red. Pref.(1955) 10734 |102 102 a 
4% Deb. ... ...108 9914 |102 1 
5° Red.Deb.(1952) 11712 111 |11312 | — 
4% Guar. .../ 104 957g, | 98 +lo 
L.N.E.R. 
5% Pref. Ord. 1215 634 6l4 |+34 
Def. Ord. ... 614 35g 33g | +58 
4% First Prefce. 7910 63 58lo (+319 
4% Second Prefce.| 3112 21 22 +2 
5% Red. Pref.(1955) 10114 8954 88lo -] 
4% First Guar. ...{103 917g | 941g (+112 
4% Second Guar. | 975g | 851g | 83lg |—1l2 
3% Deb. ... 841g 74 7512 |+2 
4% Deb. ... .. 10714 | 981g [10012 (4112 
5% Red.Deb.(1947), 11312 {10612 |10712* |—3 
44% Sinking Fund 11051— 10512 |107 — 


Red. Deb. 


SOUTHERN 


Pref. Ord.... 985g 8312 76 +219 
Def. Ord. ... 277g | 1634 | 1912 |4112 
5% Pref. ... [126136 10513) 6)11212 as 
5% Red. Pref.(1964) 118 11014 [11319 
5% Guar. Prefce. {13334 (11634 (12412 |—12 
5% Red.Guar.Pref.|11812 (11112 /|114 = 
(1957) 
4% Deb. ... 112 10114 106 + lle 
5% Deb. ... [13534 [12319 [12712 — 
4% Red. Deb, 113 105 107 — 
1962-67 
Bevrast & C.D. 
Ord. 5 4 419 — 
FortH BRIDGE 
4% Deb. ... ... 106 9912 (1001, — 
4% Guar. .../10534 | 99 i001. — 
G. NORTHERN 
(IRELAND) 
Ord, oe 11 5 53g -— 
G. SOUTHERN 
(IRELAND) 
Ord. pee 50 211g | 20 — 
Prefce. 61 34 | 30 
Guar. 9434 6912 58 
Deb. 95 821, 81 +1 
LPT: 
44% “A” .../ 12334 {11012 |11712 |—1 
om A (135 [12112 [12712 |—1 
43% “ T.F.A.” ...;10834 |104 105 -1 
5% * BEB” ool Lan 11412 |12012 
wh laa 9934 | 75 7910 2 
MERSEY 
Ord. sabe ...| 423g | 22 2} 
4% Perp. Deb. ....103 | 963, (100 _ 
3% Perp. Deb. ...) 775g | 7412 | 7412 | — 
3% Perp. Prefce. | 6854 | 6llq | 62 — 


* ex dividend 
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ABSTRACTS OF RECENT PATENTS* 


No. 467,801. Freight Containers 


Motor Terminals Company of 420, 
Lexington Avenue, New York, U.S.A. 
(January 23, 1937.) 

A container adapted to be loaded 
with freight and placed on a railway 
flat car for transportation forms the 
subject of this invention. To enable 
the container to be very readily loaded, 
its body is formed of a bare portion 
10 having low-height walls 11, permit- 
ting ready handling of the material for 
both loading and unloading from either 
side of the body... The container has a 


top 50 with a depending skirt as shown 
in Fig. 9 which when in position is 
adapted to overlap the walls 11 of the 



































FIG. 4. 
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bare portion 10. Hooks 60 pivoted on 
the top member 50 are provided, which 
are adapted to engage the upper hooked 
parts 66 of straps 65 rigidly connected 
to the bottom portion 10, and to en- 
gage with a hoist B (Fig. 2) by means 
of hooked part 61 whereby the top part 
50 alone or together with the bottom 
part 10 may be lifted as desired.— 
(Accepted June 28, 1937.) 


No. 468,182. Railway Sleepers 


L.A.M.P. de B. du Chariol, of 14, 
Boulevard des Invalides, Paris, France. 
(Convention date: December 2, 1935.) 

Rails, according to the present inven- 
tion, are insulated electrically and also 
against mechanical vibration by means 
of specially constructed sleepers. The 
rails 4 are mounted in longitudinal 
channel-shaped sleepers 1 made of re- 
inforced concrete or cast steel which 


* These abridgments of recently 
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may be continuous or arranged in short 
lengths. At 5 and 10 are layers of re- 
silient material composed chiefly of rub- 
ber, together with coumarin resin and 
barium sulphate. The top of the filling 
10 is covered with a layer 11 of re- 
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silient plastic material which is resis- 
tant to oil and atmosphere.—(Accepted 
June 30, 1937.) 


No. 468,332. 
Yard 

Svenska Aktiebolaget Gas-Accumula- 
tors of Lidigo, near Stockholm, Sweden. 
(Convention date: November 11, 1935.) 

This invention relates to a wireless 
signalling system for use in large shunt- 
ing yards, to notify the driver of a 
shunting engine by means of audible 
signals in code transmitted. by a super- 
visor, as to whether he is to go forward, 
back, stop, and so forth. In such 
systems it is proposed, according to the 
present invention, to provide a number 
of emergency key switches 76-78, placed 
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at various points in the yard, by the 
depression of any one of which any 
signal at that time being transmitted by 
the wireless transmitter 1 and aerial 2, 
is caused to be interrupted and a signal 
substituted ordering the driver to stop 
immediately. In operation, assuming 


published specifications are specially compiled for THE 


Group 


abridgments can be obtained from the Patent Office, 25, Southampton Buildings, London, W.C.2, 
either sheet by sheet as issued, on payment of a’subscription of 5s. a group volume, or in bound 
volumes, price 2s. each, and the full specifications can be obtained from the same address price Is. 


each 







March 25, 1938 


the driver is to be ordered to back, the 
supervisor presses key 44, closing a cir- 
cuit for relay 39 over contacts 46-49, 
the last of which are normally held 
closed by relay 6 so long as there 
aerial current available. Relay 39, 
energising, holds over its own fron 
contact 51 and, by opening contacts 47, 
prevents energisation of relays 38, 40 
the other two keys. Over its contact 
36, relay 39 prepares a circuit for relay 
24, which circuit is momentarily close: 
over contact 30 by a cam 26 mounted 
on the shaft of a_constantly-driven 
motor 28. Relay 24, in energising 
holds over contacts 33 closed by cam 
27 mounted on the same shaft and over 
its own front contacts 55 in series with 
the winding of relay 42 which enei 
gises and prepares over contact 69 
circuit for relays 68, 88. Cam 18, suit 
ably shaped in accordance with the 
code signal to be given, in rotating with 
the constantly driven shaft intermit 
tently closes contact 15, thereby caus 
ing a carrier wave transmitted by 
generator 1 to be modulated intermit 
tently by a signal wave generated by 
generator 13. The signal is received by 
a wireless receiver on the engine and is 
heard by the driver, who acts accord 
ingly. Visual and audible monitoring 
devices 57-59, 63 and 11 are also pro- 
vided. To give a new signal, key 53 is 
pressed to open the holding circuit of 
relay 39, which upon release causes the 
restoration of the circuit to normal. 
The next key desired, say the “‘ stop’ 
key, 43, is depressed and cam 17 causes 
an appropriate signal to be transmitted 
in a similar manner. If any one of the 
emergency stop signals keys 76-78 is 
pressed, which are arranged at suitable 
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places about the yard, the circuit of 
normally-energised relay 75 is broken, 
opening upon energisation the holding 
circuit of the relay 38-40 which happens 
to be energised at that time. Assuming 
relay 39 was energised, then, upon its 
de-energisation when its circuit ‘is 
opened, the ‘‘ back ’’ signal is stopped. 
Relay 75 in de-energising also completes 
the circuit of vibrating relay 88 which 
causes the signalling current to be 
periodically varied in a characteristic 
manner-so that a special signal is imme- 
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liately substituted for the interrupted 
Back ”’ signal. Relay 75 also closes, 
t contact 86, a circuit for the energisa- 
ion of relay 23, whereby the ‘‘ stop ”’ 
signal is also transmitted by cam 17 
ilternately with the special signal. This 
lergency signal can be stopped only 
hy releasing the depressed one of keys 
76-78.—(Accepted July 2, 1937.) 


No. 468,562. Steel Goods Wagon 


D. G. Bailey of Boyne Hill House, 
Chapelthorpe, near Wakefield, York- 
hive (December 2, 1935). 

[he sides 1 of a steel goods wagon 
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transmitting an actuating pressure 
from the tyre of the vehicle to the 
percussion cap 7 which.upon detona- 
tion fires the black powder 11.— 
(Accepted July 15, 1937.) 


No. 468,728. Sills for Reinforced 
Concrete Sleepers 

A. Kelley of 216, Freiestrasse, Zurich 
7, Switzerland (July 7, 1936.) 

Sills G, according to the present in- 
vention, are of a frame-like concrete 
structure, open top and bottom, and 
lie under the heads of the reinforced 
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whilst extending upwards, slope out- 
wardly and are welded or riveted to 
the soleplate 3, to which brackets 8 
carrying the side door 7 are also 
attached directly. This construction, 
it is stated, reduces the tare weight 
of the wagon by eliminating brackets 
ind stiffeners which have _ hitherto 
been attached to the _ soleplate.- 

Accepted July 2, 1937.) 


No. 468,966. Fog Signals 

Imperial Chemical Industries, 
Limited, of Imperial Chemical House, 
Millbank, London, S.W.1 (January 15, 
1936, December 18, 1936). 

Fog signals of the kind customarily 
used in connection with trains are 
stated to be unsatisfactory for use 
with trains or railcars fitted with pneu- 
matic or other resilient tyres, since the 
pressure exerted by the relatively soft 
tyre is insufficient to actuate the 
ignition system. Accordingly this in- 
vention suggests a fog signal compris- 
ing one or more percussion caps 7 
mounted on anvils 4, 5, with a layer 
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of abrasive material 6 (for example, 
ground glass. or emery) interposed 
between the priming charge 8 of the 
percussion cap 7 and the upper surface 
of 5 and in direct contact with the 
charge 8; also a cover 1, so stiffened, 
as by a mild steel plate 10 soldered 
to the underside, as to be capable of 


ground and bodily detached from the 
sleeper. It is stated that with 
the proposed arrangement the forces 
and stresses resulting from the passage 
of the wheels are transmitted not on 
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to, but rather, into the concrete by 
making full use of the bonding strength 
of concrete to steel, whereby the 
sleeper is not exposed to direct crush- 
ing stressés. The sill G firmly grips 
the ground by means of its knife 
edges whilst the space 7, between the 
top of the sill and the bottom of.the 
sleeper head, is filled in situ, as by 
means of a concrete gun, shooting the 
aggregates in place. The space within 
the sill, previous to laying down of 
the sleeper, is tamped full with un- 
washed gravel or broken’ stones.— 
(Accepted July 12, 1937.) 








COMPLETE SPECIFICATIONS 
ACCEPTED 


468,034. Vereinigte Eisenbahn-Signal 
Werke Ges. Electrically controlled signal 
ling installations for railway block sections 
with signal-track sections. 

467,801. Tennant, W. J. (Motor Ter- 
minals Co.). Removable freight-containers 
for railway vehicles. 

467,802. Tennant, W. J. (Motor Ter- 
minals Co.). Apparatus for handling 
transferring, and storing removable load- 
containers. 

468,415. Bourlet, A. Automatic gear- 
changing devices for rail motor vehicles 

468,071. Day, J. Brakes, particularly 
for automobiles and other vehicles. 

468,252. Jarratt, S. Rack for tickets 
and the like. 

468,158. General Railway Signal Co. 
Ltd. Track-actuated train-control or 
signal systems. 

468,182. Bouille Du Chariol, L.A.M.P. 
De. Methods and means for securing rail- 
way rails in. position. 

468,332. Svenska Aktiebolaget 
Accumulator. Systems for the electrical 
transmission of signals to railway locomo- 
tives. 

468,120. Maschinenfabrik Buckau R. 
Wolf A.G., and Heilmann, K. Loco 
motive-type boilers for portable or semi- 
portable steam engines. 

468,562. Bailey, D. G. 
vehicles such as goods wagons. 


Gas- 


Railway 


468,570. Vereinigte Eisenbahn-Signal]- 
Werke Ges. Rail-contact arrangements. 
468,728. Keller, A. Reinforced con- 


crete sleepers and sills therefor. 


468,539. Lorenz A.G., C. Railway 
signalling systems. 
468,966. Ewins, G., and Imperial 


Chemical Industries Limited. Fog signals 
for use on railways and the like. 








Exports of Railway Material from the United Kingdom 
in February 


Feb., 1938 


Locomotives, rail 

Carriages and wagons 

Rails, steel .. a aS a 

Wheels, sleepers, fishplates and miscel- 
laneous materials .. ; be 


Two Months Ending 
Feb., 1937 Feb., 1938 Feb., 1937 


Locomotive and rail exports included the following :-— 


Feb., 1938 


Argentina , ” 
Union of South Africa 
British India 


£ 
8,273 


5,248 


£ £ £ £ 
118,637 157,180 250,541 287,164 
166,146 177,469 317,968 348,370 
102,409 53,401 200,368 198,214 
161,891 86,872 319,083 170,742 
Locomotives Rails 
Feb., 1937 Feb.,1938 Feb., 1937 
£ f£ £ 
6,905 4,362 2,032 
—* 33,242 30,978 
10,715 7,037 6,505 


* Figures not available 
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CONTRACTS AND TENDERS 


The Vulcan Foundry Limited has 
received an order from the Assam- 
Bengal Railway Administration, to the 
inspection of Messrs. Rendel, Palmer & 
Tritton, for five superheated boilers 
required for H5 and M2 class 4-6-0 
locomotives. 


The Skefko Ball Bearing Co. Ltd. has 
received an order from the Controller 
of Stores, Great Indian Peninsula Rail- 
way, for the supply of 10 sets of roller 
bearing tender axleboxes complete with 
liners and tools. 

Greaves Cotton & Crompton Par- 
kinson Limited has received an order 
from the Controller of Stores, Great 
Indian Peninsula Railway, for the 
supply of a quantity of track bonds 
to be manufactured by British In- 
sulated Cables Limited. 

Taylor Bros. & Co. Ltd. has received 
an order from the Argentine North- 
Eastern Railway for 28 steel axles and 
130 steel tyres for locomotives, carriages, 
and wagons. 

The Crown Agents for the Colonies 
have recently placed the following 
orders : 

lurners Asbestos Cement Company : Asbestos 
cement piping ; Everite pipes. 

English Drilling Equipment Co. Ltd.: Bits. 

Nuts & Bolts (Darlaston) Limited : Bolts. 

Rivet Bolt & Nut Co. Ltd.: Bolts and nuts 

V. & R. Blakemore : Brass containers. 

P. & W. Maclellan Limited: Bridge mate 


rials, steel plates. 
Callender’s Cable & Construction Co. Ltd. 


Cable 

General Cable Manufacturing Co. Ltd 
Cable. 

W. T. Henley’s Te legraph Works Co. Ltd. 
Cable. 


Stewarts and Llovds Limited : Casing for well 
drilling ; piping ; steel tubes 

General Electric Co. Ltd. Electrical mate 
rials ; telephone materials. 

Johnson & Phillips Limited: 
materials. 

QOuasi-Are Co. Ltd. : Electrodes. 

Wolverhampton Corrugated Iron Co. Ltd. 
Galvanised corrugated sheeting. 

Belliss & Morcom Limited : Generating plant. 

Churchill Machine Tool Co. Ltd.: Grinding 
machine. 

Steven & Struthers Limited: Gunmetal. 

Railwav Signal Co. Ltd. : Signal instruments 

Lamp Manufacturing & Railway Supplies 
Limited : Lamps 

H,. W. Ward & Co, Ltd.: Lathes 

Wavegood-Otis Limited : Lifts. 

Hunslet Engine Co, Ltd.: 
boiler 

Howell & Co. Ltd. : Locomotive steel tubes, 

Morris Industries Exports Limited: Lorries. 

Glasgow Expanded Metal Co, Ltd.: Metal 
sheets 

A. A. Byrd & Co. Ltd.: Mild steel. 

Dorman, Long & Co. Ltd.: Mild steel. 

United Steel Cos. Ltd.: Mild steel. 

United Strip & Bar Mills : Mild steel. 

Whitehead Iron & Steel Co. Ltd Mild steel 

Austin Motor Co. Ltd.: Motor vehicles. 

Leyland Motors Limited: Motor vehicles. 


Electrical 


Locomotive 


John I. Thornycroft & Co. Ltd. Motor 
vehicles. 

Vacuum Oil Co. Ltd.: Fuel oil. 

Stanton Ironworks Co. Ltd.: Pipes 

G. A. Harvey & Co. (London) Ltd. 


has received an order from the Buenos 
Ayres Great Southern Railway for 
168 zinc-lined tanks and accessories, 
for use in the construction of refrigerator 
wagons abroad. 


A. & J. Main & Co. Ltd. has received 
a contract from the Chief Engineer, 


Eastern Bengal Railway, for the con- 
version of certain of the existing louvres 
of the heat-treatment shop at Kanch- 
rapara. : 

The North British Locomotive Co. 
Ltd. has received an order from the 
Argentine North-Eastern Railway for 
two locomotive boilers. 


The Yorkshire Engine Co. Ltd. has 
received an order from the Assam- 
Bengal Railway Administration, to the 
inspection of Messrs. Rendel, Palmer & 
Tritton, for one superheated boiler re- 
quired for K/3 class 4-8-0 locomotive. 


H. H. Robertson & Co. has received 
an order from the South Indian 
Railway Administration, to the in- 
spection of Messrs. Robert White & 
Partners, for 203 carriage roof venti- 
lators. 


G. R. Turner Limited has received an 
order from the Buenos Ayres Great 
Southern Railway for 20 sets of wagon 
ironwork required for the construction 
abroad of 20 refrigerator wagons. 


Tenders are invited by the South 
African Railways & Harbours Adminis- 
tration, receivable by the Chief Stores 
Superintendent, Room 25, Park Station 
Chambers, Johannesburg, by April 25, 
for the supply of one 20-ton overhead 
electric travelling crane required for 
the road motor workshops at Lang- 
laagte. 


March 25, 1938 
Tenders are invited by the Chief 
Controller of Stores, Indian Stores 
Department (Electrical Section), re- 
ceivable by May 3, for the supply on an 
annual contract basis of carbon brushes 
for generators, switch gear transformer 
converters, and motors required during 
the period April 16, 1938, to July 15 
1939, by the East Indian and Great 
Indian Peninsula Railways. 

Tenders are invited by the Chi 
Controller of Stores, Indian Stor 
Department, Simla, receivable b 
April 27, for the supply of a quantit) 
of axleboxes, leather dust shields, and 
joint washers, required for the Nort}! 
Western and East Indian Railways 

Tenders are invited by the Chi 
Controller of Stores, Indian Stor 
Department (Engineering Section), Ney 
Delhi, receivable by April 25, for th: 
supply of 200 screw couplings and 
1,260 shackle hooks and pins required 
for the Eastern Bengal Railway, and 
860 screw couplings required for thi 
Great Indian Peninsula Railway. 

Tenders are invited by the Agent 
North Western Railway, India, receiv 
able at Lahore by April 19, for the supply 
of material required for the recondition 
ing with new frames of 24 E/1, 4-4-2 
class locomotives 

Tenders are invited, receivable in the 
office of the Controller of Stores, North 
Western Railway, Lahore, by April 20, 
for the supply of lamps and lamp fittings, 
excluding globes and chimneys. 








Electrified 


On March 3 the G.W.R. (London) 
Lecture and Debating Society held a 
debate at Paddington with the 
Southern Railway (London) Lecture & 
Debating Society, on the motion, 
proposed by the Southern Railway, 
‘““ That an increased use of electric 
traction for main line working is desir- 
able.’’ Mr. F. H. D. Page, Signal 
Engineer of the Great Western Rail- 
way, presided over a large meeting. 

The proposers, Messrs. H. C. L. 
Trickett and Leighton-Bailey, specified 
as advantages of electric traction that 
the train capacity was known in ad- 


vance; the electric motor was more 


reliable than the steam engine and 
could run without attention much 


longer; terminal working was reduced, 
and with multiple-unit trains shunt- 
ing movements were unnecessary; the 
increased speed on long uphill 
gradients obviated the necessity for 
intermediate signal boxes; more elec- 
tric than steam trains could be run 
at a reasonably high speed with con- 
sequent better user of rolling stock; 
and improved atmosphere in tunnels 
enabled signals to be seen. Ex- 
perience showed that electrification im- 
proved punctuality. It was desirable 
that any electrification scheme should 
be carried out as comprehensively as 
possible to avoid operating difficulties 
such as dual working. 


Main Lines 


Messrs. R. H. Whittington and 


F. T. Barwell, opposing the motion, 
said that so far as main-line services 


were concerned there was nothing to 
show that the provision of more trains 
would result in the great increase in 
passenger revenue necessary to justify 


the cost of electrification. Although 
more rapid acceleration and heavier 
loads might be possible with electric 


locomotives, for fast long-distance runs 
steam locomotives were as good as 
any; moreover the train loads were 
limited by station and line accommo 
dation. 

There was little experience in this 
country which suggested that reduc- 
tion of working costs was possible, 
and, although schemes abroad had 
been successful, it was in every case 
due to special conditions. The 
probable reduction in the cost of loco- 
motive crews and maintenance were 
attractive items, but against them 
had to be placed the difficulties inher- 
ent in obtaining the former, and the 
probable increase in trade maintenance 
costs. The alternatives to electric 
traction were not standing still. Great 
advances were being made in steam 
locomotive performance, and the value 
of the diesel locomotive in giving fast 
and frequent services was well known. 
On being put to the vote, the motion 
was carried. 
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Crown Agents for the Colonies 


COLONIAL GOVERNMENT 
APP( INTMEN TS 


PPLICATIONS from qualified candidates 
are invited for the following posts : 


M /5699. CARRIAGE AND WAGON ASSIS- 
rANT required for the Federated Malay States 
Railways for three years, with possible per- 
manency. Salary $400 a month, rising by 
innual increments of $20 a month to $600 a 
nonth. (The Government rate of exchange is 
ow 2s. 4d. to the dollar.) A children’s allow- 
ince is payable to married officers with 
hildren. Free passages and, if married, for 
vife and children, not exceeding four persons: 
Liberal leave on full salary. Candidates, not 
nore than 35 years of age, must have served 
in apprenticeship in Railway Carriage and 
Wagon Building, and ,pre ferably have had not 
ess than three years’ Drawing Office experi- 
nee in the design of carriages and wagons. 
Ixperience in either Locomotive Boiler Repair 
vork, or Smithy and Foundry work would be 
an advantage. Preference will be given to 
andidates who are Associate Members cr 
Graduates of one of the Engineering Institu- 
tions. 

M/5535. ASSISTANT ENGINEER required 
or the Sierra Leone Government Railway for 
me tour of 12-24 months. Fixed salary ranging 
from £720 to £840 a year, according to quali- 
fications and experience. Free quarters and 
passages and liberal leave on full salary. Can- 
didates, not over 45 years of age must have 
had considerable experience in steelwork erec- 
tion and should preferably have had charge 
of railway bridge construction under traffic. 

Apply at once by letter, stating age, whether 
married or single, and full particulars of quali- 
fications and experience, and mentioning this 
paper, to the CROWN AGENTS FOR THE COLONIES, 
4, Millbank, London, 8.W.1, quoting the refer- 
ence number against the appointment for which 
ipplication is made. 


{ FFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in 
as early in the week as possible. The latest 
time for receiving official advertisements for 
this page for the current week’s issue is noon 
on -Thursday. All advertisements should be 
addressed to:—The Railway Gazette, 33, Tothill 
Street, Westminster, London, S.W.1. 
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OFFICIAL NOTICES 


South Indian Railway Company, Limited 


HE ~ Directors’ ‘are’ prepared: to  reeeive 


Tenders for the supply of : 

Rolled Steei Dise Wheels and Axles. 
Locomotive Boiler. 

Solid Drawn Steel Boiler Tubes. 
Copper Rods 

Steel Tyres. 


aOrAanre 


Tender will be 


Specifications and Forms of 
Petty 


available at the Company’s Offices, 91, 
France, Westminster, S.W.1. 

fenders addressed to the Chairman and 
Directors of the South Indian Railway Com- 
pany Limited, marked Tender for Rolled 
Steel Disc Wheels and Axles,” or as the case 
may be, with the name of the firm tendering, 
must be left with the undersigned not later 
than 12 Noon on Friday, the 8th April, 1938, in 
respect of Specification No. 1, and not later 
than 10 a.m. on Wednesday, the 20th April, 
1938, in respect of Specifications Nos. 3, 4 
and 5. 

The Directors do not bind themselves to 
accept the lowest or any Tender. 

A charge, which will not be returned, will ” 
made of £1 for each copy of Specification No. 
of 10s. for each copy of Specifications N 2 
and 4, and of 5s. for each copy of Specific 
No. 5. 

Copies of the drawings may be obtained at 
the Offices of the Company’s Consulting Engi- 
neers, Messrs. Robert White & Partners, 3, 
Victoria Street, Westminster, S.W.1. 

E. A. S8.~-BEL 
weanatte Director. 








+e 


91, Petty France, 
Westminster, 
23rd March, 1938. 


S.W.1. 


The Institute of Transport 


paper on “The Defence of Transport 
i Against Air Attack” will be read on 


Monday, 28th March, 1938, at 5.30 p.m., at the 
Institution of Electrical Engineers, Victoria 
Embankment, London, W.C.2, by Wing 
Commander 'E. J. Hodsoll, C.B., Assistant 


Under-Secretary of State, Home Office (Air 
Raid Precautions Department) 

Cards of admission may be obtained on appli- 
Be ... to The Secretary, The Institute of 
Transport, 15, Savoy Street, London, W.C.2. 


ENGAL-NAGPUR RAILWAY COMPANY 
LIMITED. The Directors are prepared to 
receive Tenders for : 
1—8s SU — ATER BOILERS for “B” 
Class Engir 
2.—-7 St PE RHEATER BOILERS for “C” 

Class Engines. 

Specifications and Forms of Tender can be 
obtained at the Company’s Offices, 132, Gresham 
House, Old Broad Street, London, E.C.2, on or 
after 2ist March, 1938. 

A fee of 20s. will be charged for each copy 
of the Specification, which is not returnable. 

Tenders must be submitted not later than 
Neon on Tuesday, 5th April, 1938. 

The Directors do not bind themselves to 
accept the lowest or any Tender, and reserve to 
themselves the right of reducing or dividing 
the order. 

By Order of the Board, 
T. R. WYNNE, 


Managing Director. 


Assistant Engineer 


] EQUIRED for the Iraq State Railway for 
three years. Salary Iraq Dinars 70 a 
month (1.D:1 equals £1). Free passages and 
liberal leave on full salary. The post is noi 
pensionable but there is a Provident Fund 


Scheme. Candidates, not over 40 years of age, 
must be Associate Members of the Institution 
of Civil Engineers or hold an _ engineering 


degree recognised as granting exemption from 
sections A and B of the A.M.I.C.E. examina- 
tion; bave had practical experience on a Rail- 
way; and be competent to carry out either 
construction or Open Lines work. 

Apply at once by letter, stating age, whether 
married or single, and full particulars of quali- 
fications and experience, and mentioning this 
paper, to the CROWN AGENTS FOR THE COLONIES, 
4, Millbank, London, 8.W.1, quoting M/5780. 


R EQUIRED, Junior Assistant Engineer for 
Kailways in Rhodesia. Age 25 to 30, 
should be A.M.1.C.E., with practical experience 
railway maintenance and preferably signalling 
and telegraph. Commencing salary £369 to 
£419 (depending on experience), rising by 
annual increments of £25 to £494 per annum. 
Apply in writing stating age, education, pro- 
fessional qualifications, full particulars of 
experience, married or single, position now 
held, to: Box 480, LeatHwait & Simmons, 1-4, 
Copthall Chambers, London, E.C.2 








RAILWAY AND OTHER REPORTS 


London Electric Transport Fi- 
nance Corporation Limited.—The 
balance sheet as at December 31 last 
shows cash £20,831,179, compared with 
£15,453,782 at the close of the previous 
year, investments £19,494,872, against 
£15,863,045 ; interest accrued on loans, 
&c., £134,546, and discount on deben- 
ture issues £1,683,750, against £960,000. 
The figure for transport undertakers in 
respect of expenditure is £8,556, com- 
pared with £14,123, and in respect of 
interest on debenture stock is £30,712, 
against £52,618. Debenture stock is 
returned as £41,650,000, comparing 
with £32,000,000. 


Railway Finance Corporation 
Limited.—The cash shown in the 
balance sheet as at December 31 last 
amounted to £11,301,691, against 
£15,533,040 at the close of 1936. 
Treasury bills, less rebate of discount, 
are £114,932, compared with £339,779. 
Loans to _ railway companies are 
£26,189,999 (unchanged), and the dis- 
count on issue of debenture stock 
remains £810,000. Sundry amounts 
due from the railway companies are 
£8,447, against £5,735, and amounts 
temporarily employed on behalf of the 
railway companies stand at £11,286,839, 


compared with £15,774,339. 
stock remains at £27,000,000. 


North British Locomotive Co. 
Ltd.—The profit for 1937 was £1,946, 
compared with £5,712 for 1936. This 
profit deducted from the debit balance 
of £113,779 brought forward reduces 
the debit balance carried forward to 
£111,833. The contracts now on hand 
represent a substantially larger volume 
of work than was the case a year ago. 


Debenture 


Vickers Limited.—The profit for 
the year 1937 amounted to £2,020,653, 
and the net profit was £851,056 after 
deducting {£669,597 for income tax, 
debenture interest, and other expenses, 
transferring £100,000 to contingencies 
reserve, and £400,000 to reserve. As 
already announced, a dividend of 10 per 
cent., less tax, is recommended on the 
ordinary stock, requiring £461,831, and 
the amount to be carried forward is 
£237,534, against £266,500 brought in. 

Hoffmann Manufacturing Co. Ltd. 
—Net profits in 1937 amounted to 
£205,929, an increase of £37,463 on 
1936. An interim dividend of 10 per 
cent. tax free was declared on the 
ordinary shares last October and the 
directors now propose to pay a final 


dividend at the same rate on the capital 
as increased by the 100 per cent. share 
bonus distributed in December. General 
reserve is credited with a _ further 
£50,675 (against £60,000) and £50,000 
(against nil) is placed to debenture 
redemption reserve, leaving £60,869 to 
be carried forward (against /68,116). 
The total payment for 1936 was 20 per 
cent. tax free. 

Grand Union Canal Company.— 
Gross receipts for the year 1937 
amounted to £228,041 and working 
expenses to £158,016. Tonnage re- 
ceipts, at £133,660, show an increase of 
£1,292. The amount at the credit of 
net revenue account is £92,204, to which 
must be added £7,566 brought forward. 
After deducting £69,774 for debenture 
interest and providing £1,000 to increase 
the income tax reserve, a further £2,500 
towards renewal reserve and £11,000 to 
reserve for depreciation of interests in 
subsidiary companies, there remains the 
sum of £7,586 to be carried forward. 
During the year the company acquired 
at a cost of £45,212, interests in three 
new subsidiary companies whose busi- 
nesses embrace stevedoring, wharfage, 
and shipping. The reserve for depre- 
ciation of interests in subsidiaries now 
stands at £23,322. For 1936 full divi- 
dend was paid on the 6 per cent. prefer- 
ence, but nothing on the ordinary. 
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Largely owing to the easing of the 
European political situation the stock and 
share markets developed a steadier ten- 
dency at the beginning of the week and 
values in most sections of the Stock Ex- 
change showed partial recovery from the 
heavy declines of a week ago. Subse- 
quently profit-taking was in evidence and 
earlier gains were not fully held. The 
disposition was to await the important 
speech of the Prime Minister on foreign 
affairs, and, moreover, there is still a 
general tendency not to expect much in- 
crease of activity in markets before the 
Budget statement. 

The yields offered by the junior stocks 
of the Home railways would appear 
generous, but until markets become active 
it seems doubtful if this will attract much 
attention. The past week’s _ traffics 
resulted in rather lower prices on Wednes- 
day, but it seems that for the time being 
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Railway Share Market 


the main influence on railway securities is 
likely to be the surrounding trend of 
markets. It is generally realised that 
although the past week’s traffics were dis- 
appointing, they compare with particu- 
larly good receipts a year ago when 
benefit was derived from pre-Easter traffic 
and other factors. 

Great Western ordinary attracted atten- 
tion, but earlier improvement in the price 
was not held, and on Wednesday business 
was recorded down to 54}. Earlier in the 
week there was improvement in L.M.S.R. 
issues, but on Wednesday the ordinary 
reacted from 224 to 213. Lower prices 
were also made by the 4 per cent. pre- 
ference and 4 per cent. 1923 preference. 
After moving up to 76} the first named 
reacted to 75}, while the last named 
touched 59} only to go back later to 58}. 
Southern preferred was in good demand 
and the price moved up to 76} at one 


March 25, 193% 


time, while the deterred rallied to clos: 
20, but later there was a reaction t 
and 19} respectively. Prior charge 

debenture stocks showed various gai 
and in most cases they were fully h¢ 
the improvement in this case being 
reflection of the rally in British Gove 
ment securities. 

Argentine railway stocks responded 
the improved trend of markets on Mon 
and Tuesday, but business remained o1 
very small scale. Kather more attent 
was given to Central Argentine preicre: 
stocks, and those of B.A. Gt. Southe: 
were also in demand, but the better t 
dency was not held. Among ordina 
stocks interest was confined largely 
those of the last-named company a 
B.A. Western. Elsewhere Antofagas 
was better. Canadian Pacific preferen 
stock was reported to be in moderat 
demand. 





Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 


Miles Week 
Railways open Ending 
1937-38 * 5 
{ Antofagasta (Chili) & Bolivia 834 13.3.38 
| Argentine North Eastern 753 19.3.38 
Argentine Transandine — — 
Bolivar 174 Feb., 1938 
Brazil . > — — 
Buenos Ayres & Pacific 2,806 19.3.38 
| Buenos Ayres Central 190 5.3.38 
Buenos Ayres Gt. Southern 5,084 19.3.38 
Buenos Ayres Western 1,930 19.3.38 
| Central Argentine 3,700 19.3.38 
do. ‘ —_— —- 
Cent. Uruguay of M. Video 980 12.3.38 
Cordoba Central 1,218 _- 
Costa Rica 188 Jan., 1938 


Dorada 70 


} 

| 

. 

| Feb., 1938 
) Entre Rios 

| 


810 19.3.38 
Great Western of Brazil 1,092 19.3.38 
International of Cl. Amer. 794 Jan., 1938 


Interoceanic of Mexico o~— int 
La Guaira & Caracas 229 | Feb., 1938 


South & Central America 


| Leopoldina 1,918 19.3.38 
| Mexican + 483 14.3.38 
Midland of Uruguay 319 Feb., 1938 
Nitrate A 384 15.3.38 
Paraguay Central 274 12.3.38 
| Peruvian Corporation 1,059 Feb., 1938 
| Salvador 100 12.3.38 
San Paulo 1534 13.3.38 
| Taltal 160 Feb., 1938 
| United of Havana . 1,353 19.3.38 
\ Uruguay Northern 73 ~— Feb., 1938 
» { Canadian National 23,802 14.3.38 
3 Canadian Northern — a 
a | Grand Trunk — — 
§ \ Canadian Pacific 17,186 14.3.38 
{ Assam Bengal 1,329 2).2.38 
| Barsi Light . 202 23.2.38 
| Bengal & North Western 2,107 23.2.38 
+ | Bengal Dooars & Extension 161 10.3.38 
2 ] Bengal-Nagpur 7g 3,268 28.2.38 
£ | Bombay, Baroda & Cl. India| 3,072 10.3.38 
Madras & Southern Mahratta 2,937 28.2.38 
Rohilkund & Kumaon 571 28.2.38 
| South Indian 2,5313 20.2.38 
| 
( Beira-Umtali 204 Jan., 1938 
Egyptian Delta 620 23.2.38 
Kenya & Uganda 1,625 Feb., 1938 
4 | Manila _— _ 
& < Midland of W. Australia 277 Jan., 1938 
@ | Nigerian 1,900 5.2.83 
> Rhodesia 2,442 Jan., 1938 
South Africa 13,263 23.238 
Victoria 4,774 Dec., 1937 








Norte.—Yields are based on the approximate 

















D 
Traffics for Week . Aggregate Traffics to Date Prices 
= : Shares : 
ii or D = ” 
Total ane. oF Dee. S —— Increase or Stock £5 $5 “8 
this year comp ire d x - Decrease wa 2a Eo 
‘ with 1937 Zz This Year Last Year , =” Pe ss” 
£ £ £ £ 
17,960 — 2,600 11 173,420 174,350 | — 930 | Ord. Stk. 29 1014 919 Nil 
8,313 | + 428 38 348,761 330,600 + 18,161 ee 1914 6 3 Nil 
= os _ a _ od A. Deb. 9312 60 75 5 
3,500 - 2,200 9 7,100 11,100 | — 4,090 | 6 p.c. Deb. 91 5 8lo | Nil 
_ _ _ _ _ _ Bonds. 17 9 612 71g 
108,561 _ 15,508 38 3,291,257 3,409,782 | — 118,525 | Ord. Stk. 17]g 512 5 Nil 
$96,500 — $48,400 36 $4,333,100 $5,159,000 — $825,900 Mt. Deb. 41lo 18 1112 | Nil 
186,725 | — 12,407 | 38 5,690,693 5,612,301 | + 78,392 | Ord. Stk. 3334 131g 1llo | Nil 
44,913 _ 9,49! 38 1,723,303 1,827,93) | — 101,627 9° 3134 1114 9 Nil 
110,096 — 57,044 | 38 4,695,070 5,766,646 | — 1,071,576 a 3414 1034 8lo | Nil 
_ _ - - _ _ Dfd. 2019 4)o 5 Nil 
18,878 + 2,262 | 37 659,875 643,469 | + 16.406 | Ord. Stk. 6730 2 21, | Nil 
ah _ _— — — — Ord. Inc. 614 Ilp 1lp | Nil 
23,350 + 9,176 31 178,556 125,'03 + 53,448 Stk. 38 27 2710 714 
14,700 — 1,100 S) 32,400 31,100 + 1,300 | 1 Mt. Db. | 107 106 106 559 
14,280 + 3,126 38 548 710 494,743 + 53.967 | Ord. Stk. 1976 6 5 Nil 
7,100. — 1,000 | 12 99,300 102,100 | — 2,800 | Ord. Sh. 34 1g 1, | Nil 
$487,142 | — $25,797 5 $487,142 $513,939 — $26,797 — _ —- ji — os 
— — _- — — — Ist Pref. 2/ 1/- lp | Nil 
4,970 | 4 45 9 9,580 11,195 | — 1,615 Stk. 812 6 Slo | Nil 
18,701 — 5, 12 216,516 256,034 | — 39,548 | Ord. Stk. 914 3 219 | Nil 
$296,400 + $2,400 11 $3,244,500 | $3,211,700 + %32,800 ~ Il 14 2g | Nil 
10,547 | + 2,059 35 75.858 69,474 + 6,384 17g lp ln | Nil 
8,449  — 62 11 $9,775 33,302 | + 1,473 | Ord. Sh. 3116 2 2 Nil 
$2,956,000 —$180,000 37 $115,076,000 | $98,690,000 | + $16.386,000 | Pr. Li.Stk.| 84 7914 7215 Sl, 
72,537 | — 1,764 | 35 660,322 644,837 | + 15,435 Pref. 1454 41 4 Nil 
#25,050 | — 712,950 | 37 #734 675 480,258 — £75,583 | Pr. Li. Db.| 2310 211 2212 | Nil 
29,920 — 1,656 i1 £04,266 317,797 | — 13,591 | Ord. Stk 9810 56 45lo | 1015;6 
1,840 | - 1,600 35 30,670 27,930 | + 2,740 | Ord. Sh. 1736 1116 34 | 13b;¢ 
57,649 — 6,416 38 907,733 922,448 | — 20,710 | Ord. Stk. 55g 3139 219 | Nil 
1,014 + 138 35 7,434 | 8,492 | — 1,058 | Deb. Stk. 10 2 Nil 
641,093 _— 83,847. 11 6,612,283 7,160,380 | — 548,092 —_ = — _ _ 
— — _- _ _ — 4p.c. Perp. Dbs 77 6219 65 61, 
— a _ _ — — 4p.c.Gar.| 1017, 941p 981lo 4lig 
466,200 | — 38,490 11 4,830,600 5,015,030 | — 134,400 | Ord. Stk. 18 714 6 | Nil 
39,097  — 296 | 48 1,241,523 1,198,773 | + 42.750 | Ord. Stk. 86 731g 78 315;¢ 
3,030 + 390 | 49 127,432 105,157 | + 22,275 | Ord. Sh. 6612 46 57 | 83,4 
69,152 | — 15,589 | 22 1,163,454 1,227,183 | — 53,729 | Ord. Stk. | 317 301 29619 61lig 
3,480 + 449 | 50 138,185 123,390 | + 14,795 a 100 84 8412 | 71, 
171,300  — 982 49 6,417,308 5,612,578 + 804,730 a 101 89 Q1lg | 433 
294,825 — 3,975 50 8.373,975 8,349,075 | + 24,900 i 113 11012 | 1101 5716 
144,900 + 39,518 | 49 5,057,079 | 5,035,808 | + 21,271 i 110 105 10512 | 8lig 
14,672 | — 1,931 22 223,442 940,577 | — 16,935 * 314 302 30219 51516 
113,407 | + 6,516 48 3,730,827 3,574,141 | + 156,686 pa 10312 991g 10112 41li¢ 
79,831 + 17,093 | 18 336,561 268,806 | + 87,755 _ _ —_ —-|-— 
5,198 — 82 | 49 243,830 234,017 + 9,863 | Prf. Sh. 31/- 34 11g | Ni 
248,923 | — 25,925 9 522,477 569,087 | —~ 46,610 _ — _ —-|— 
— _ a — = a B. Deb. 481g 43lp 4812 7346 
13,642 + 828 31 97,976 94,867 + 3,109 | Inc. Deb. 98 9319 9312 414 
71,924 | + 21 | 45 2,461,548 | 2,106,058 | + 355,490 = — a _ - 
333,202 | + 66,276 | 18 1,710,441 1,365,254 | 4+ 345,187 _ _ _ _ 
601,521 | + 20,764 48 30,6)4,738 | 29,044,175 | + 1,5€0,5€3 _ = _ _ - 
998,340 + 18,053 26 —_ oe -- a -- — _ _ 


current prices and afe within a fraction of lj. 


+ Receipts are calculated @ 1s. 6d. to the rupee. § ex dividend, 


The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 


has proved misleading, the amount being overestimated. 


The statements are based on the current rates of exchange and not on the par value. 
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FINANCIAL AND OPERATING RESULTS OF THE BRITISH 
GROUP RAILWAYS IN 1937 


An analysis of the accounts and statistics as 


shown in the published reports for the past year 


The accompanying tables and notes are compiled from the 
iblished accounts and statistics of the railway companies 
s set out in their annual reports. It is possible that dif- 
rences in organisation, or methods of working, or in the 
iture of the traffic dealt with, limit the extent to which 
ymparisons can be made between one railway company 
nd another, and this point should be borne in mind in 
rusing the tables, and the notes relating thereto. In 
rranging the tables, however, every endeavour has_ been 
ide to set out the figures in such a way as to afford a 
ir comparison between the companies, but for the reason 
lready given it may not always be possible to compare 
esults between one company and another in the various 
inits ol measurement adopted. 
he year 1937 was a satisfactory one for the railways. 
[rue there was one working day less than in 1936, which 
was a leap year, and the Coronation holiday would tend 
to reduce the goods train receipts, but, doubtless, the addi- 
tional traffic would more than compensate for 
ny such loss. 

In comparison with 1936 gross receipts from the railway 
part of the undertakings increased by £7,319,006 or 4:59 
per cent., whilst receipts from ancillary businesses increased 
by £1,440,479 or 6-44 per cent. There was thus a total 
increase of £8,759,485 or 4-82 per cent. and about £1,750,000 
more than the increase in 1936 over 1935. Net revenue 
from the railway proper vielded an increase of £1,692,652 
or 5-18 per cent., and from ancillary businesses £332,702 or 
37-98 per cent.; the total increase in net revenue amount- 
ng to £2,025,354 or 6:04 per cent 

It is worth while making a comparison 1937 
and 1932, when railway revenues were at a very low ebb, 
to see the improvement which has been made both in gross 
revenue in the past five years. The figures are 


passenger 


between 


ind net 
is follow :— 


Gross Receipts of the Whole Undertaking 


1932 1937 Increase Increase 

{ f f Per cent 
IL. M.S.R. 65,496,079 75,855,536 10,359,457 15-82 
L.N.E.R. 48,678,700 56,430,244 7,751,544 15-92 
G.W.R . 28,462,343 32,586,547 4,124,204 14-49 
a ew .. 22,329,065 25,580,836 3,251,771 14-56 
164,966,187 190,453,163 25,486,976 15-45 

Net Revenue including Joint Lines 
and Miscellaneous Receipts 

1932 1937 Increase Increase 

f f t Per cent. 
L.M.S.R. 9,904,823 14,356,276 4,451,453 44-94 
L.N.E.R. 7,166,858 10,107,442 2,940,584 41-03 
G.W.R. 4,459,403 6,886,505 2,427,102 54-43 
S.R. .. 4,894,109 6,552,124 1,658,015 33-88 


26,425,193 37,902,347 11,477,154 43-43 


An improvement of nearly £11,500,000 in net revenue in 
five vears is a notable achievement, but it must be borne 
in mind that even the net revenue of 1937 is very much 
revenue, which under the Railways 


below the standard 


Act of 1921 the companies are theoretically entitled to 
earn. 

in the current year to date railway receipts are still 
increasing and for the first ten weeks of 1938 they show 


in advance of £1,000,000 or 3-57 per cent. on 1937. 


{n addition to the stimulus given to passenger traffic by 
the Coronation, the companies were given permission to 
raise their charges by 5 per cent. as from October 1, 1937. 
This increase in charging powers was granted in order to 
meet the rising cost in working due amongst other things 
to the following three main causes :— 


1, Increase in the cost of materials, especially coal. 
2. Restoration of the remainder of the wages cut as from 16th 
August, 1937. 


3. Improved conditions of service in various directions. 


It is extremely difficult to ascertain whether the increase 
in charges has yielded the results expected. On the one 
hand there is the possibility of diversion of traffic to road, 
and some of the heavy traffics such as bricks and road- 
stone are increasingly susceptible to diversion; on the other 
hand, during a period of trade prosperity, transport charges, 
both passenger and freight, are not likely to be scrutinised 
so minutely as in less prosperous times. Tables 5 and 6 
indicate that the average receipt per passenger and the 
average receipt per ton from coal and from minerals and 
merchandise in Classes 1 to 6 show an upward tendency, but 
the element of distance requires to be taken into account 
also before an accurate conclusion can be drawn. 

The improvement in freight revenue has been due to the 
continued expansion of the iron and steel trade, to a marked 
recovery in shipbuilding, and to an increase in export coal 
particularly to France and Italy. Livestock receipts have 
suffered owing to outbreaks of foot and mouth disease and 
to difficulties with the Irish Free State. 

The high-speed trains on the L.M.S.R. and L.N.E.R. 
referred to a year ago were put on between London and 
Glasgow, and London and Edinburgh in the summer of 
1937, and just recently the L.N.E.R. down Coronation has 
been given a stop at Newcastle as well as at York, the six 
hours journey time between London and Edinburgh remain- 
ing unchanged. An additional coach has been added to the 
Silver Jubilee, which runs between Kings Cross and New- 
castle in four hours. In the Eastern Counties the East 
Anglian has been put on and runs between Norwich and 
London with an intermediate stop at Ipswich in 2 hr. 
10 min. In the autumn the West Riding Limited made 
its appearance, and runs between King’s Cross, Leeds, and 
Bradford, the journey time between London and Leeds 
occupying just under 2? hr. 

Electric services on the Southern Railway on the direct 
Portsmouth line were begun on July 4, and next summer 
the service between London and Portsmouth via Chichester, 
and between Brighton and Portsmouth (including Bognor 
and Littlehampton) will be electrified, but the electrification 
of the line from Sevenoaks to Hastings via Tunbridge Wells 
is being postponed for the present. The Southern Company 
is providing a new paddle steamer for the Portsmouth— 
Ryde service. That company is also making a forward move 
with colour-light signalling. The Waterloo & City railway 
is to be provided with new rolling stock and improved 
signalling, and attention is to be given to the problem of 
reduction of noise. The second stage of the docks ex- 
tension scheme at Southampton is practically completed, 
and this year the centenary of the docks undertaking will 
be celebrated. The success of the Dover-Dunkirk train- 
ferry seems assured. 

In order to create interest amongst the staff in the fostering 
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and development of traffic a Sales League has been insti- The L.N.E.R. disposed of its Tyne Dock undertaking 
tuted on the Southern Railway. That company .is also to the River Tyne Commissioners on April 30. Special 
providing a travelling cinema to teach the staff the proper wagons have been provided by this company for grain in 
way to handle goods and thus reduce the claims bill. bulk and alumina; and tank vehicles for milk, oils and 

The Great Western seems thoroughly satisfied with the acids. One gratifying feature of the Chairman’s speech is 
performance of its 18 diesel cars and is ordering 20 more. the statement that the arrears of renewals of rolling stock 
The question of electrification of the line between Taunton have now been wiped out. It is added that in 1936 the 
and Penzance is under consideration, and a report has been sum of £3,340,000 representing the amount recoverable from 
called for from an eminent firm of electrical engineers. rates and rate relief up to the end of 1935 was credited to 
The G.W.R. reports a gratifying increase in the tonnage the renewal fund. The contingency fund has also been 
of china clay from Devon and Cornwall, the carryings strengthened and now amounts to £340,000. 
amounting to nearly one million tons last year. (Text continued on page 622) 

Table 1—Aggregate Capital Expenditure to December 31, Years 1936 and 1937 

L.M.S.R. L.N.E.R. G.W.R. Southern 

| | | 

1937 1936 1937 1936 1937 | 1936 1937 | 1936 

| £ £ | £ £ £ £ £ | £ 

Lines OPEN FoR TRAFFIC 

Capital expended 317,340,793 | 316,965,053 | 236,868,454 | 236,006,450 125.720,775 | 125,424,089 | 124,349,639 | 123,191,181 

Miles Miles Miles Miles Miles Miles | Miles | Miles 
Miles of railway open for traffic | 6.870 6,895 | 6,353 | 6,360 | 3.774 3,775 | 2,133 2,139 

(per Statistical Return La) | | 

| £ £ | £ £ £ £ £ 

Average per mile 46,192 45,970 37,285 37,108 | 33,312 33,225 | 58,298 57,593 

| | | | 

Lines not open for traftic 123,257 123,257 | 173,008 | 115,106 | 158,186 | 96,817 | 240,173 150,537 

| 

Lines leased and lines jointly | — | 10,331 | 10,281 | 26,591 26,591 

leased other than “ J” joint | | 

lines | 

tolling-stock | 62,445,256 | 60,793,409 | 48,175,076 | 47,077,800 | 21,554,077 | 21,398,532 | 18,794,104 | 17,740,665 
Manufacturing and repairing | 9,068,275 9,004,911 | 6,465,872 | 6,354,019 | 4,320,557 4,272,451 2,450,176 2,435,912 

works and plant | 
Total capital expended upon | 388,977,581 | 386,886,630 | 291,682,410 | 289,553,375 | 151,763,926 | 151,202,170 | 145,860,683 | 143,544,885 

railway } 

Road vehicles 1,647,643 | 1,446,777 | 1,432,707 | 1,316,422 1,197,997 1,149,569 | 177,653 167,608 
Horses - | 82635 | 84,320 | 36,647 36,647 

| | | ; n ‘ , 
Garages, stables, &c. 1,666,326 1,637,733 | 589,366 | 610,641 | 256,410 | 253,242 168,474 168,474 
| | : ‘ 
Steam boats | 2,828,372 2,864,493 2,896,864 | 2,932,116 | 414,965 | 414,965 | 2,806,821 2,787,321 
| | | | 
| | 
Canals | 5,999,590 6,000,680 | 1,302,761 1,303,153 | 738,263 753,526 40,000 77,700 

Docks, harbours, and wharves 10,217,076 10,136,410 24,968,309 | 26,009,039 | 20.962,973 21,015,952 | 13,820,398 13,738,965 

| } } 

Hotels | 5,090,609 | 4,950,996 | 2,765,451 | 2,732,616 431,686 | 355,088 | 1,347,184 | 1,388,250 

| 

Electric power stations, &e. ..| 1,666,892 | 1,663,268 188,193 | 190,588 34,179 | 34,179 711,214 688,892 
Land, property,&c.,not forming | 14,128,634 14,332,324] 11,184,383 | 11,440,965 3,239,849 | 3,193,597 | 5,573,105 5,591,573 

part of the railway or stations | 

Lines leased (Abstract * J ”’) 259,930 261,465 | 339,752 | 344,271 ro —_ _ = 

| 

Lines jointly owned (Abstract | 6,644,744 6,752,039 | 10,340,482 | 10,453,321 319,428 | 318,993 | 334,729 335,348 

“y) | 
Subscriptions to other com- | 11,364,480 | 11,321,459 | 4,046,950 | 3,998,215 4,732,507 | 4,703,507 | 545,740 545,740 

panies | | } 

Special items— } | 

Northern Counties Railway, 5,937,094 5,934,264 | — | — | — _ 

Ireland | | 

County Donegal Railways | 164,566 164,860 — = : — | " 

Joint Committee } a 

Stamp duty on capital 84,195 84,195 | 173,249 | 173,249 | 62,878 62,878 72,929 | 72,929 

| } | | 

East London Railway Elec- | - 83,215 | 83,215 — - —_ 

trification 
London Passenger Transport — — | 584,970 | 584,970 — | —_ 
Board 
Twenty-ton wagons — — — | 1,144,523 | 1,144,523 | — “ 
| 
Parliamentary expenses 6,611 6.611 10,450 | 10,450 | 8,532 8,532 sai was 
, | | ee = a ———— 
Torat CapiTaAL EXPENDITURE ....|£456,684,343 £454,444 204 (£352,589,512 |£351,736,607 [£185,390,751 |£184,695,041 |€171,495,577 |£169,144,332 
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ig Table 2—Annual Capital Expenditure to December 34, Years 1936 and 1937 
il 
in L.M.S.R. L.N.E.R. G.W.R. | Southern 
id 
is <€ ; ae 1 oe iz et ei @o ee — 
k 1937 | 1936 1937 | 1936 1937 1936 | 1937 1936 
1e Lives OPEN FoR TRAFFIC— £ £ | £ £ £ £ £ £ 
n Land and compensation a 84,395 | 20,234 | Cr. 128,426 | Cr. 8,053 | Cr. 15,365 11,448 | Cr. 4,041 | Cr. 2,645 
| | | | 
ws Construction of way and sta- » 428,231 | 223,205 | 595,639 127,477 309,509 | 541,491 | 1,161,922 1,298,094 
; tions, engineering, &c. | | 
Law charges and Parliamentary | 4.010 | 865 | 8,920 3,449 2,542 | 5,987 | 577 414 
expenses 
[ransfers Ft oe ....| Cr. 140,896 | 429,171 385,871 | 62,946 | — | — — = 
SS ee ee — —- 
- 
otal ... sa 375,740 673,475 862,004 | 185,819 | 296,686 | 558,926 1,158,458 1,295,863 
LINES NOT OPEN FoR TRAFFIO— 
Land and compensation ie — - 20,046 20 7,666 48,852 1,500 14,404 
Construction of way and sta- | “ ~ | 37,066 8 | 52,639 28,667 87,952 29,196 
tions, engineering, &c. 
Law charges and Parliamentary | — ~- 791 7 1,064 4,199 184 1,276 
expenses 
3] Total aaa - Ss | - — 57,903 35 61,369 81,718 89,636 44,876 
Lines leased and lines jointly | _ — — — 51 — — —_ 
9 leased (other than “J” | 
joint lines)—Total | 
13 RoLLinG-Stocok— | 
Locomotives ne ; wa 408,852 | Cr. 64,048 8 724 - _ — — 
Rail motor vehicles a 1,084 5,565 189,771 | Cr. 16,474 7,264 34,702 727,464 340,914 
v1 
Carriages.... rom ah ee 170,198 609,083 888.303 20,798 109,338 165,611 325,976 115,265 
54 Wagons and vans | 1,026,742 651,080 7.664 60,497 38,943 Cr. 10,854 — — 
1? Service vehicles.... oseel 44,971 162,595 11.530 24.273 — nant a we 
| 
Transfers Me — Cr. 4,069 ne - a = —“ a 
. Total | 1,651,847 1,360,206 | 1,097,276 89,818 155,545 189,459 | 1,053,440 456,179 
Us | 
47 MANUFACTURING AND REPAIRING | 
WoRKS AND PLANT— 
74 Land and buildings oiail - — 38.404 13,046 36,152 13,899 14,264 — 
2] Plant and machinery .... ai — 73,448 63,794 11,953 17,179 — — 
ar : : = 
Ow Total 63,364 41,381 111,852 76,840 48,105 31,078 14,264 — 
65 Total capital expended upon | 2,090,951 2,075,062 2,129,035 352,512 561,756 861,181 2,315,798 1,796,918 
railway 
50 Horses _.... sane sti me — = — — Cr. 1,685 | Cr. 989 - 
9? iuitin  . - 200,867 91,395 116,284 86,672 48,428 48,661 10,045 
73 Garages, stables. &c. .... SE 28,593 891 }Cr. 21,275 | Cr. 9,333 3.168 | 1,614 — — 
Steam boats ree ; ....| Cr. 36,121 | Cr. 54,529 1Cr. 35,251 | Cr. 38,217 — 19,500 | Cr 150,000 
48 Canals ae aise oss UE. 1090 | Cr. 9,548 | Cr. 392 | Cr. 5,705 | Cr. 15,263 | Cr. 35 |Cr. 37,700 — 
| 
40 —— oe 80,666 55.122 | Cr.1,040,730 | Cr. 19,885 | Cr. 52,979 | Cr. 78,058 81,433 165,111 
Hotels... ois i i 139,613 | Cr. 352,332 32,835 4,100 76,598 66,455 | Cr. 41,066 26 
Electric power, stations, &c. ....| 3,624 | Cr. 12,291 | Cr. 2,395 | Cr. 60,191 Cr. 482,625 22,322 — 
Land, property, &c., not form- | Cr. 203.691 | Cr. 309,616 | Cr. 256,583 Cr. 135,582 | 46,252 | 9,125 | Cr. 18,468 | Cr. 92,516 
ing part of the railway or | 
29 stations 
Lines leased—Total | Cr. 1.535 | Cr. 588 |} Cr. 4,519 | Cr. 981 | - — _ 
Lines jointly owned—Total ... | Cr. 107,295 | Cr. 11,257 | Cr. 112,839 Cr. 13,767 | 435 | Cr. 64 | Cr. 619 | Cr. 521 
Subscriptions to other com- | 43.021 110,761 48,735 | 22,838 29,000 182,941 — a 
panies 
Northern Counties Railway _....| 2,830 16,484 - — — - 
County Donegal Railways Joint | Cr.294 1,558 — = ins : = me 
Committee | 
‘T'wenty-ton wagons — — — -- — 14,198 | — _ 
ee a ee — = 
| | 








| 


332 Tora CaprraL EXPENDITURE ...| £2,240,139 | £1,601,112 £852,905 £182,461 | £695,710 £622,404 | £2,351,245 £1,719,018 
| | 
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Kinaneial and Operating Results » 


Table 3—Revenue Receipts and Expenditure of the whole undertaking, Years 1936 and 1937 


RAILWAY 
Gross Rece ipts 
No. 10) 
Per cent. on capital expended 


(per Account 
Expenditure (per Account No. 10) 
Per cent. of gross receipts 
Net receipts (per Account No. 10) 


Per cent. on capital expended 


{0AD TRANSPORT 


Gross receipts lecount 


No. 11) 


(per 


Expenditure ( pe r Account No. ] 1) 
Per cent. of gross receipts 


Net receipts or expenditure (per 
Account No. 11) 


STEAMBOATS— 
Gross receipts 
No. 12) 
Per cent. on capital expended 


(per Account 


Expenditure (per Account No. 12) 


Per cent. of gross receipts 


Net rece ipts or expenditure (per 
tecount No. 12) 


Per cent. on capital expended 


CANALS 
Gross receipts 
No. 13) 
Per cent. on capital expended 


Account 


(per 
Expenditure (per Account No. 13) 
Per cent. of gross receipts . 
Net receipts or expenditure (per 
Account No. 13) 
Per cent. on capital expended 
Docks, HARBOURS AND WHARVES 


Gross receipts Account 


No. 14) 
Per cent. on capital expended 


(per 


Expenditure (per Account No. 14) 
Per cent. of gross receipts 

Net receipts (per Account No. 14) 
Per cent. on capital expended 


HoreLs AND REFRESHMENT 
Rooms AND CARS WHERE 
CATERING IS CARRIED ON 
BY THE CoMPANY- 

Gross receipts Account 
No. 15) 
Per cent. on capital expended 


(per 


Expenditure (per Account No. 15) 
Per cent. of gross receipts . 
Net receipts (per Account No. 15) 


Per cent. on capital expended 


L.M.S.R. 


1937 
£67 ,234,080 
17-28 
£53,597 .673 

79-72 


£13,636.407 


3°51 


£408 800 


£339,625 
83°06 


£69.265 


£1,2004,.290 
79-83 
£304,287 


10-76 


£115,992 
1-93 

£149,763 
129 


loss £33.771 


£1L.102.586 
10-79 

£1.067,339 
96-80 

£35,247 


0-34 


£3.080.014 
60-50 

£2.727.005 
88-54 

£353.009 


6-93 


L.N.E.R. 


1936 
£64,462,842 


1937 
£49.086.681 


1936 
£46,883,485 


16-66 16-83 16-19 


£51,211.001 | £39.540.466 | £38,154,992 


79-44 80-55 81-38 
£13,251,841 £8,728,403 


3-43 3-27 j 3-01 


£396,400 £201.744 £201,387 


£329,067 £162,840 | £169,709 
83-01 80-73 | 84-27 
£67,333 £38.904 £31,678 


£1.468,095 £874,507 | £815,599 


51-25 30-19 | 27-82 





£1,175,456 £825,480 £794,881 
80-07 94-39 97-46 
£292,639 £49,027 £20,718 
10-22 1-69 | 0-71 
| 
£118 449 £36,626 £36,203 
1-97 2-81 2-78 
£137,753 £49,148 | £49,456 
116 134 137 
loss £19,304 | loss £12.522 | loss £13,253 
| 
| 
£991,335 £2,794,047 £2,735,031 
9-78 11-19 10-52 
£978,506 £2,546,196 £2,551,385 
98-71 91-13 93 -29 
£12,829 £247,851 £183,646 | 
0-13 0-99 0-71 


£2,985,241 £2.073.970 £1,953,549 | 


60-30 74-99 71-49 


£2.596.369 £1.908.511 £1,789,403 


86-97 92-02 91-60 
£388,872 £165,459 | £164,146 | 
7-85 5-98 H 6-01 


(Continued on next page) 


G.W.R. 


1937 
£28,110. 84¢ 


Southern 


1936 
> | £26,729,440 


1937 L936 
£22:113.580 | £21.256.414 


18-52 17-68 15-16 14° 
£21,792,828 | £20,814,141 | £17.243,732 | £16.474 
17°52 77-87 77-98 17°30) 
£6.518.018 | £5,915.269 £4.869.84s8 £4.782.203 
4-16 3°91 3°34 5 es 5) 
| 
£73,226 £85,080 | £23,703 £24.78 
| 
£59,378 £69,307 £17384 £17319 
81-09 81-46 | 73°35 71-34 
£13.848 £15,773 £6.319 £6,959 
| | 
£339,282 | £318,651 £1.465,.232 £1,124,800 
81-76 76-78 | 52-20 40°35 
£319,331 | £301,056 | £1,127,690  £1,023,741 
94-12 | 94-48 | 76-96 91-02 
£19,951 | £17,595 £337.542 £101,059 
4-SI | 4-24 12-03 3°63 
£13,688 £14.256 12,316 £1,799 
1-85 1-89 5-94 2-32 
£33.032 | £31,346 £1.405 £883 
241 | 220 59 49 
loss £19,344 loss £17,090 £971 £916 
2-43 1-18 


£2,242.128 


10-70 


£1.899.746 


84-73 


£342,382 


1-63 


£767,014 


178 


£726,857 


94-76 


£40,157 


9-30 





| 


£1886,021 | £1.283.242 


| | 


£1,200. 139 


8-10 9-29 


| 


8-74 


£903,798 | 


£1,766,320 £842 486 
93 -65 | 70-43 | 70-20 
£119,701 | £379,444 | £357,653 
0-57 2-75 | 2-60 





| £744,785 | £147,518 £139,900 
210 10-95 10-08 
£666,487 £130,083 £131,190 
89-49 88-19 93-77 
£78,298 £17,435 £8,710 
22 1-29 0-63 





4y 


139 


iS 


653 


900 


190 
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Table 3—Revenue Receipts aud Expenditure of the whole undertaking, Years 1936 and 1937—Continuea 


COLLECTION AND DELIVERY OF 
PARCELS AND Goops— 


Gross Receipts (per Account 
No. 16) 

Kxpenditure (per Account No. 
16) 


Per cent. of gross receipts 


L.M.S.R. 

1937 1936 
£2,377,276 £2,275,451 
£2,839,257 £2,682,248 
119-43 117-88 


Vet receipts (per account No. 16)\loss £461,981 


\rn ‘TRANSPORT 
Gross receipts (per Account... 
No. 19) 
Expenditure (per Account No..... 
19) 


> . ve rid Hae Tae. ; 
Per cent. of gross receipts 


Loss (per Account No. 17) 
CaPITAL EXPENDED 
ToTaL— 
Gross receipts (per Account 
No. 8) 


Per cent. on capital expended 
Expenditure (per Account No. 8) 
Per cent. of gross receipts 
Net receipts (per Account No. 8) 


Per cent. on capital expended 


£28,121 


£64,656 


230 


loss £36,535 


..|£456,684.343 


16-61 


£75.855,536 


lloss £4( 16,797 


£20,856 


£48,738 


234 | 


loss £27,882 


£454,444,204 


£72,718,669 


16-00 


£61.989,608 | £59,159,138 


81-72 81-35 
£13,865,928 | £13,559,531 | 
3°04 2-98 
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L.N.E.R G.W.K Southern 
1937 1936 1937 1936 | 1937 1936 
£1,.362.669 | £€1,318,654 | £1,038,194 £982,534 | £542,975 | £519,195 
£1,766.518 | £1,636,298 | £1,278,.274 | £1,180,186 | £532,344 | £499,024 
129-63 124-08 123-12 | 120-12 | 98-04 | 96-11 
loss £403,849 |loss £317,644 |loss £240,080 lloss £197,652 £10,631 £20,171 
| 
£2,169 | 22,265 £2,210 | £1,543 
£11,999 | £10,977 £7,313 £5,891 
; 553 | 485 331 382 
. loss £9,830 | loss £8,712 | loss £5,103 | loss £4,348 
£352,589,512 |£351,736,607 |£185,390.751 |£184,695,041 £171,495,577 |£169,144,332 
| 


| 
| 
| 
| 


£56,430,244 | £53,943.407 


16-00 


£46,799, 159 | 


82-93 


2-73 


£9,631,085 | 


15-34 
83-69 
£8, 


2-50 


797,783 


£32.,586,547 


£45,146,124 | £26,121,445 


80-16 


£6,465, 102 | 


3°49 


| £30,763,032 | 


16-66 
£24,839,821 
8O- 
£5,923,211 


3°21 





£25,580,836 
| 
14-92 


| £19,963.749 


Table 4—Receipts in Respect of Railway Working (per Account No. 10), Years 1936 and 1937 


PASSENGER TRAIN TRAFFIC— 
Passengers, including season 
and workmen’s tickets 
Per cent. of traffic receipts 


Mails, parcels under 2 cwt., 
parcels post excess luggage, 
and other merchandise, per 
passenger train 

Per cent. of traffic receipts 


lotal passenger train receipts 
Per cent. of traffic receipts 
Goovs Train TRaFFIC— 
Merchandise (excluding classes 
1-6) 


Per cent. of traffic receipts ... 


Minerals and _ merchandise 


(Classes 1-6) 
Per cent. of traffic receipts 
Coal, coke and patent fuel 


Per cent. of traffic receipts . 


Live tock 


Per cent. of traffic receipts | 


Total goods train receipts 


Per cent. of traffic receipts .. 


TotraL TraFFic RECEIPTS 
Miscellaneous 
TotaL RECEIPTS IN RESPECT OF 


RAILWAY WorkKING 


L.M.S.R. 
1937 1936 
£20,379,099 | £19,421,208 
30-61 30-43 


£6,615,.212 


9-94 
£26,994.311 


40-55 


£18,824,622 
28-28 
£6,515,877 
9-79 
£13.649,766 
20-50 
£582,890 
0-88 
£39,573, 155 
59-45 


£66,567 466 


£666,614 | 


£67,234,080 


£6 541,983 | 


10-25 
£25,963,191 


40-68 


£18,372,763 


28-79 


} 
£6,066,728 


9-51 


£12,779,764 


20-03 


£630,853 


0-99 


£37,850, 108 


£63, 81 3, 299 
£649,542 


£64,462,841 


L.N.E.R. 


1937 
£13,153,370 


£4,471.661 


9-18 
£17,625,031 


36-19 


£12,618,037 


| 25-91 
£4.908,440 

10-08 
£13,173,969 

27-05 


£371,955 


0-77 
| £31,072,401 


63-81 


| 


1936 
£12,578,791 


27-05 


£4,391,762 | 


9-44 


| £16,970,552 


£48,697,432 | 


| £389,249 | 


£49.086.681 


36-49 


£12,176,897 
26°19 
£4,672,414 
10-05 
£12,305,218 
26-46 
£376,613 
0-81 
£29,531,142 
63°51 
£46,501 694 
£381,791 


£46,883,485 


G.W.R. 

1937 1936 
£8,508 .647 £8,094,427 
80°55 | 30-56 
£2,980,496 | £2,.967.855 

10-70 11-21 


£11,.489,143 


41-25 


£7.617,167 


27°35 


| £2.564,743 


21-25 
£261,912 
0-94 


£16,362,507 


‘ 


os io 
| £27,851,650 
| 


£259.196 


£28,110,846 


| 
£11,062,282 | 
41-77 | 


£7,467,038 | 


28-19 


£2,335,950 


8-82 


£5,340,805 


20-17 
£277,420 

1-05 
£15,421,213 | 

58-23 


£26,483,495 


£245,945 


£26,729,440 | 


£24,268,069 
14-35 


£18,994,747 





| 78-04 | 78-27 

| 

| £5,617,087 | £5,273,322 

| 3.98 3-12 

} 

| Southern 

l 
1937 | 1936 

£14,661,033 | £13,890,113 
67-10 | 66-11 
2,258,580 | £2.199,889 
10-34 10-47 


£16,919,613 


77-44 


£2,632.051 


12-04 


£608,986 | 


£1,631,875 
7°47 
£57,897 
0-26 
£4,930,809 
22-56 
£21,850,422 
£263,158 


£22,113,580 


¥ 
r 


£16,090,002 


7:74 
£63,672 
0-30 
£4,919,267 
23°42 
£: 21, 009, 269° 
£247,145 


£21,256,414 
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(Continued from page 618) in THe RatLway Gazette of last April 16, p. 749, and 
April 23, p. 803), and of equipment at goods depots 
The Chairman of the L.M.S.R. at the annual meeting THE RatLway GazettE of March 5 last, p. 423) is being 
on March 10 referred to the record speed of 114 m.p.h. pushed forward energetically, and attention is also being 
attained by the Coronation Scot on a trial run at the end given to the improvement of the principal marshalling yaris. 
of June. Last year the L.M.S.R. had 63 start-to-stop Substantial economies have already been effected. Electric 
runs at 60 m.p.h. and over, covering 6,227 miles daily. passenger train services in the Wirral Peninsula were brought 
That company now works over 300 braked freight trains. into operation on March 14 this year, and on the same day 
The L.M.S.R. in conjunction with the L.N.E.R. is providing electric passenger train services were inaugurated by thy 
a locomotive testing station at Rugby. The policy of L.N.E.R. between Newcastle and South Shields. It is | 
modernisation of motive power depots (as described in detail posed that in 1939 the Coronation Scot should take part 


Table 5—Number of and Receipts from Passengers and Average Receipt per Passenger, Years 4936 and 1937 


L.M.S.R. L.N.E.R. G.W.R. Southern 
1937 1936 1937 1936 1937 1936 1937 1936 
ORDINARY PassENGERS— 
First class— 
Number a 3,952,249 3,919,825 2,841,172 | 2,720,302 1,146,852 1,113.135 4,722,924 4,336,915 
Receipts — ; £1,398,849 £1,312,519 £884,972 | £829,022 | £532,841 £496,954 £999,565 £892,547 
Average per passenger 7/0-94 6/8 -36 6/2-76 | 6/L-14 | 9/3-51 8/11-15 4/2-79 4/1-39 
Second class— 
Number shin nt 9,451 8.391 1,008,557 | 1,076,271 -- — 581,302 | 420,945 
t 
Receipts i £119 £106 £104,404 £96,510 -- ~ £409,420 | = £311,210 
| 
Average per passenger 3-02d. 303d. 2/0-84 | 1/9-52 — - 14/1-04 14/9-44 
Third class— | 
Number 235.036.297 | 230,014,921 | 161,688,243 | 156,499,748 87,190,788 85.237.657 | 165,869,427 | 156,950,182 
| | | 
Receipts es | £15,480,096 | £14,648,329 | £9,723,860 | £9,246,121 | £7,038,709 | £6,676,809 | £8,916,393 | £8,510,429 
| | } 
Average per passenger S801 1/3-28 1/2-43 | 1/2-18 1/7-37 1/6-80 1/0-90 1/1-01 
| } 
WorkMEn’s Tick eTs— | 
Number , _..| 91,463,506 | 88,119,233 | 48,279,232 | 46,205,330 | 27,967,349 | 27,180,079 | 74,676,028 | 71,685,268 




















Receipts £1,229,348 £1,198,067 £721,931 £695,360 £329,598 £323,573 £1,128,742 | £1.099,752 
I 
Average per passenger ; 3-23d. 3° 26d. 3°59d. 3-61d. 2-83d. 2 -86d. 3-63d. | 3°68d. 
| | | 
ToraL— | 
Number a |} 330,461,503 | 322.062,370 | 213.817.204 | 206,501,651 116,304,989 | 113,530,871 | 245,849,681 | 233,393,310 
| | 
Receipts | £18,108,412 | £17,159,021 | £11,435,167 | £10,867,013 | £7,901,148 | £7,497,336 | £11,454,120 | £10,813,938 
| 
| | | 
Average per passenger L/L-15 1/0-79 1/0-84 1/0-63 1/4-30 1/385 11-18 11-12d. 
p g | | 
| | | | | 
Szason Tickets | | 
} 
First class— 
Number = . : 18,263 18,827 | 14,246 14,453 3,426 | 3,482 21,689 | 20,761 
Receipts ene ‘ini aa £490,641 £502,535 | £303,376 7 £310,659 £92,957 £93,308 £577,308 £558,297 
Second class— | | 
Number . _ 373 365 | 32.720 32,280 es en a = 
Receipts... .| £1,899 £1,875 | £391,863 | £392,186 — - m 2 
| | } 
Third class— } | 
Number 196,506 194,922 | 108,852 | 106,940 65,665 | 64,628 | 199,752 | 190,687 
Receipts ae aS ...| £1,778,147 £1,757,777 £1,022,964 | £1,008,933 £514,542 | £503,783 £2,629,605 | £2,517,878 
Torat— | | | 
Number | 215,142 214,114 | 155,818 | 153,673 69,091 68,110 | 221,441 211,448 
Receipts | £2,270,687 £2,262,187 | £1,718,203 | £1,711,778 £607,499 £597,091 £3,206,913 | £3,076,175 
| 


ToraL Recerrs rom Pas- | £20,379,099 | £19,421,208 | £13,153,370 | £12,578,791 | £8,508,647 | £8,094,427 | £14,661,033 | £13,890,113 
SENGERS, INCLUDING SEASON | 
TICKETS 








s10 


138 


761 


297 
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the World’s Fair in New York and afterwards make a tour of 


the United States and Canada as was done by the Royal Scot 


n 1933. It is hoped to open the staff college of training at 
Derby in May. 

Turning now to the accounts themselves it is worth noting 
that for the first time the companies have omitted the 
hillings and pence from the figures, and this alteration must 
be gratifying to the shareholders as it makes for simpli- 
fication and enables comparisons to be more readily made 
with the figures of the previous year. 


Tables 1 and 2—Capital Expenditure 


The net aggregate capital expenditure of the four group 
ompanies in 1937 has been £6,140,000 as compared with a 
orecast at the beginning of the year of £10,573,000. The 
L.M.S.R. spent only £376,000 on way and works, or less 
than one third of the forecast, but on the other hand 
spent £1,652,000 on rolling stock instead of £940,000 esti- 
mated. Sums of £63,000 were spent on workshops, £229,000 
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on road vehicles and garages (the estimate was £121,000), 
£81,000 on docks, £43,000 on subscriptions to other under- 
takings, and £140,000 on hotels. The very fine new hotel 
at Leeds was opened towards the end of the year. Credits 
to capital were given in respect of steamers displaced 
£46,372; land and property sold £300,000 and joint lines 
£107,000, of which £100,000 was in respect of the Midland 
& Great Northern Joint Line. 

The actual capital expenditure of the L.N.E.R. was only 
£853,000 as compared with a forecast of £4,900,000. Way 
and works cost £920,000, rolling stock £1,097,000, work- 
shop machinery £112,000, road vehicles £116,000, hotels 
£33,000, and subscriptions to other companies £49,000. On 
the credit side the sale of the s.s. City of Leeds realised 
£39,402, Tyne Dock £807,812, and land £210,472; and 
£112,839 was credited in respect of the Midland & Great 
Northern Joint Line. 

The Great Western capital expenditure was £696,000, 


(Text continued on page 627) 


Table 6—-Tonnage, Receipts, and Average Receipt per ton from Merchandise (excluding Classes 1-6), Minerals and Merchandise 
(Classes 1-6), and Coal, Coke, and Patent Fuel, and Total Goods Train Receipts, Years 1936 and 1937 


L.M.S.R. 


1937 


MERCHANDISE (excluding classes | 


1-6)— 
Tonnage 
Receipts 
Average per ton 


Percentage of total 
train receipts 


MINERALS AND MERCHANDISE 
(classes 1-6)-— 


Tonnage 
Receipts .... 
# 


Average per ton 


Percentage of total goods 


train receipts 
Coat, CokR, AND Patent FuEL— 
Tonnage 
receipts 
Average per ton 


Percentage of total goods | 
train receipts 


Torat— 
Tonnage 
Receipts .... 
Average per ton 
Live Stock— 
Number 


Receipts .... 





Percentage of total goods 
train receipts 


Tora Goovs Tram Recerpts | £39,573,155 | £37,850,108 


goods | 


29.570.757 
£18.824.622 
12/8-78d. 

47°57 
| 


| 
| 


30.753.305 
| £€6.515,877 
4/2 -85d. 


16°47 


78.773.979 


£13.649,766 


3/5-59d. 


34-49 


| 139,098,041 


£38,990.265 


5/7°27d. 


5,907,111 
£582,890 
1-47 





1936 


28,483,279 
£18,372,763 
12/10-8l1d. 


48-54 


28,909,393 
£6,066,728 
4 2-36d. 


16-03 


75,031,135 | 
£12,779,764 
3,4-°88d. 


33-76 


6,697,412 
£630,853 | 
1-67 


| 


L.N.E.R 


G.W 


1937 





-R 


| 


Southern 


1937 1936 1936 1937 1936 
22,324,952 | 21,432,302 | 13.534.323 | 12,774,314 5,026,839 | 4,860,555 
£12,618,037 | £12,176,897 | £7,617.167 | £7,467,038 | £2,632,051 | £2,564,256 
11/3 -65d. 11 /4-36d. | 11/3-07d. 11/8-29d. 10/5 -66d. 10 6-62d. 

40-61 41-23 | 46-55 48-42 53-38 52-13 
| 
26,861,977 | 25,646,508 12,161,076 | 10,930,731 2.958.948 3,403,691 
£4,908,440 | £4,672,414 £2,564,743 | £2,335,950 £608,986 £666,555 
3/7 85d. 3/7-72d 4/2 -62d. 4/3-29d. 4/1 -39d. 3/11-00d. 
15-79 15-82 | 15-68 15-15 12-35 13-55 
| 
86,644,194 | 82,779,884 | 46,367,787 | 41,384,154 8.434.979 8,584,469 
£13.173,969 | £12,305,219 | £5,918.685 | £5,340,805 | £1,631,875 | £1,624,784 
3/0-49d. 2/11-68d. | 2/6 -64d. 2/6-97d. 3/10-43d. 3/9-42d. 


| £31,072,401 

















42-40 41-67 36-17 | 34-63 33-10 33-03 
| 
| 
| 
135,831,123 | 129,858,694 | 72,063,186 | 65,089,199 | 16,420,766 | 16,848,715 
£30,700,446 | £29,154,530 | £16,100,595 | £15,143,793 | £4,872,912 | £4,855,595 
4/6-24d. 4/5-88d. 4/5-62d. 4/7-84d. 5/11-22d. 5/9-17d. 
3,880,816 | 4,385,035 | 2,149,083 2,482,238 555,615 684,580 
£371,955 | £376,612 £261,912 £277,420 £57,897 £63,672 
1-20 1-28 1-60 1-80 1-17 | 1-29 
ee ee - aie 
€31,072,401 | £29,531,142 | £16,362,507 | £15,421,213 | £4,930,809 | £4,919,267 








624 Supplement to THE RAILWAY GAZETTE, March 25, 1938 


Merchandise (excluding Classes 
1-6) 

Minerals and merchandise 
(Classes 1-6) 

Coal, coke, and patent fuel 

Total 

Principal Traffics— 
Bricks, blocks, and tiles 
Cement and lime 
Creosote, tar, and pitch 
Grain, flour, and milling offals 
Gravel and sand 
Iron and steel blooms, billets, 

ingots, &e. 
[ron and steel scrap 
[ron and steel, other descrip- 
tions 

[ron ore 
Iron, pig 
Limestone and chalk 


Manure, packed 


Oil cake 


toad making and road repair- | 


ing material 


Round timber, including mining 


Timber, other than round 
Vegetables 
Licsttech—~ 
Horses 
Cattle 
Caives 
Sheep and lambs 
Pigs 
Miscellaneous 


Total a tie 


Table 7—Originating Freight Traffic, Years 1936 and 1937 


L.M.S.R. L.N.E.R. G.W.R. 

1937 1936 1937 1936 1937 1936 
Tons Tons Tons Tons Tons Tons 
19,004,580 18,319,448 16,709,960 16,097,741 9.354.363 8,921,891 
24,722,839 23,267,959 22,079,490 20,663,464 8,782,542 7,683,969 


63,933,220 60,789,038 75,962,906 72,970,805 | 38,178,999 | 


107,660,639 102,376,445 | 114,752,356 109,732,010 | 56,315,904 





2,252,767 | 2,263,221 | 2,039,357 2,337,357 | 439.617 | 
1,334,382 1,287,630 875,797 806,866 | 540,198 
878,417 838,907 730,058 667,131 213.498 | 
615,382 670,390 1,262,102 1,305,422 956.360 
1,054,861 964,330 662,503 | 606,238 299,720 | 
1,548,507 1,403,085 1,876,208 1,557,756 1,281,087 | 
2,467,560 | 2,425,944 | 1,852,364 | 1,643,287 | 1,089,754 
3,733,074 | 3,284,480 | 3,625,785 | 3,175,376 1.720.331 
4,780,660 4,241,707 6.120.016 5,068,316 1,457,218 
1,925,179 | 1,909,795 1,145,281 1,106,609 570,470 | 
2,897,110 | 2,600,916 1.843.923 | 1,540,664 | 418,472 
245,348 | 242,034 700,823 | 601,442 | 143,207 
174,396 | 475,301 | 272,629 | 370,273 | 240,344 
1,616,985 | 1,772,310 180,117 | 664,125 | 810.563 
369,644 | 370,681 1.407.597 1,184,448 | 993,146 | 
906.349 835,618 830,193 872,942 | 259,272 
265,391 | 356,267 1,301,102 | 546,895 92,879 
~ leads “Heads | Weak: | Heads | Mead 
8,436 | 9,256 6.987 6,346 12.674 
1,048,343 | 1,152,192 871.081 897,044 377.219 
109.714 114,139 95,159 94,142 83.625 
2,501,717 2,957,273 1,446,800 1,653,259 642.797 
$79,292 $90,086 583,022 779,259 363.879 
251 246 189 459 | 52 
“4,147,753 1,723,192. ~~ 3.003.238 3,430,509 - 1 480,246 


33,662,866 


50,268,726 


412,170 
583,867 
218,574 
LO73.815 
170,158 
1,185;790 


909,971 


1,533,278 | 


1,072,718 
443,375 
378,344 
103,683 


242,593 


833,333 | 


796.354 
232,824 
122.000 
Heads 

12,200 
404,097 
92,859 
723,594 
526,179 
17 


1,758,946 


Financial and Operating Results of 


Southern 


1937 


Tons 
3,119,680 


1,428,012 
3,340,517 
7,888,209 | 
110,558 
246,519 | 
125,371 
198.833 
93.389 
3.617 
178.585 | 
41.863 | 
5.627 
1,588 
98.383 | 
105,296 | 
51,104 | 


| 
| 


108,424 


189,735 


36,037 


51.584 
Heads | 
3.325 | 
100.280 | 
9.499 
230,362 


128,654 


1936 


Tons 
2,929,427 


1,642,915 
3,914,465 


8,086,805 


131,909 
199,444 
125,093 
174,557 
109,961 
5,781 
148,305 
34,236 
8.686 
860 
70,676 
123,113 
58,600 
248,607 
42,777 
113,630 
49,003 
Heads 

5,196 
102,103 
10,875 
275,510 
166,002 
5Y 


559,745 





Vita 





MAINTENANCE OF WAY AND 
WorRKS. 


Per cent. of traffic expen- 


diture 
MAINTENANCE OF ROLLING- 
STOCK. 
Per cent. of capital expen- 
diture on rolling-stock. 
Per cent. of traffic expen 
diture 
LocomoTIvVE RunniInNG Ex- 
PENSES. 
Per cent. of traffic expen- 
diture. 
[TRAFFIC EXPENSES . 


he British Group Railways in 1937 


Table 8— Expenditure in respect of Railway Working, Years 1936 and 1937 
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L.M.S.R. L.N.E.R. G.W.R. Southern 
1937 1936 1937 1936 1937 1936 1937 1936 
£7,570,416 | £7,155,188  £5,371,239 —-£5,097,420 - £3,256,487 | £3,041,298 | £3,528,870 | £3,284,682 
14-14 13-99 13-54 13-31 15-01 14-67 20-49 19-97 
$8,882,333 | £8,356,297 | £8,443,596  £8,491,893 | £3,434,833 | £3,216,102 | £2,526,358 | £2,386,244 
14-22 | 13-75 17-53 18-30 15-94 15-03 | 13-44 | 13-45 
16-59 16-33 21-28 22-18 15-83 | 15-52 14-67 | 14-51 


£4,364,925 £4,208,090 


£13,433,796 | £12,691,195 | £10,016,984 | £9,417,259 | £5,341,381 £5,095,170 | 
25-09 24-8] 25-25 24-60 24-62 24-58 25-34 25°58 


| | 
£19,283,378 | £18,674,190 | £13,186,998 | £12,719,385 £7,622,955 £7,340,122 | £5,267.937 £5,078,042 




















Per cent. of traffic expen- 36-01 | 36-50 33°24 33-22 35°14 35-42 | 30-59 30°87 
diture. | | 
GENERAL CHARGES ... £2,375,356 | £2,359,705 £1,294.053 £1,273,089 £1,022,122 £995,928 £756,503 | £756,030 
| | 
Per cent. of traffic expen- 4-43 | 4-61 3°26 3°33 4-7] 4-81 4-39 4°59 
diture. 
Law CHARGES £65,542 £68,457 | £40,928 £43,101 £38,184 £29,744 £26,550 | £34,146 
Per cent. of traffic expen- 0-12 0-13 0-10 0-11 0-18 0-14 0-15 0-21 
diture. 
PARLIAMENTARY EXPENSES £12,376 £12,677 £1.728 £3,536 £1,238 £4,406 £2,000 | £2,000 
Per cent. of traffic expen- 0-02 0-03 0-01 0-02 0-01 0-01 
diture. 
COMPENSATION £403,731 £364,641 £319,579 -226,671 £149,926 £141,007 £88,253 £73,474 
Per cent. of traffic expen- 0-75 0-71 0-81 0-59 0-69 0-68 0-51 0:45 
diture. 
Rates TRIBUNAL £4,228 £4,500 | £3,505 £3,681 £2,262 £2,368 £1,959 | £2,043 
Per cent. of traffic expen- 0-01 | 0-01 | 0-01 0-01 0-01 0-01 0-01 | 0-01 
diture 
Rates, TAXES AND TITHE £249,512 £216,325 £190,800 £195,360 | £192,523 £197,935 £124,830 | £113,232 
RENT CHARGES | 
Per cent. of traffic expen- | 0°47 4-42 0-48 } 0-51 0-89 0-96 0-73 0-69 
diture 
RAILWAY Freient Re- £746,120 £748,319 £519,145 £531,154 £546,400 £570,000 £371,082 | £341,337 
BATES FuND | | 
Per cent. of traffic ex- | 1-39 1-46 1-31 1-39 2-52 2-75 2-16 2-08 
penditure 
NATIONAL INSURANCE ACTS £532.851 £519,464 £426,109 £419,216 £243,517 £239,214 | £161,477 | £164,573 
Per cent. of traffic expen- 1-00 1-02 | 1-07 1-09 1-12 1-15 0-94 1-00 
diture | | 
Runnina Powers (BALANCE) |Cr. £10,137 | Cr. £9,200 i¢ ‘rv. £140,076 | Cr. £134,539 |Cr. £156,277 | Cr. £147,075 £2,492 | £5,393 
| | | 
Per cent. of traffic expen- | 0-02 0-02 } 0-35 } 0-35 0-72 0-71 } 0-01 0-03 
diture | —— . 9 fi SPE ee oe evra) |B pian ms mepgs 
Tora Trarric Expenpr- | £53.549,502 | £51,161,758 | £39,674,588 | £38,287,226 | £21,695,551 | £20,726,219 | £17,223,236 | £16,449,286 
TURE | 
Per cent. on traffic receipts | 80-44 80-17 81-47 82-34 77-90 78-26 } 78-82 78-30 
| 
Per train-mile | 6s. 7-71d. 6s. 5-68d. | 6s. 10-05d. | 6s. 9-34d. 6s. 4-22d. 6s. 1-87d. 4s. 11 -09d. 4s. 9-83d. 
MILEAGE DEMURRAGE AND £1,819 £4,038 | Cr. £167,473 | Cr. £171,187 £94.44] £84,829 £15,697 £19,631 
Wacon Hrre (BALANCE) 

MISCELLANEOUS £46,352 £45,205 £33,351 £38,953 | £2,836 £3,093 £4,799 | £5,295 
Total expenditure €53,597,673 | £51,211,001 | £39,540,466 | £38,154,992 | £21,792,828 | £20,814,141 | £17,243,732 | £16,474,212 
Per cent. on receipts in re- 79-72 79-44 80-55 81-38 77-52 77°87 77-98 77°50 

spect of railway working 
Per train-mile 6s. 7-79d. 6s. 5- 76d. 6s. 9-77d. 6s. 9- 06d. 6s. 4-56d. 6s. 2° 18d. 4s. 11-16d.| 45. 9-92d. 











| 
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Table 9—Maintenance and Renewal of Way and Works, Abstract “‘ A,” Years 1936 and 1937 
L.M.S.R. L.N.E.R. G.W.R. Southern 
; 1937 1936 1937 1936 =| = :1987 | 1936 36©| 1987 =| dg 
Miles of line maintained reduced 19,081 19,125 16,303 16,303 | 8.688 8,686 | 5.295 | ol 
to single track (including sid- | | | 
ings) (per Statistical Return X) 
Train mileage (per Statistical 161,224,565 | 158,061,676 | 116,049,802 | 112,964,749 | 68,314,864 67,344,140 | 69,958,739 | 68,262.73] 
Return XIIs) 
Traffic receipts (per Account £66,567,466 | £63,813,299 | £48,697.432 | £46,501,694 | £27,851,650 | £26,483,495 | £21,850,422 | £21,009 269 
No. 10) : 
SUPERINTENDENCE (SALARIES £504,289 £509,769 £306,721 £308,448 £189,781 £183,797 | £179,206 | £175.16) 
ZAND OFFICE EXPENSES) 
Per mile of single track £26 -43 £26 - 66 £18-81 £18-92 £21-85 | £21-16 £33 -85 | £33-0 
Per train-mile 0+ 75d. 0-77d. 064d. 0-65d. 0-67. | 0-65d. | O-62d. | 0-624. 
MAINTENANCE OF Roabs, BRIDGES £875,140 £874,902 | £615,224 £596,929 | £398,966 | £380,533 | £430,225 | £378 510 
AND WorKS 
Per mile of single track £45 -87 £45-75 {37-74 £36-61 | £45 -92 £43-81 | £81-25 £71-40 
Per train-mile 1 -30d. 1-33d. | 1 -27d. 1-27d L-40d. 1-36d. | 1-48d, 1 -33d 
MAINTENANCE OF PERMANENT | 
Wayr— 
ComMPLETE RENEWALS— | | 
Mileage of single track re- 635 583 293 276 261 | 275 | 209 207 
newed (per Statistical RKe- 
turn X) | 
W ages £363,824 £336,613 £182,513 £170,063 £158,608 | £138,504 £151,208 £151,208 
Per mile of single track £19-07 £17-60 £11-20 £10-43 £18 -25 | £15-94 £28 -56 £28-55 
Per mile of single track re- £573 £577 £623 £616 £608 £504 | £723 £731 
newed } 
Per train-mile 0-54d. 0-5ld. | 0-38d. 0- 36d. 0-56d. | 0-49d. | 0-52d 0- 53d. 
| | | 
Materials £917,007 £865,554 | £475,798 £454,140 | £427,248 £443,050 | £453,949 £433,733 
| | 
Per mile of single track £48 -06 | £45-26 |} £29-18 £27-86 | £49-18 | £51-01 | £85-73 £81-82 
| } 
Per mile of single track £1,444 £1,485 £1,624 £1,646 £1,637 | £1,611 | £2,172 £2,095 
renewed | 
Per train-mile L-37d. 1 -32d. | 0-99d. 0-97d. 150d. | 1- 58d. 1 -56d 1 -52d 
Engine power and wagon £76,594 £77,525 £35,607 £29,525 £25,799 £24,161 p29,413 £33,446 
repairs 
Per mile of single track £4-01 | £4-05 | £2-18 £1-81 £2-97 £2-78 £5-55 £6-3] 
| | 
Per mile of single track £121 | £133 | £121 £107 £99 £88 | £141 £162 
renewed 
Per train-mile O-1ld. 0-12d. 0-07d. 0: 06d. 0-09d. 0-09d. | 0-10d. 0- 12d. 
T'otal £1.357.425 £1,279,692 £693,918 £653,728 £611,655 £605,715 | £634,570 £618,477 
Per mile of single track £71-14 £66-91 £42 -56 | £40-10 £70 +40 £69-73 | £119-84 | £116-68 
Per mile of single track £2,138 £2,195 | £2,368 £2,369 £2,344 £2,203 £3,036 £2,988 
renewed | 
Per train-mile 2-02d. 195d. 1 -44d. 1-39d. 2- 15d. 2-16d. | 2-18d. 2-17d. 
Percentage of capital ex- | 0-43 0-44 0-29 0-28 0-48 0-48 0-51 0-50 
penditure on way and | 
works (per Account | | 
No. 4) | | | 
REPAIRS AND PartiaL ReE- | 
NEWALS— | 
Wages £2,130,422 £2,032,833 £1,713,608 | £1,586,122 | £974,274 £918,778 | £827,956 £814,756 
| 
Per mile of single track | £111-65 £106-29 £105-11 | £97-29 | £112-14 £105-78 | £156 -36 £153-70 
| | | | 
° ‘ | e.19 je ny 
Per train-mile | 3-17d. 3-09d. 354d. 3°37d. | 3-42d. 3-28d. | 2-84d. 2-87d. 
; ' | 
Materials | £519,288 £568,211 £527,154 £474,973 £151,639 £158,055 | £342,591 £382,242 
Per mile of single track ...) £27-21 £29-71 £32 -33 £29-13 £17 -46 £18-19 | £64-70 | £72-11 
i a 
Per train-mile Sal 0-77d. 0- 86d. 1 -O9d. 1-Old. 0-53d. 0- 56d. 1-17d. | 1-34d. 
Engine power and wagon | £103,177 £106,315 | £66,763 £55,723 £56,937 £58,977 £25,231 | £27,369 
repairs 
Per mile of single track £5-41 £5-56 £4-10 £3-42 £6 55 | £6-79 £4-77 | £5-16 
Per train-mile 0- 16d. 0- 16d. 0- 14d. 0- 12d. 0 -20d. | O-2Id. | 0-09d. | 0- 10d. 
| 


(Continued on next page) 
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Table 9—Maintenance and Renewal of Way and Works, Abstract “‘ A,’’ Years 1936 and 1937—Continued 





L.M.S.R. L.N.E.R. G.W.R Southern 
1937 1936 1937 1936 1937 | 1936 | 1937 1936 
sPAIRS AND ParTIAL ReE- 
NEWALS—continued | 
Total one re jt £2,752,887 £2,707,359 | £2,307,525 £2,116,818 £1,182,850 | £1,135,810 | £1,195,778 £1,224,367 
Per mile of single track ....| £144°27 | £141-56 £141 -54 £129-84 £136°15 £130-76 £225-83 £230 -97 
Per train-mile ie _ 4-10d. | 4-11d. 4-77d. 4-50d. 4-15d. | 4-05d. 4-10d. | 4-31d. 
MAINTENANCE OF SIGNALLING £708,285 £652,982 £610,464 | £579,550 £287,303 £306,156 | £411,070 £483,875 
Per mile of single track ....| £37-12 | £34-14 | £37-45 £35-55 | £33 -07 £35 -25 £77 -63 | £91-28 
Per train-mile ee seal 1 -O5d. 0-99d. | 1 -26d. 1-23d. | 1-Old. 1-09d. | 1-41d. 1-70d. 
‘ | ee | scteiiialiaias a 
MAINTENANCE OF ‘TELEGRAPHS £206,236 £198,954 | £159,707 £149,752 | £88,567 £72,680 | £88,595 | £79,498 
AND TELEPHONES | | 
Per mile of single track , £10-81 | £10-40 £9-80 | £9-19 £10-19 £8 -37 | £16-73 £15-00 
| | 
Per train-mile : : -| 0-31d. 0- 30d. 0-33d. | 0-32d. 0-3ld. | 0- 26d. 0 -30d. 0-28d. 
MAINTENANCE OF ELECTRIC £32,037 | £33,320 £11,949 £23,917 | £3,207 | £3,105 | £79,718 £66,443 
TRACK EQUIPMENT 
Per mile of single track £1-68 £1-74 £0-°73 £1-47 | £0:37 | £0-36 | £15-06 | £12-53 
Per train-mile as oe 0-05d. 0-05d. 0-02d. 0:05d. | 0-Old. 0-Old. | 0-27d. | 0-23d. 
MAINTENANCE OF STATIONS | £1,133,961 , £1,094,568 £782,545 £756,538 | £455,143 £402,343 | £753,003 | £838,851 
AND BUILDINGS | | 
Per mile of single track £59-43 | £57°23 £48 -00 £46-40 | £52-39 | £46-32 £142 -2] | £158-24 
Per train-mile eoee sees 1 -69d. 1 - 66d. 1 -62d. 1-6ld. 1-60d. | 1-43d. | 2-58d. | 2-95d. 


[RANSFER TO OR FROM Svous- 
PENSE ACCOUNT tinal ame he a i Sethe 
£7,570,416 £7,155,188 


£156 | Cr. £196,358 | Cr. £116,814 | Cr. £88,259 | 


£5,371,239 £5,097,420 


£39,015 | Cr. £48,841 | Cr. £243,295 | Cr. £580,399 





l'otal of abstract £3,256,487 £3,041,298 | £3,528,870 | £3,284,682 
Per mile of single track £396 -75 £374-12 £329 -46 £312-67 | £374-83 £350-14 £666 -45 £619-63 
| 
Per train-mile - 11 -27d. 10-86d. 11-1ld. 10-83d. | 11 -44d. 10-84d. 12-1ld. 11 -55d. 
Per cent. on traffic receipts 11-37 11-21 11-03 10-96 11-69 11-48 16-10 15-63 
——EE = - —_ -_ $$ __ —__—_— —EEEE = = ——_—_—_— sieiaientiieamidne ——EEE —_——_—__— —$—$___—_— _ -—_ ———eee 
| 
QUANTITIES OF PRINCIPAL | 
MATERIALS USED (PER | 
STATISTICAL RETURN X)— } 
Yards Yards } Yards Yards Yards Yards Yards Yards 
Ballast = sein yeas na 577,750 626,594 509,119 466,826 303,335 302,805 355,822 | 321,545 
Tons Tons Tons Tons Tons Tons Tons Tons 
Rails a aie = mee 96,831 92,457 48,674 46,737 30,978 30,830 31,874 32,526 
No. No. No. No. No. No. No. No. 
Sleepers .... ns oe seed 1,663,374 1,566,713 1,245,140 1,166,964 662,689 655,635 683,525 688,510 


(Continued from page 623) 


x little more than half the estimate although £156,000 was 
spent on rolling stock as compared with an estimate of 
only £28,000. Sums of £358,000 were spent on way and 
works, £48,000 on workshops and a similar amount on 
road vehicles, £77,000 on hotels, £46,000 on land and 
property, and £29,000 on subscriptions to other companies. 
Credit is taken for £15,000 in connection with the Stour 
bridge Extension Canal, and £53,000 in respect of docks. 

The Southern actually spent more on capital account 
than was estimated and this was mainly due to a charge 
of £1,050,000 in respect of rolling stock. Nearly £1,000,000 
went on electrification, £276,000 on new lines and station 
inprovements, £81,000 on docks, £20,000 on steamboats, 
£14,000 on workshops, and £22,000 on electric power 
stations. On the credit side the sale of the company’s 
hotel at Deal realised £44,000 and land sales brought in 
£56,000. 

Prospective capital expenditure in 1938 is on the high 
side and totals over £16,000,000. The L.M.S.R. programme 
amounts to £3,729,000, which includes £1,140,000 on way 


and works, £2,004,000 on rolling stock, £150,000 on steam- 
boats, and £118,000 on workshops. The L.N.E.R. estimate 
of £8,385,000 is mainly made up of £3,164,000 on way and 
works and £4,839,000 on rolling stock, but £166,000 is to 
be spent on docks and £123,000 on workshops. The Great 
Western estimated expenditure of £1,505,000 is modest in 
comparison with that of the other companies. Sums of 
£866,000 are to be spent on way and works, £415,000 on 
new lines between North Acton and Ruislip and between 
Ruislip and Denham, and £102,000 on workshops. On the 
Southern, electrification estimated to cost £1,300,000 repre- 
sents just over half the prospective total capital expenditure 
of £2,520,000. On station improvements £300,000 is to be 
spent, and a similar amount on the new line between Mot- 
spur Park and Leatherhead; £400,000 goes to electric trains, 
£190,000 to Southampton Docks, and £30,000 to a new 
steamer on the Lymington and Yarmouth service. 

If the whole of the expenditure thus forecast is actually 
incurred in 1938 there is not much to be feared in the way 
of unemployment. 


(Text continued on page 630) 
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Table 10—Maintenance of —— Abstract “ B,” Years 1936 and 1937 
L.M.S.R. L.N.E.R. G.W.R. Southern 
1937 1936 1937 1936 1937 1936 1937 O36 
ENGINE MILES PER STATISTICAI 
RETURN XIIc— 
Steam | 227,876,435 | 223,030,915 | 172,707,839 | 165,948,232 99,511,068 | 96,992,977 49,470,019 51,047.7 
Electrie Traction 6,211,764 | 6,202,862 | 1,460,832 1,439,723 369,131 | 367,360 33,212,992 30,488. ] 
Steam Rail Motors 74,854 122.552 3,124,036 | 2,533,203 - | | 18.654 19 
Any other form of power 797,675 559,405 | 98,743 106,007 910,815 911,034 | 19,125 
Total 234,960,728 | 239,915,734 | 176,391, 450 | 170,027,165 | 100, 791, 14 | 98,271,371 | 82,720,790 | 81,555,04 
— 7 = |——__—__—__—____ iets ——— ~ ‘ain ae 
| | | | 
TRAFFIC RECEIPTS PER ACCOUNT 
No. 10 | | | 
Passenger ,£26,994,311 | £25,963,191 | | £17, 625,031 £16,970,552 | £11,489,143 | £11,062,282 | £16,919,613 | £16,090.1% 
Goods £39,573,155 | £37,850,108 | £31,072,401 | £29,531,142 | £16,362,507 | £15,421,213 | £4,930,809 £4,919 2¢ 
‘ satel _ middie — ee 
| | | | 
Total £66,567,466 | £63,813,299 | £48,697, 432 £46,501,694 £27,851,650 £26,483,495 | £ 221,850,422 | £21,009, 2% 
- —_ — = ee 
| ; | 
Stook oF ENGINES, &C., PER STa- 
TISTICAL Return [la— i 
Locomotives— | 
/ 
Steam 7,657 7.660 | 6,576 | 6.718 3,632 | 3,587 | 1,814 L852 
| | 
Electric 13 13 ioe 
| | 
Internal-Combustion 31 31 2 : 1 | 1 | 3 
| 
Rail Motor Vehicles— | | | 
Steam 5 iF) 80 85 — l 
Electric 249 249 108 82 20 2) | 1,394 1.183 
Internal-Combustion 3 3 4 1 | 18 17 a 
Total 7,945 7,952 6,783 6.904 3.671 3,625 | 3,212 3,036 
7 - = 
LocoMoTIVES, &C., COMPLETELY 
RENEWED PER’ STATISTICAL 
Rerurn XI 
Locomotives 
Steam 266 308 147 88 150 | 150 13 
Internal-Combustion 22 3 
| 
tail Motor Vehicles | 
Steam 
Electric | 59 | 
| | 
Internal-Combustion 3 
| 
SUPERINTENDENCE (SALARIES, £347,817 £364,528 | £299,794 £301,845 | £115,633 £109,512 £101,135 | £102,513 
Orrice EXPENSES) 
LOCOMOTIVES AND TENDERS 
(STEAM) | 
Complete renewals £1,018,108 | £1,927,704 | £519,636 £522,287 | £473,215 | £432,869 | £41,084 | £24,328 
° | | 
tepairs and Partial Renewals £3,324,603 | £3,181,160 | £3,133,565 | £3,215,762 | £1,455,970 | £1,376,750 | £709,408 | £719,013 
Per engine. £434 | £4h4 £476 | £479 | £401 | £384 £391 £388 
Per engine-mile (steam) 3-50d. 3-42d. 4-35d. | 4-65d. | 3°-51d. 3-41d. 3°44d. 3°38d. 
mn | | | 
Transfer to or from Renewal | (‘r,¢133,495 | C'r.£1,107,079 £115,501 | £98,385 | Cr.£170,716 | Cr.£151,063 | £145,117 £123,672 
Account | | | 
Engine power supplied to and | Cr.£149,724 | Cr.£145,143 | Cr.£286,043 | Cr.£240,463 | Cr. £68,093 | Cr. £60,728 | Cr. £18,133 | Cr. £21,286 
by the Company (balance | | 
‘ = saath : —— —_ a 
Total £4,059,492 £3,856,642 £3, 482.6: 59 | £3,595,971 | 1 690,376 | £i, (597.1 828 | £877,476 £845,727 
(Continued on next page) 
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Table 10—Maintenance of Rolling-Stock, Abstract “B,” Years 1936 and 1937—Continued 





L.M.S.R. L.N.E.R. G.W.R Southern 
1937 1936 1937 1936 1937 1936 1937 1936 
Per engine £530 £501 £529 | £535 £465 £445 £484 £457 
Per engine-mile (steam) 4-28d. 4-15d. 4- 84d. 5-20d. 4-O8d. 3°95d. 4- 26d. 3-98d. 
Per cent. on trattic receipts 6-10 6-04 7°15 7:73 6-07 6-03 4-02 4-03 
Engine miles run per steam 29,76! 29,116 26,263 | 24,702 | 27,398 27,033 27,271 27,564 
engine per annum 
LOCOMOTIVES (ELEcrRIc)— | 
tepairs and partial renewals £139 £119 
Per engine-mile (electric 
loco.) L- 88d. 1 -68d. 
Perengine. ‘ — £11 | £9 
Per cent. on traffic receipts 
Rat. Motor Venicies (OTHER | 
THAN KLECTRIC)— 
Complete renewals — Cr. £819 £1,539 £14,562 
tepairs and partial renewals £2,928 £3,782 | £39,052 £43,859 | £10,846 | £8,859 £230 £198 
Per mile (rail motor) 9- 38d. 7- 40d. t-41d. 4-16d. | 2- 86d. 2-33d. 2- 96d. 2-49d., 
Per vehicle (rail motor) £366 £315 £465 £493 £603 | £521 £230 £198 
| 
| 
Transfer to or from Renewal £1,706 | Cr. £269 £28,731 £30,788 £4.438 | Cr. £10,410 £100 £100 
Account 
Engine power supplied to and Cr. £8 | Cr. £11 
by the Company (balance) 
Total £3,815 £5,052 £67,775 | £74,636 £15,284 £13,011 £330 | £298 
Per mile (rail motor) 12-23d. | 9- 89d. 7: 66d. 7-07d. 4-O3d. 3-43d. $-25d. 3-75d. 
Per vehicle £477 £421 £807 £839 £849 £765 £330 £298 
Per cent. on traftic receipts 0-01 0-01 0-14 0-16 0-05 0-05 — 
Ratt Moror VEutcves (ELEctTRIC) 
Complete renewals £313 | Cr. £22 | £109,238 £247,947 
tepairs and partial renewals £113,909 | £12,1783 £23,796 £17,299 £10,331 £11,188 £227,025 £224,355 
Per vehicle £457 £489 | £220 £211 €517 £559 £163 | £190 
Transfer to or from Renewal £46,851 £45,066 | £8,338 £7,157 | Cr. £3,958 | Cr.£172,565 
Account | | 
Engine power supplied to and “se £3,374 | £3,343 
by the Company (balance) 
————— : : — = = Do oO 
Total £161,073 £166,827 | £32,134 | £24,456 | £10,331 £11,188 | £335,679 | £303,080 
Per vehicle £647 | £670 | £298 £298 | £517 | £559 | £241 | £256 
Per cent. on traffic receipts 0-24 0-26 0-07 0-05 0-04 0-04 | 1-54 1-44 
NUMBER oF CoacuING VEHICLES 23,422 23,656 | 19,225 19,297 | 9,021 | 8,796 6.983 7,044 
(PER STATISTICAL RETURN | 
ITc) 
| 
CoacuiIna VEHICLES COMPLETELY 670 987, | 649 999 166 292 154 228 
RENEWED (PER STATISTICAL 
RetTurN XT) 
Coacuina VEHICLES (other than 
Rail Motors) | 
Complete renewals £714,218 £1,.620,044 | £1,163,610 £1,156,648 £474,888 £447,266 | £148,638 £350,920 
| | } 
Repairs and partial renewals £1,227,516 £1,130,582 | £1,316,128 £1,385,852 | £602,288 | £534,361 £619,614 £652,918 
Per vehicle ... £52 £48 £68 £72 £67 £61 £89 | £93 
Transfer to or from Renewal £195,938 | Cr.£804,327 | Cr.£542,552 Cr.£631,415 | Cr.£223,607 Cr.£180,701 £98,197 | Cr.£160,836 
Account ————— SS | S | —_ —— —_________ ——-- 
Total £2.137,672 £1,946,299 £1,937,186 | £1,911,085 | £853,569 £800,926 £866,449 | £843,002 


(Continued on next page) 
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Financial and Uperating Kesults o/ 


Table 410—Maintenance of Rolling-Stock, Abstract ‘“‘ B,"”” Years 1936 and 1937—Continued 


Per vehicle 


Per cent. on passenger train | 


traffic receipts 
NUMBER OF MERCHANDISE AND 
MINERAL VEHICLES (PER 
STaTISTIOAL REtTuRN IID) 


MERCHANDISE AND MINERAL 
Veuicies CompLeETELY ReE- 
NEWED (PER STATISTICAL 
Return XJ) 


MERCHANDISE AND MINERAL 
VEHICLES 
Complete renewals 


Repairs and partial renewals 


Per vehicle 


Transfer to or from Renewal | 


Account 
Total 
Per vehicle 
Per cent. on goods train 


traffic receipts 
ToTaL oF ABSTRACT 


L.M.S.R. L.N.E.R. G.W.R. Southern 
1937 1936 1937 1936 1937 | 1936 1937 Lo3e 
£91 £82 | £101 £99 | £95 £91 €124 £ 
} 
7-92 7-50 10-99 11-26 | 7-43 7-24 5-12 5-24 
981,753 273,677 | 253,912 244.389 | 83,650 80,267 | 33.918 33,9 
2,829 13,281 | 19,736 8,055 | 5,127 4,367 | 1,034 | 1.3 
| | | 
| 
| 
| | | 
| £342,322 | £1,678,449 | £2,884,951 | £1,215,482 | £536,871 | £420,530 £165,458 £200 21 
£1,272,226 | 1,182,719 | £1,662,159 | £1,655,707 | £492,269 : £453,323 | £189,089 £156.624 
| | 
| | -—— 
| £4-52 £4-° £6°55 £6-77 £5-88 | £5-65 £5-°57 £4-6i 


£557.916 


£2.172,464 
£7-71 
5°49 


£8,882,333 


32 | 


, . ; 
(r.£844,219 | Cr.£1,923,201 Cr.£287,408 | Cr.£279,500 | Cr.£190,216 | Cr. £9,258 Cr. £65,216 


£2,016,949 


£7 


5°33 


£8,356,297 | £8,443,596 | £8,491,893 | 





£2,623.909 | £2,583,781 | £749,640 £683,637 | £345,289 £291,624 
-37 | £10-33 £10-57 | £8-96 £8 -52 £10-18 £8 -58 
8-44 8-75 | 4°58 | 4-43 7-00 5°92 


£3,434,833 £3,216,102 £2,526,358 £2.386,244 


= “a0 | 


Per cent. on traftic receipts 13°34 13-09 17-34 18-26 | 12-33 | 12-14 11-56 11-36 
(Continued from page 627) The expansion in net receipts of just over £2,000,000 
. compares adversely with the increase of £3,250,000 in 1936 
Table 3—Revenue Receipts and Expenditure of the over 1935. Only the Southern shows a relatively better 


Whole Undertaking 


Che increase of £8,750,000 in receipts from all sources has 


been contributed by the four companies as under :— 


1937 
L.M.S.R .. 75,855,536 
L.N.E.R .. 96,430,244 
G.W.R . 32,586,547 
S.R me . 25,580,836 


190,453, 163 


his increase compares with an increase of 
4:07 per cent. in 1936 over 
Of the total increase the railway undertaking proper con- 
tributed £7,319,006 or 4-59 per cent., and the ancillary busi- 
nesses £1,440,479 or 6-44 per cent. 
L.N.E.R. railway revenue increased in rather greater rati 


than the revenue’ from 


1936 
4 
72,718,669 
53,943,907 
30,763,033 
24,968,069 


181,693,678 


1935. 


result, and this is due to the improvement in the profit 
from steamboats rather than from the railway. The com 
plete restoration of the wages cuts which took effect from 
August 16, and the granting of improved conditions of 


Increase Increase service in other directions, together with the heavy increase 
a ae Per cent in the cost of materials, have been the main factors in 
poy ee retarding the inc rease in net receipts, and the effect of th 
1893 514 5.93 wages concessions will be felt even more severely in 1938 
1,312,767 5.4% rhe net receipts per cent. on capital expended show a 
further improvement as follows :— 

8,759,485 4-82 1937 1936 1937 1936 
1 a oc . Per cent Per cent Per cent. Per cent. 

ST, 118,008 on L.M.S.R. 3-04 2-98 G.W.R. 3-49 3-21 

L.N.E.R. 2°73 2-50 S.R 3°28 3°12 


ancillary businesses, 
position was reversed on the G.W.R. 


but 


and Southern. 
G.W.R. has mainly its docks, and the Southern its steam- 
boats to thank for these results. 
nental traffic carried by the Southern company in 1937 was 


Ihe expansion of Conti- 


Comments in respect of results from each separate business 


On the L.M.S.R. and the (@Part from air transport) will be made in subsequent 


tables. As regards air transport the losses in working have 
ra been even heavier than in 1936, and the Southern Com- 
The pany has intimated some curtailment of its services in 
consequence. 


Table 4—Receipts in Respect of Railway 


particularly gratifying and may be attributed to the fallin Working 


the value of the French franc 


Exhibition. 


rhe net receipts of the 
provements as under:— 
1937 
4 
I..M.S.R. ae 13,865,928 
L.N.E.R. oa 9,631,085 
ck ae iii 6,465, 102 
S.R a se 5,617,087 


35,579,202 


and the holding of the Paris [his table shows expansion in every branch of traffi 

except in the case of minerals and merchandise Classes 1-6 

four group companies show im- on the Southern, and in livestock in the case of all com 

panies. Livestock is exceptionally susceptible to road 

1936 Increase Increase competition, and increases in charges, and reductions in r 

f f Per cent bates together with the prevalence of foot and mouth diseas 

13,559,531 306,397 2-26 have no doubt affected the revenue adversely. Except on 

ciase yr 5. the Southern higher percentage increases in receipts have 

5.273.322 -343'765 a. been obtained from freight traffic than from passenger 

; ; 2 traffic. Probably the Southern Company benefited more 
33,553,848 2,025,354 6-04 (Text continued on page 632) 
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Table 14—-Rolling-Stock Repairs, Years 1936 and 1937 
L.M.S.R. L.N.E.R. G.W.R. Southern 
7% | r . 7 iy aie | ca 
1937 1936 1937 | 1936 1937 1936 1937 | 1936 
LocomoTIvVE Repairs (Steam)— , 
| | 
Heavy 2,884 2,796 2,633 2,673 1.176 1,012 | 697 721 
Light ... 0... i ial 3,526 3,404 1,779 | 1,918 1,192 1,129 340 361 
Total 6,410 6,200 4,412 4,591 2,368 2,141 1,037 1,082 
Cost | £3,324,603 £3,181,160 £3,133,565 | £3,215,762 £1,455,970 | £1,376.750 | £709,408 £719,013 
LocomorTivE Reparrs (Electric)— 
Heavy l | 
Light ] 
acces “i = | — 
Total 2 wT 
Cost £139 £150 | 
| 
| 
Rat. Motor Veutcies (Steam 
and Oil)\— | 
Heavy 5 3 25 46 
Light oe = 2 2 216 148 2 2 
Total Ds 7 a 241 194 2 2 
ie . : J | oes 
Cost £2,928 £3,782 £39,052 £43,859 £10,846 * £8,850* £230 | £198 
Tt | 
6 Ratt Motor VERICLEs (Electric) — 
' | 
' Heavy 85 94 | l l 971 1,030 
Light 723 716 | 161 228 33 58 741 758 
Total 808 810 | 162 | 229 58 58 1,7254| 1,816t 
| 
Cost £113,909 £121,783 £23,796 £17,299 £10,331 £11,188 £227,025 £224,355 
CARRIAGE, &c., REPAIRS— 
| | i 
Heavy 1,062 886 1,149 | 4,068 2.634 | 2916 1,686 | 2,053 
| | 
Light 10,113 10,103 | 44,547 | 44,807 14,558 | 13,392 13,779 15,424 
Total 11,175 10,989 | 18,696 | 48,875 17,192 15,608 15,488 | 17,507¢ 
SS 7 | ¥ i. ic q is | 2 
Mi Cost £1,227,516 £1,130,582 | £1,316,128 £1,385,852 | £602,288 | £534,361 £619,614 | £652,918 
( 
n Wacon REParrRS— 
il 
Heavy 24,549 19,692 32,827 31,329 2,222 11,042 2,346 | 2,189 
Light 489,213 490 303 539,177 538,592 226,723 | 218,690 57,952 54,587 
Seer ay SS : soe ee, ees ancien papienminnisantivil weaes 
Total 513,762 509,995 572,004 569,921 238,945 229,732 | 60,298 | 6,776 
. we eee (Se a muha siete. nea 
4 Cost £1,272,226 | £1,182,719 | £1,662,159 | £1,655,707 £492,269 £453,323 £189,089 £156,624 
8] } 
id 
* Includes repairs to rail motor vehicles (oil) 
+ Includes 30 carriages converted for electric working in 1936 and 23 in 1937 
rr t Includes 28 carriages converted for electric working in 1936 and 13 in 1937 
we (Continued on next page) 
Lig 
re 
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Table 44—Rolling-Stock Repairs, Years 1936 and 1937—Continued 


Financial and Uperating Results of 





L.M.S.R L.N.E.R. G.W.R. Southern 
| a . OS hed . > Shed 
| 1937 | 1936 1937 1936 1937 1936 1937 19 
ROLLING-STOCK UNDER AND 
AWAITING REPAIR AT DE- | 
CEMBER 31 
Locomotives (steam) 369 | 442 337 415 344 303 156 14 
Per cent. of stock 4-82 5-75 5-12 } 6-18 9-47 8-44 8-60 Ss 
| 
tail motor vehicles (steam) ll l 
Per cent. of stock | 21-25 12-94 : 100 
Rail motor vehic les (oil) | l 
Per cent. of stock 33°33 - 
Rail motor vehicles (electric) 25 | 21 3 85 | 
Per cent. of stock 10-04 8-43 21-30 | 3°66 6-10 5°92 
Carriages 1,160 903 707 729 356 316 231 4 
Per cent. of stock 6-76 5-23 5-78 5°89 5-73 5°19 4°37 4-39 
Other coaching vehicles 118 312 383 331 171 151 | 39 
Per cent. of stock 6-67 4°88 5-48 4-78 6-08 5°58 2-30 a: 10 
Wagons 9,295 7,436 6,551 7,320 3,245 3,217 868 69 
Per cent. of stock 3°30 2°72 2-58 3-00 3°88 4-0] 2-56 2-06 


Continued from page 630) 
than the other companies on the passenger side from the 
Coronation celebrations. The percentage increases of each 


company in respect of railway working were as follow :- 


Per cent. Per cent. 
L.M.S.R. ’ 4°48 G.W.R ; 5-17 
FR a 2 4-70 2 ae 4-03 


Table 5—Number of and Receipts from Passengers 

The large increase in the number of first class passen 
gers and in receipts therefrom bears evidence to the pros 
perity of the country. Each first class passenger has on 
the average paid more per journey, and the increase in 
charges may be felt by the companies to have been justi 
fied. On the Southern Railway an increase of 38 per cent. 
in second class passengers indicates the growth in Continen- 
tal traffic. Many million more third class passengers were 
conveyed and workmen’s journeys increased by over nine 
million. Altogether, the number of passengers, apart from 
season ticket holders, increased by over 30,000,000. 

In season tickets, first class passengers, except on the 
Southern, show a slight falling off, but all companies show 
an increase both in numbers and receipts in the case of 
third class season tickets. 

Mr. Whitelaw, Chairman of the L.N.E.R., at the com- 
pany’s annual meeting referred to the extension of the 
practice of granting holidays with pay in various branches 
of industry, and hoped that this would lead to a marked 
development in railway travel, but he pointed out that 
effective steps require to be taken to extend the holiday 
period in order to avoid congestion and inconvenience 
at the peak period about the time of the August Bank 


t 
Holiday 


Table 6—Goods Train Traffic—-Tons and Receipts 

In general merchandise tonnage and receipts have in- 
creased all round, but on the other hand there has been 
a drop in the receipt per ton. {n minerals and merchandise, 
Classes 1-6, all companies, except the Southern, show in- 
creascs and, except on the Great Western, there is an in- 
crease in the average receipt per ton. 





Coal and coke have provided the largest aggregate 
crease in freight revenue and again all companies, except 
the Great Western, show an increase in the average receipt 
per ton. It is possible that the expansion in short distance 
traffic in South Wales may have affected the G.W.K. 
figure. All companies are alike in showing reductions in 
numbers of livestock and in receipts therefrom. 


Table 7—Originating Freight Traffic 
The aggregate increase in originating tonnage is 16,153,122 
tons or 5-97 per cent., viz.:— 
Per cent 
1,920,076 4°15 
3,754,576 7 05 
10,478,470 6°13 


General merchandise ‘ = ‘ 
Merchandise and minerals (Classes 1-6) 
Coal and coke 


The Southern originating traffic is down both in minerals 
8 8 


and merchandise (Classes 1-6), and in coal and coke; and 


the output of the Kentish coalfield is not increasing. 

Of the principal traffics passing in consignments of two 
tons and upwards the iron and steel group shows the greatest 
advance. Iron ore has increased in the aggregate by nearl\ 
two million tons, more than half of which has originated 
on the L.N.E.R. The largest increase in pig iron has 
occurred on the Great Western. The manufactured iron 
and steel has increased by two million tons a rise of 12 
per cent. Agricultural traffics tell a different tale. Th: 
Southern alone shows an increase in grain and flour; ths 
L.N.E.R. has lost nearly 100,000 tons of oilcake, and 
except on the Southern there has been a serious drop in 
vegetables. Both L.N.E.R. and G.W.R. show increas« 
in packed manure. These two companies have also sub 
stantial increases in round and mining timber, but there 
is a decrease in sawn timber on the L.N.E.R. and Southern 

Bricks are down, except on the G.W.R., the L.N.E.R 


having a decrease of 300,000 tons, but cement and lime 
Gravel and sand have in- 


ire up, except on the G.W.R. 
creased, except on the Southern, but roadstone is heavily 
down all round. 
harmony with the iron and steel traffics, and the L.N.E.R 
and L.M.S.R. have increases in creosote, tar, and pitch. 


Limestone and chalk have increased in 
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the British Group Railways in 1937 


In heads of livestock the decreases are general and very 
on the L.N.E.R. and G.W.R. and a few more calves 
the L.N.E.R. 


Table 8—Expenditure in Respect of Railway Working 


on 


Railway expenditure on the L.M.S.R. and Southern has 
increased in greater ratio than the increase in railway re- 


ceipts. The L.N.E.R. shows the greatest improvement and 
has reduced its ‘working ratio from 81-38 per cent. to 


80-55 per cent., but it still has the highest percentage of 


working expenses to receipts. The G.W.R. is lowest 
a ratio of 77:52 per cent. 
A. B. C. D. and E will be referred to in subsequent tables, 
and it is under these heads that the principal 
of expenditure have occurred, the one exception being a 
reduction of nearly £50,000 on the L.N.E.R. in Abstract 
B—Maintenance of Rolling Stock. 

Under compensation the L.N.E.R. shows an increase of 
£85,000 in respect of passengers, mainly due to the lament- 
able accident at Castlecary in December. The L.M.S.R. 
and Southern companies have increases in rates and taxes, 
and the Southern has an addition of £30,000 in respect of 
the Railway Freight Rebates Fund. Expenses under the 
National Insurance Acts show an upward tendency. 


Table 12—Locomotive Running Expenses, Abstract ‘‘C'"’ (Summary), Years 1936 and 1937 


with 
[he expenditure in Abstracts 


increases 
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Table 9—Maintenance of Way and Works 

All companies except the Great Western have renewed a 
creater mileage than in 1936 and increased costs per mile of 
track renewed are noted on the G.W.R. and 
Southern. Repairs per mile of single track are higher ex- 
cept on the Southern. Maintenance of roads, bridges, &c., 
on the Southern is up by £52,000, but that company shows 
1 very substantial reduction in signalling costs. The 
G.W.R. has also spent nearly £20,000 less on signalling, 
but the figures of the L.M.S.R. and L.N.E.R. are higher 
than they were a year ago. All companies have spent more 
on telegraphs and telephones, but the L.N.E.R. has halved 
its cost of electric track equipment, due no doubt to the 
abandonment of the Shildon and Newport electric working. 
As might be expected, the Southern bill for electric track 
equipment is up by £13,000. There are substantial in- 
creases in the maintenance of stations and buildings except 


single 


on the Southern, which shows a reduction of £85,000. The 
L.M.S.R. has taken nothing from the renewals fund as 


against nearly £200,000 a year ago, but the L.N.E.R. has 
increased its call on the reserve fund by £28,000. The 
G.W.R. has transferred £39,000 to reserve as compared with 
a withdrawal from reserve of £49,000 in 1936. The Southern 
call on reserve has been £337,000 less than it was a year ago. 


L.M.S.R. L.N.E.R. G.W.R. | Southern 
ee ae 
TRAIN-MILES (PER STATISTICAL 1937 1936 1937 1936 1937 1936 1937 1936 
Return XIIc)— 

Steam, tender and tank | 154,981,648 151,836,483 | 118,838,064 | 113,981,219 67,410,147 66,401,331 35,679,004 36,665,659 
engines 

Electric traction 6,126,198 6,116,441 1,441,774 1,424,226 362,154 360,809 33,133,975 30,430,588 

Steam, petrol, &c., rail motors 246,933 288,723 2,117,233 2,552,786 864,931 866,883 18,470 18,787 

Total 161,354,779 | 158,241,647 | 122,397,071 | 117,958,231 68,637,232 67,629,023 68,831,449 67,115,034 
Stook oF ENGINES, &c. (PER 
StraTIsTiICAL Return II)— 

Engines 7,688 7,691 6,578 6,720 3,633 3,588 1,814 | 1,852 

Electric power vehicles 249 249 121* 95* | 20 20 | 1.397% 1,183 

Petrol power, &c., rail motor 8 12 847| SOF | 18 17 1 | l 
vehicles | 

Total 7,945 | 7,952 | 6,783 6,904 3,671 3,625 3,212 | 3,036 
SUPERINTENDENCE (SALARIES AND £314,412 £303,491 £267,759 £261,696 £114,690 £112,201 £57,910 | £52,189 
OFFICE EXPENSEs) | 
. ° | 
Per train-mile | 0-47d. 0: 46d. 0-53d. 0-538d. | 0-40d. 0- 40d. -20d. | 0-19d. 
Per engine, &c. £39-57 | £38-17 £39-48 | £37-90 | £31-24 £30 -95 £18-03 | £17-19 
WorkKING— 
Steam train £13,190,061 | £12,455,928 | £10,451,760 | £9,682,302 | £5,390,482 | £5,121,084 | £3,041,995 | £3,041,639 
Per train-mile 20 -39d. 19- 65d. 20-74d. 19-94d. 18- 95d. 18-27d. 20-45d. | 19-90d. 
| 
| 
Per engine £1,714 | £1,617 | £1,569 £1,422 £1,476 £1,421 £1,676 | £1,641 
; | 
Electric train £421,434 £405,076 £65,336 £59,221 £43,612 £48,444 | £1,317,403 | £1,179,155 

Per train-mile —_(electric | 16-5ld. | 15-89d. 10-874. 9- 98d. 28-90d. | 32-23d. | 9-54d. | 9-30d. 
traction) 

Per vehicle (electric traction) £1,692 | £1,627 £540 £623 £2,181 £2,422 £943 | £997 

Transfer to or from Renewal | Cr, £8,236 | Cr. £7,095 £21,005 £32,856 | — 

Account } | } 

Balance of engine power sup- | Cr.£483,875 | Cr.£466,205 | Cr.£788,876 | Cr.£618,816 | Cr.£207,403 | Cr.£186,559 | Cr. £52,383 | Cr. £64,893 
plied to and by the com- |___ peo Sieees ne = = : 
pany | | | | 

Total of abstract | £13,433,796 | £12,691,195 | £10,016,984 £9,417,259 £5,341,381 £5,095,170 | £4,364,925 £4,208,090 

Per train-mile (Total) 19-98d. 19- 25d. 19- 64d. 19- 16d. 18-68d. | 18-08d. | 15-22d 15-05d. 

. é 
Per engine, &c. (Total) £1,691 £1,596 £1,477 £1,364 | £1,455 £1,406 | £1,359 £1,386 
! | 
Per cent. of traffic receipts ... 20-18 19-89 20-57 20-25 19-18 19-24 | 19-98 20-03 





* Includes 13 electric engines 


+ Includes 80 steam motor vehicles in 1937 and 85 in 1936 


t Includes 3 diesel-electric locomotives 
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Table 10—Maintenance of Rolling Stock 
The number of steam locomotives is diminishing, exc ept 
on the Great Western, the reduction on the L.N.E.R. being 
142. The L.N.E.R. has added 26 electric motor vehicles 
and the Southern 211. The L.N.E.R. alone shows an in- 
(Text continued on page 640) 


All companies show an increase in the ratio of expen- 
diture in this abstract to traffic receipts and also in costs 
per train mile. More ballast has been used by the com- 
panies with the exception of the L.M.S.R., and three out 
of the four companies show increases in the tonnage of rails 
and number of sleepers used. 


Table 13—Locomotive Running Expenses, Abstract ‘ C,” 


Details, Years 1936 and 1937 





L.M.S.R. L.N.E.R. G.W.R. Southern 


cm * 





1937 1936 1937 1936 1937 1936 1937 1936 
Steam Train Workinc— 
Wages connected with the run- £7,550,858 £7,158,997 £6,109,712 | £5,773,832 , £3,333,030 | £3,179,987 | £1,665,432 | £1,664,876 
ning of locomotive engines 
Per train-mile 11-67d. 11-29d. 12-12d. 11-89d. 11-72d. 11-35d. 11-20d. 10-89d, 
Per engine £981 £929 £917 £848 | £913 | £882 £918 | £898 
Fuel £4,885,945 £4,563,652 £3,751,615 £3,360,219 £1,802,838 £1,693,254 £1,218,984 | £1,224,219 
Per train-mile 7-55d. 7-20d. 744d, 6-92d. 6-34d. 6-04d. 8-19d. | 8-Old. 
Per engine £635 £592 £563 £494 | £494 £470 £672 | £661 
Water £327,294 £318,832 £280,108 £270,321 | £95,227 £95,259 £71,390 | £70,478 
Per train-mile O0-51d. 0-50d. 0: 56d. 0- 56d. | 0-33d. 0- 34d. 0- 48d. | 0-46. 
Per engine £43 £41 £42 £40 | £26 | £26 £39 | £38 
Lubricants £104,469 £99,388 £70,351 £62,777 £38,577 £37,860 222,663 | £22,502 
Per train-mile 0- 16d. 0- 16d. 0- 14d. 0-13d. 0- 14d. 0-13d. 0- 15d. O- 15d. 
Per engine £14 £13 £11 £9 £10 £11 £12 | £12 
Other stores (including clothing) £180,653 £174,278 £134,116 £117,227 | £77,469 £74,323 £40,104 | £36,353 
Per train-mile 0- 28d, 0: 28d. 0-27d. 0-24d. 0-27d. 0-27d. 0-27d. | 0- 24d. 
Per engine £23 £23 £20 £17 £21 £21 £22 £20 
Miscellaneous £140,842 £140,781 £105,858 £97,926 £43,341 £40,401 £23,422 | £23,211 
Per train-mile ()- 22d. 0): 22d. 0+ 21d. 0- 20d. O- Ld. 0- 14d. 0: 16d. 0- 15d. 
Per engine £18 £19 £16 £14 £12 £11 £13 | £12 
EvecrricaL Train Workinc— 
Wages of motormen £107,564 £103,550 £16,428 £15,920 £10,379 £9,957 £279,596 £245,731 
~ train-mile (electric trac- 4-2Id. 1-06d. 2-73d. 2-68d. 6-88d. 6- 62d. 2-02d. 1-94d. 
10n) | 
Per vehicle (electric traction) £432 £416 £136 £167 £519 £498 £200 £208 
Electric current £303,778 £290,516 £47,544 £41,892 £32,830 £38,112 £1,027,546 £924,225 
ai oe (electric trac- 11-90d. 11-40d. 791d. 7: 06d. 21-75d. 25-36d. 7-44d. 7-29d. 
ion 
Per vehicle (electric traction) £1,220 £1,167 £392 £441 £1.642 £1,905 £736 £781 
Lubricants £2,559 £2,897 £314 £314 £163 £158 £4,916 | £4,684 
e nn en trac- 0- 10d. 0-1ld. 0- 05d. 0-05d. O-I1d. 0-I1d. 0-04d. | 0-O04d. 
ion 
Per vehicle (electric traction) £10 £12 £3 £3 £8 £8 £3 £4 
Other Stores (including clothing) £7,533 £8,113 £1,050 £1,095 £240 £217 £5,345 £4,515 
wus, Seine (electric trac- 0- 30d. 0- 32d. 0- 18d. 0-19d, 0- 16d. 0- 14d. 0-04d. | 0-03d. 
ion 
Per vehicle (eiectric traction) £30 £32 £9 £12 £12 £11 £4 £4 
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Total traffic receipts per Account 
No. 10 

[rain mileage 
return XIIB 

SALARIES AND WAGES 
Superintendence 


Stationmasters and clerkg 


Signalmen and gatemen 


Ticket collectors, policemen, 
porters, &c. 
Guards 
Total 
Per cent. on total traffic 
receipts 
Foret, LigHtinc, WATER AND 
GENERAL STORES 
Per cent. on total traffic 
receipts 
CLOTHING 
Per cent. on total traffic 


receipts 
PRINTING, ADVERTISING, STATION- 
ERY, STAMPS AND TICKETS 





Per cent. on total traffic 
receipts 

WacGon Covers, &c. 
Per cent. on total traftic | 
receipts 

EXPENSES OF JOINT STATIONS 


AND JUNCTIONS 


Per cent. on total traffic 
receipts 
CLEANSING, LUBRICATING AND | 
LIGHTING OF VEHICLES 
Per cent. on total traffic 
receipts 


SHUNTING EXPENSES (OTHER 
THAN MECIIANICAL) 


Wages 
Other expenses 


Total 


Per cent. total traffic 
receipts 
WoRKING OF STATIONARY En- 
GINES, Horsts, CRANEs, &¢. 
Per cent. on total traffic 
receipts 
RaILWAyY CLEARING 
PENSES . 
Per cent. on total traffic 
receipts 
PASSENGER TICKET AGENTS’ Com- 
MISSION 


on 


House Ex- 


Per cent. on total traffic 
receipts 
TRANSHIPMENT BY Roab 
VEHICLES 
Per cent. on total traffic 
receipts 


MISCELLANEOUS EXPENSES 

Per cent. total 
receipts 

CoaL, &c., ‘lirppiInG EXPENSES 


on 


Per cent. on total traffic 


receipts 


| 


traffic | 


Table 14—Traffic Expenses, 


L.M.S.R. 


1937 


£66,567 ,466 


per statistical | 161,224,565 


£1,233,704 
£4,381,422 


£2,006,842 


£4,374,493 


£ 
£13,762,629 


-766,168 | 


20-68 


£567,960 | 
0-85 | 
£121,710 | 
0-18 
£536,020 | 
0-81 
£215,847 
0-33 
£24,461 
0-04 


£769,764 


1-16 


£1,493,967 | 


£19,375 


1936 
£63,813,299 


158,061,676 | 1 


£1,198,254 
£4,377,795 | 
£1,955,856 | 
£4,226,476 | 


£113,306 


0-18 





£525,900 
| 


0-82 


£164,470 


0-26 
| 


£24,240 |Cr. 


0-04 | 
£726,253 


1-14 


£1,438,457 | 


| 
| 
| 
| 


£19,310 


1937 


£48,697,432 


16,049,802 


£1,085,929 


£2.583.698 | 
£1,433,048 | 


£3.099,895 | 





£1,662,246 £1,189,910 
| £13,420,627 | £9,392,480 
pe ae 
21-03 19-29 
£535,075 £474,963 
0-84 0-98 


£85,076 
0-18 
£408,657 
0-84 
£142,950 
0-27 
£16,847 


0-03 


£491,448 | 


1-01 


£1,047,735 


£27,611 


£1,513.342 £1,457,767 | £1,075,346 


2-27 
£367,550 
-Dd 
£191,839 
0-29 
£102,452 
0-15 
£874,640 
1-31 
£201,207 
0-30 
£33,773 


0-05 


2-28 
£369,612 
0-58 
£199,476 | 
0-31 
£95,861 
0-15 
£840,122 
1-32 
£195,995 
0-31 
£28,387 


0-04 


2°21 
2224,799 
0-46 
£156,987 
0-32 
£77,407 
0-16 


£514,036 


1-06 
£145,316 
0-30 


(Continued on 
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Abstract “ D,"’ Years 1936 and 1937 


GAZETTE, March 25, 1938 





G.W.R. Southern 
1936 1937 1936 1937 1936 
£46,501,694 | £27,851,650 | £26,483,495 | £21,850,422 | £21,009,269 
| 112,964,749 | 68,314,864 | 67,344,140 | 69,958,739 | 68,262,731 
£1,064,484 | £574,339 | £561,064 | £371,467 £365,590 
£2,573,089 | £1,306,425 £1,295,216 £912,665 £906,319 
£1,380,971 | £810,991 | £782,120 £517,881 | £501,692 
22,952,587 £2,021,710 £1,935,249 | £1,505,138 | £1,429,818 
£1,113,581 | £724,310 | £684,685 £459,864 £445,388 
| £9,084,712 | £5,437,775 | £5,258,334 | £3,767,015 | £3,648,807. 
| Ss a. — ~ Ts ” - cs a oe ——— 
19-54 | 19-52 19-86 17-24 | 17-37 
| £460,388 | £214,452 | £207,150 £211,385 | £198,725 
| 0-99 | 0-77 | 0-78 0:97 | 0-95 
£76,400 £65,506 £59,885 | £68,888 | £75,926 
0-16 | 0-24 0-23 0-31 0°36 
£403,449 | £230,878 | £214,673 £239,344 £229,653 
0-87 | 0-83 0-8] 1-09 1-09 
£124,414 | £56,421 £52,280 £27,452 £26,247 
0-27 | 0-20 0-20 0-13 | 0-12 
Cr. £15,895 | £2,494 £3,369 Cr. £7,810 ler. £8,818 
0-03 0-01 0-0] 0-04 0-04 
| £471,792 | £295,402 £279,586 | £223,140 | £204,625 
1-01 | 1-06 1-06 | 102 | 0-97 
| 
£994,970 | £667,570 | £631,518 | £268,120 | £260,483 
£28,284 | £6,157 | £6,008 £4,901 £4,742 
| £1,023,254 | £673,727 | £637,526 | £273,021 | £265,225 
- = — _ | — - . — | —— 
2-20 «| | 84e 2-41 | 1-25 | 1-26 
£214,755 | £77,032 | £69,342 | £69,759 | £68,528 
0-46 | 0-28 0:26 | 0-32 | 0°33 
| £170,750 | £90,164 £93,948 | £45,519 £45,372 
0-37 0-32 0-35 0-21 0-22 
| 
£71,685 | £39,648 £37,651 £90,351 | £70,283 
0-15 | 0-14 0-14 0-41 0-33 
£483,849 | £363,341 £350,176 | £180,641 | £181,376 
1-04 1-31 1-32 | 0-83 0-86 
£132,821 | £75,190 £72,896 | £80,279 £78,977 
0-28 | 0:27 0-28 | 0-37 0°33 
next page) 
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Table 14—Traffic Expenses, Abstract “ D,” Years 1936 and 1937—Continued 


L.M.S.R. 


1937 


TRANSFER TO OR FROM RENEWAL £184 


ACCOUNT 


Per cent. on total traffic 
receipts - 
Total of Abstract £19,283,378 
Per cent. on total traffic 28-97 
receipts 
Per train-mile 28-71d. 


Table 145—General Charges, Abstract “ E,’’ Years 1936 and 


L.M.S.R. 


1937 


Gross receipts of the whole under- 
taking (excluding miscellaneous 
as per Account No. 8) 


£75,855,536 


Train mileage per Statistical | 161,224,565 
Return XIIp 
Drreorors’ [FEES VOTED BY | £25,000 
SHAREHOLDERS 
Per cent. on gross receipts 0-03 
FEES PAID TO AND EXPENSES OF £279 
DIRECTORS ON Jotnt Com- | 
MITTEES NOT INCLUDED IN | 
AnstractT “J” | 
AUDITORS AND PuBLIC AcCCOUN- £4,686 
TANTS 
Per cent. on gross receipts | 0-01 


SALARIES OF SECRETARY, GENE- 
RAL MANAGER, ACCOUNTANT 
AND CLERKS 
Per cent. on gross receipts 


£467,538 


| 0-62 


Orrice ExPENSES oF SECRETARY, 
GENe®RAL MANAGER, ACCOUN- | 


TANT AND CLERKS 


£54,756 


Per cent. on gross receipts 0-07 


RATING EXPENSES £19,756 
Per cent. on gross receipts 0-03 
INSURANCE £65,799 
Per cent. on gross receipts 0-09 


SUPERANNUATION AND BENEVO- 
LENT Funvs, Pensions, &c. 
Per cent. on gross receipts 2-37 


£1,799,768 


SURSCRIPTIONS AND DONATIONS £48,260 


Per cent. on gross receipts 0-06 
MISCELLANEOUS EXPENSES £106,602 
Per cent. on gross receipts 0-14 


Proportion transferred to other Cr, £217,088 
accounts 


lotal of abstract £2.375.356 


Per cent. on gross receipts 3° 


Ver train-mile aes 3°5 


L.N.E.R 
1936 1937 1936 1937 
Cr. £22,901 £14,380 £17,011 £925 


0-04 


£12,719,385 


0-04 0-03 


£18,674,190 | £13,186,998 £7 622,955 


29-26 27-08 27-35 27-37 


28 -35d. 27-27d. 27 -02d. 26-78d. 


L.N.E.R. 


1936 1937 1936 1937 


£72.718,669 | £56,430,244 | £53,943,907 | £32,586,547 


158,061,676 | 116,049,802 112,964,749 68,314,864 
£25,000 £21,000 £21,000 £23,713 
0-03 0-04 0-04 0-07 

£281 £200 £200 £436 
£4,684 | £2,639 £2,599 £3,000 
| 
0-01 0-01 
£466,782 | £434,747 £429,777 £216,714 
0-64 | 0-77 0-80 0-67 
£50,925 | £53,239 £53,394 £23,752 
| 
0-07 0-09 0-10 0-07 
£16,861 £9,050 £8,925 £7,219 
0-02 0-02 0-02 0-02 
£57,088 | £76,549 £77,037 
0-08 0-14 0-14 
£1,810,051 £784,048 £778,526 £863,435 
2-49 1-39 1-44 2-65 
£47,842 | £5,160 £4,888 £6,258 
0-07 0-01 0-01 0-02 
£99,891 £47,474 £43,632 £29,011 
0-14 0-08 0-08 0-09 
Cr. £219,700 Cr. £140,053 | Cr. £146,889 |Cr. £151,416 
£2,359,705 £1,294,053 £1,273,089 | £1,022,122 
3°25 2-29 2-36 3°14 
3°58d. 2-681. 2-70d. 3°59d. 


G.W.R. 


£ 


1937 


G.W.R. 


1936 
£3,306 


7,340,122 


27- 


» 


26: 16d. 


1936 


£30,763,032 


6 


7,344,140 


£2? 869 


£3,000 
0-Ol 


£210,252 


0-68 


£22,412 


0-07 
£5,605 


0-02 


£848,195 


2-76 
£6,702 
0-02 


£26,017 


0-09 


'r. £149,559 


£995,928 
3°24 


3° 55d. 


( 


‘r. £1,047 


Financial and Operating Results 0; 


Southern 


1937 


£5,267,937 


24-11 24-] 
18-O7d. 17-8 
Southern 
1937 1936 


£25,580.836 | £24,268,0¢ 


69,958,739 68,262,753 


£17,860 £17,62 
0-07 0-07 

£741 £74 

£2,648 £2,66! 
0-01 0-01 


£225,487 


0-88 0-92 
£28,249 £26,864 
0-11 0-11 
£7,346 £7,24 
0-03 0-03 
£28,473 £30,554 
0-11 0-13 
£519,848 £516,091 
2-03 2-13 
£2,891 £3,581 
0-01 0-02 
£27,833 £25,229 
0-11 0-10 
‘y. £104,873 Cr. £98,307 
£756,54 3 £756,030 
2-95 3-12 
2- 60d 2- 66d. 
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CARTAGE PERFORMED FOR AND BY |Cr. £959,242 Cr. £851,141 |Cr. £486,326 
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Table 46—Receipts and Expenses in Connection with Collection and Delivery of Parcels and Good 


s, Account No. 16, Years 1936 and 1937 





L.M.S.R. L.N.E.R. G.W.R. Southern 

















oss RECEIPTS— 1937 1936 1937 1936 1937 1936 1937 1936 
Passenger train traffic £134,267 £130,665 £116,192 £111,210 £91,240 £84,096 £109,727 | £104,148 
Goods train traffic £2,238,552 £2,139,137 £1,234,542 £1,190,786 £935,778 £888,059 | £422,578 | £403,903 
Miscellaneous £4,507 £5,649 £11,935 £16,658 £11,176 £10,379 £10,670 | £11,144 
Total £2,377,276 | £2,275,451 £1,362,669 | £1,318,654 | £1,038,194 | £982,534 £542,975 | £519,195 
| 
or Horsres For’ Roapd 8,154 8,251 2,193 2.372 1,664 1,731 731 | 771 
VEHICLES, PER STATISTICAL } 
Return IIT 
ODS AND PARCELS, 20AD 
VEHICLES, PER STATISTICAL 
Return III— } | 
Road motors for goods and 3,270 3,035 3,532 3,249 2,324 2,182 655 609 
parcels 
Horse wagons and carts 16,344 15.936 +,783 5,212 2,947 3,022 | 1,001 1,047 
Miscellaneous 1,255 1,146 1,657 1,169 926 751 254 198 
Total 20,869 20,117 9,972 9,630 6,197 5,955 1,910 1,854 
SUPERINTENDENCE £47,977 £45,962 £29,259 £27,644 £27,416 £26,794 | £4,803 £4,708 
Per cent. on gross receipts 2-02 2-02 2-15 2-10 2-64 | 2-73 | 0-89 0-91 
MAINTENANCE OF BUILDINGS £35,645 £35,303 £12,372 £15,273 £9,849 | £9,077 : £2.177 £2,106 
Per cent. on gross receipts 1-50 1-55 0-91 1-16 0-95 0-92 0-40 0-41 
MAINTENANCE OF MOTOR VEHICLES £234,712 £208,210 £191,340 | £153,315 £175,108 £152,306 £73,478 £89,745 
Per motor vehicle £72 £69 £54 £47 | £75 | £70 £112 £147 
Per cent. on gross receipts 9-87 9-15 14-04 11-62 16°87 15-50 13°53 17-28 
| | 1 
MAINTENANCE OF HorRSES £517,351 £492,537 £162,996 £165,346 | £119,637 | £115,474 | £62,281 £60,804 
Per horse £63 £60 £74 £70 | £72 £67 | £85 £79 
Per cent. on gross receipts 21-76 21-65 11-96 12-54 11-52 11-75 11-47 | 11-71 
MAINTENANCE OF Horse VE- £120,006 £134,266 £32,136 £34,030 £18,374 | £18,071 £9,377 £11,174 
HICLES | 
Per horse vehicle £7 £8 £7 £7 £6 £6 | £9 £11 
Per cent. on gross receipts 5-05 5-90 } 2-36 2-58 1-77 1-84 | 1-73 2°15 
TRAFFIC EXPENSES £2,035,333 £1.913.300 £1,201,145 | £1,127,486 £874,375 £813,302 £341,832 | £322,233 
| | 
Per cent. on gross receipts 85-61 84-08 88-15 85-50 | 84-29 82-78 | 62-95 | 62-06 
| | 
| 
Amount Parp ror HIRED Car- £437,228 £402,995 £273,006 £262,157 | £199,292 £196,542 | £158,779 | £144,996 
TAGE 
Per cent. on gross receipts 18-39 17-71 20-03 19-88 19-19 20-00 29-24 27-93 
GENERAL CHARGES £77,351 £76 999 £29,886 £30,990 £40,344 £38,322 £13,506 £13,182 
Per cent. on gross receipts 3°25 3°38 2-19 2-35 3°89 3°90 2-49 2-54 
Rates, INCLUDING RaTE RELIEF £13,349 £13,123 £7,211 £6,897 £3,197 £3,196 | £1,124 | £1,361 
Per cent. on gross receipts 0°57 0-58 0-53 0-52 0-31 0-33 0-21 0-26 
LiceENcE Duty £127,297 £116,515 £108,666 £99,391 £91,265 £87,099 £28,167 | £30,516 
Per cent. on gross receipts 5°35 5-12 7:97 7-54 8-79 8-86 5-19 5°85 
MISCELLANEOUS £75,249 £67,865 £42,770 £46,566 £35,700 £31,104 | £12,295 £10,940 
| 
Per cent. on gross receipts : 3-17 2-98 3-14 3-53 3-44 3-17 2-26 2-11 
Transfer to or from Renewal £77,001 £26,314 £162,057 £147.807 £49,985 £41,324 £10,285 | Cr. £7,239 
Account 


| 
'r, £480,605 Cr. £366,268 | Cr. £352,425 Cr. £185,760 | Cr. £185.502 


~ 


OTHER COMPANIES 








Per cent. on gross receipts...) 40-35 37-40 35-69 36°45 35-28 35°87 34-21 | 35°73 
ToTaL OF ABSTRACT jas | £2,839,257 | £2,682,248 | £1,766,518 | £1,636,298 | £1,278,274 | £1,180,186 £532,344 £499,024 
Per cent. on gross receipts | 119-43 117-88 129-63 124-08 123-12 120-12 98-04 ; 96-11 
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Table 17—Receipts and Payments in respect of Running Power Expenses, Abstract ‘G,” Years 1936 and 1937 
L.M.S.R. L.N.E.R. G.W.R. Southern : 
| 1937 | 1936 1937 1936 1937 | 1936 1937 193% 
Passenger train receipts, per | £26,994,311 | £25,963,191 | £17,625,031 | £16,970,552 | £11,489,143 | £11,062,282 | £16,919,613 | £16,090. j 
Account No. 10 ; 
PASSENGER TRAIN TRAFFIC— | ' 
Receipts .| £84,038 | £82,072 | £120,515 £111,509 | £76,259 | £71,620 £4,558 | £4,°} 4 
| 
Per cent. on passenger train | 0-31 0-32 0-68 0-66 0-66 0-65 0-03 0-03 | 
receipts 
Payments £37,475 | £36,455 | £64,025 £62,372 £12,470 £12,838 £3,340 £3,3 
| | 
Per cent. on passenger train 0-14 0-14 0-36 0-37 0-11 0-12 | 0-02 | 0-02 
receipts | 
Goods train receipts, per Account | £39,573,155 | £37,850,108 | £31,072,401 | £29,531,142 | £16,362,507 | £15,421,213 £4,930,809 | £4,919, 267 
No. 10 
| } 
Goops Tratn Trarric— | 
Receipts £95,043 | £90,436 | £144,573 £143,025 £112,378 | £106,842 £41,014 | £39,64 
| } 
Per cent. on goods train receipts | 0-24 | 0-24 0-47 0-48 0-69 0-69 0-83 0-81 
} 
Payments £131,469 £126,853 | £60,987 £57,624 £19,890 £18,548 £44,724 | £46,03) 
Per cent. on goods train receipts 0-33 | 0-34 0-20 0-20 0-12 0-12 0-91 | 0-94 
| | } | 
Tora TraFric Receipts, PER | £66,567,466 | £63,813,299 | £48,697,432 | £46,501,694 | £27.851,650 | £26,483,495 | £21,850,422 | £21,009,26:! 
Account No. 10 | 
ToraL— 
Receipts £179,081 £172,508 | £265,088 £254,534 £188,637 £178,462 £45,572 | £44,024 
Per cent. on total traffic receipts 0-27 0-27 0-54 0-55 0-68 0-67 0-21 0-21 
| 
Payments £168,944 £163,308 £125,012 £119,995 £32,360 £31,380 £48,064 | £49,416 
Per cent. on total traffic receipts 0-25 0-28 0-26 0-26 0-12 0-12 0-22 0-24 
Table 48—-Abstract ‘‘ H,”’ Mileage, Demurrage and Wagon Hire, Years 1936 and 1937 
L.M.S.R. L.N.E.R. G.W.R. Southern 
| 
| 
1937 1936 1937 1936 | 1937 | 1936 1937 1936 
MILEAGE AND DEMURRAGE— ; 
Passenger train vehicles—- t £ £ £ £ | £ £ £ 
Receipts 28,014 31,488 43,108 43,376 4,626 | 4,091 21,546 23,716 
Expenditure 71,924 70,717 19,356 19,495 | 7,987 | 5,828 | 25,848 27,480 
Balance Dr. 43,910 | Dr. 39,229 | Cr. 23,752 | Cr. 23,881 | Dr. 3,361 | Dr 1,737 Dr. 4,302 | Dr. 3,764 
| 
Goods train vehicles— | 
Receipts 72,515 40,280 207,568 200,507 | 633 | 1,647 | 70,108 61,831 
Expenditure 47,997 13,063 9,128 8,935 | 96,233 | 84,040 | 83,660 | 80,045 
Balance Cr. 24,518 | Cr. 27,217 | Cr. 198,440 | Cr. 191,572 | Dr. 95,600 | Dr. 82,393 | Dr. 13,552 | Dr. 18,214 
Hirre— | 
Passenger train vehiclee— | 
Receipts 4.873 4,588 L115 | 11,118 | 497 | 347 | 873 972 
| | 
| } 
Expenditure 170 180 | — } — 45 l 
Balance Cr 4,873 Cr. 4,588 | Cr. 10,945 | Cr. 10,938 Cr. 497 | Cr. 347 | Cr. 828 | Cr 971 
| 
Goods tram vehicles— 
eceipts 12,833 3,564 50,736 41,395 | 5,102 | 3,590 | 1,350 | 2,087 
| 
Expenditure 133 | 178 | 116,400 | 96,599 1,079 |! 4,636 21 711 
Balance Cr. 12,700 | Cr. 3,386 | Dr. 65,664 | Dr. 55,204 | Cr. 4,023 | Dr. 1,046 | Cr 1,329 | Cr. 1,376 
TotaL— | 
Receipts 118,235 79,920 312,527 296,397 10,858 | 9,675 | 93,877 | 88,606 
| 
Expenditure 120,054 83,957 | 145,054 125,210 105,299 94,504 | 109,574 | 108,237 
Balance Dr. 1,819 ' Dr. 4,038 | Cr. 167,473 | Cr. 171,187 | Dr. 94,441 | Dr. 84,829 | Dr. 15,697 | Dr. 19,631 
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Table 19—Receipts and Expenditure in respect of Steamboats, Years 1936 and 1937 





























L.M.S.R. L.N.E.R. G.W.R. Southern 
: Gross REcEIPTs— 1937 1936 1937 1936 1937 1936 1937 1936 
Passengers . = £551,876 £510,961 £477,011 £444,901 £146,661 £120,574 £936,253 £668,729 
Per cent. of receipts 36-58 34-80 54-55 54-55 43-23 40-98 63-90 | 69-45 
Parcels and Mails : £159,137 | £157,324 £41,133 £39,775 | £47,109 £43,306 £269,360 £231,061 
Per cent. of receipts 10°55 | 10-72 4-70 4-88 13-89 13-59 18-39 | 20-54 
Merchandise on £637,594 £634,230 £301,488 | £275,617 | £119,234 £119,071 | £168,106 | £151,073 
Per cent. of receipts .... 5 42-26 43-20 34-47 33-79 35°14 37°37 11-47 13-43 
Livestock a £111,581 £115,381 £3,647 £5,209 | £9,777 £9,100 £3,993 | £4,545 
| | | 
Per cent. of receipts : 7-40 7°86 0-42 0-64 | 2-88 2-85 0-27 0-41 
Miscellaneous _ o £48,389 £50,199 £51,228 £50,097 £16,501 £16,600 | £87,520 | £69,392 
Per cent. of receipts ..| 3-21 3:42 5-86 6-14 4-86 5-21 | 5:97 | 6-17 
=— ace a ae ‘ aE ; — 
Total ; £1,508,577 £1,468,095 £874,507 £815,599 £339,282 | £318,651 £1,465,232 £1,124,800 
ExPENDITURE— ‘ : 4 <a ois | - y ca wi wa 
Salaries and wages | £489,795 £487,301 £328,180 £317,979 £109,770 £103,700 | £384,269 £350,581 
Per cent. of expenditure 40-67 41-46 | $9-76 | 40-00 34°38 34°44 34°07 34-25 
Fuel bias £170,214 £163,775 £144,302 £129,909 | £56,183 | £55,779 | £188,573 £159,873 
Per cent. of expenditure 14-13 13-93 17-48 | 16-34 | 17-60 18-53 16-72 15-62 
Stores, lubricants, water, &c. £25.963 £24,030 £21,785 £21,329 £7,212 £6,025 £36,622 £33,806 
Per cent. of expenditure 2-16 2-04 2-64 | 2-68 2-26 2-00 | 3°25 3°30 
| | | | 
Renewals _ | £59,621 | £181,081 “ | £23,402 | Cr. £2,200 
Per cent. of expenditure 4-95 15-40 | = 2-08 0-21 
Repairs .... ave : £91,237 £80,813 | £67,208 | £64,260 | £52,208 | £20,577 £146,149 £140,714 
Per cent. of expenditure | 7-58 6-88 8-14 8-09 | 16°35 6-84 12-96 13-74 
Insurance | £20,776 £20 852 £24,100 £24,700 | £7,082 | £7,142 | £16,848 £16,181 
Per cent. of expenditure | 1-72 1-77 | 2-92 3-11 2-22 2-37 | 1-49 1-58 
| | | 
Harbour fees and Light dues | £145,916 | £133,155 | £56.513 £56,291 | £42,867 £39,934 | £86,776 £91,354 
Per cent. of expenditure | 12-12 11-33 6-84 7-08 13-42 13-26 | 7:70 8-92 
General Charges : £35,408 £40,754 £16,469 | £15,847 | £10,430 | £10,280 | £41,779 £37,049 
; Per cent. of expenditure 2-94 3-47 2-00 | 1-99 3-26 3-42 | 3-70 3-62 
1 Miscellaneous £74,981 £82,320 £83,413 £79,319 £16,898 | £15,121 | £69,989 | £63,432 
Per cent. of expenditure 6-23 | 7-00 10-10 9-98 5-29 5-02 | 6-21 } 6-20 
2 Tora Workina EXPENSES €1,113.912, £1,214,081 | £741,970 £709,634 £302,650 | £258,558 iz "£994,407 r £890,790 
l Per cent. of expenditure. 92-50 103-28 89-88 88-86 94-78 85-88 | 88-18 87-02 
l Transfer to or from Renewal £90,378 | Cr. £38,625 £83,510 £85,247 £16,681 £42,498 £133,283 £132,951 
Account 
Per cent. of expenditure . 7:50 3°28 } 10-12 10-73 5-22 14-12 11-82 12-98 
7 Toran Expexpirvne ... ...| £1,204,200  £1,175,456 | £825,480 | £794,881 | £319,331 | £301,056 | £1,127,690 | 1,023,741 
Per cent. on gross receipts... 79-83 80-07 94-39 | 97-46 | 94-12 | 94-48 | 76-96 |} 91-02 
6 
BaLaNncE— | : 
Profit ie Pes as £304,287 £292,639 £49,027 £20,718 £19,951 £17,595 £337,542 | £101,059 
‘ Per cent. on gross receipts 20°17 19-93 5-61 2 54 5-88 5-52 23°04 8-98 
37 Y an Senet nay) Paneer Ps ta fe 
31 
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(Continued from page 634) 
crease in the number of steam locomotives renewed, but 
the Southern has renewed 59 electric motor vehicles. Costs 
of maintenance per engine are inclined to rise, and the same 
may be said of railmotor vehicles other than electric, the 
exception being the L.N.E.R. On the other hand electric 
railmotor vehicle maintenance costs are lower per vehicle 
than they were a year ago. 

Only the G.W.R. shows an increase in the number of 
coaching vehicles, but the cost of maintenance per vehicle 
is rising The number of coaching vehicles renewed was 
very much less last year except on the G.W.R. 

Apart from the Southern, which shows a slight reduction 
in its stock of merchandise vehicles, the companies have 
added substantially to their rolling stock to cope with the 
additional traffic. There has been great fluctuation, how 
ever, in the numbers of wagons renewed, the L.M.S.R. 
figures falling from 13,281 to 2,829, whilst the L.N.E.R. 
increased from 8,055 to 19,736. The cost of maintenance 
per wagon increased, except on the L.N.E.R., which com 
pany, however, still has the highest average cost per unit. 

[he position as regards the renewal funds in the past 
two years has been as follows: 


1937 1936 
lransfers to Withdrawals Transfers to Withdrawals 
f £ f 
L.M.S.R 802,411 133,495 45,066 2,755,894 
L.N.E.R 152,570 2 465,753 136,330 918,855 
G.W.R 4,433 673,823 532,390 
S.R 243.414 13,216 123,772 398,617 


Table 11—Rolling Stock Repairs 
[he number of repairs to steam locomotives was greater 
on the L.M.S.R. and G.W.R. than in 1936, but repairs to 


electric railmotor vehicles were fewer in the case of all com 
panies The L.N.E.R. and Southern had also fewer carriage 
repairs, but all companies executed more repairs to wagons. 


[he percentage of steam locomotives awaiting repair was 
down on the L.M.S.R. and L.N.E.R., but both these com 
panies and also the Southern had more electric railmotor 
vehicles under repair. There were more carriages under 
repair on the L.M.S.R. and G.W.R., and both these com- 
panies and the L.N.E.R. had more coaching vehicles other 


Table 20—Receipts and Expenditure 





in respect of Canals, Years 1936 and 1937 





Financial and Uperating Results of 


than carriages under repair. The L.N.E.R. was the onl: 
company to record fewer wagons under repair. 


Tables 12 and 13—Locomotive Running Expenses 

All companies have increased their train-mileage, but i: 
the case of the Southern the increase has all been in electr 
train mileage. 

Costs of working per train-mile have increased under bot 
steam and electric traction except with the G.W.R. electri: 
working, which, however, still costs considerably more per 
train-mile than that of the other companies. In _ stear 
working wages and fuel are the chief causes of the increased 
cost of working, and in electric train working wages and 
electric current are mainly responsible, the other items of 
expenditure showing comparatively little change. 


Table 14—Traffic Expenses 

In this table, which is made up mainly of salaries and 
wages, it is not surprising that all items under that head 
in the case of all companies have increased, having regard 
to the concessions made in 1937 and the additional traffi 
handled, but it is to the credit of the companies that 
the ratio of salaries and wages to traffic receipts has not 
gone up. Almost evcry other item of the abstract has also 
increased, the principal exceptions being clothing on ths 
Southern, and Railway Clearing House expenses in the case 
of the other three companies. Taking the abstract in total 
however, it will be seen that there has been a general reduc 
tion in the ratio of expenditure to receipts. 


Table 15—General Charges 

Although all companies show increases in the total of 
this abstract, the percentage of increase has been less than 
that of the increase in receipts from the undertakings as 
a whole so that there is an all-round decline in the ratio 
of expenses to receipts. 

Table 16—Receipts and Expenses in Connection with 

Collection and Delivery of Parcels and Goods 

All-round increases are reported in respect of both pas 
senger and goods train traffic, but expenses have increased 
in ‘greater ratio than receipts and the percentages of ex 
penses to receipts have increased in the case of each com 
pany. Only the Southern shows any surplus of receipts 








L.M.S.R. N.E.R. G.W.R. Southern 
—_ a a — . a 
1937 1936 1937 1936 1937 1936 1937 | 19386 
MILEs OF NAVIGATION, PER STA- 536 536 246 246 210 211 55 chains 44 
TISTICAL RetTuRN V. 
Gross receipts £115,992 £118,449 £36,626 £36,203 £13.688 £14,256 £2,376 £1,799 
Per mile of navigation £216 £221 £149 £147 £65 £68 £3,456 £400 
EXPENDITURE 
Superintendence £3,298 £3,067 £374 £369 £207 £194 £168 £140 
Wages of toll clerks, lock- £1 1.897 £11,722 £4,491 £4,635 £420 | £429 £167 £159 
keepers, &c. 
Maintenance of canals and £113,970 £97,157 £39,406 £39,429 £29,941 £27,630 £1,015 £514 
water supply 
tates, including rate relief £7,763 £7,881 (2.141 £2,302 £530 £626 £20 £28 
Misccllaneous £11,910 £12,081 £1,671 £1,720 £1,266 £1,761 £6 £12 
General charges £5,297 £5,349 £965 £1,001 £668 £706 £29 £30 
Transfer to or from Renewal | Cr. £4,372 £496 £100 = 
Account —— — _ er me -— 
TOTAL £149,763 £137,753 £49,148 £49,456 £33,032 £31,346 £1,405 £883 
Per mile of navigation ; £279 £257 £200 £201 £157 £149 £2,044 £196 
Per cent. on gross receipts : 129 116 134 137 241 220 59 49 
| 
BALANCE— 
Profit ‘ia a ‘ “ - — - £971 | £916 


Loss £19,304 











£19,344 £17,090 
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over expenses. All companies show reductions in their form the largest item of expenditure, have increased in 
stocks of horses, and all have increases in their number _ greater ratio than receipts, and all companies have paid more 
of road motors, and, with the exception of the L.M.S.R., for hired cartage. Licence duty has increased except on the 




















the fleets of horse vehicles show reductions. The Southern Southern. Each company has put a substantial sum to 
has effected a marked reduction in its cost of maintenance reserve for renewals. 
of motor vehicles; on the other systems costs per vehicle 
have increased. It might make a fairer comparison to Table 17—Running Power Receipts and Payments 
include the cost of maintenance r vehicles s mi _ . : 
ma , Me ees of motot vehicles shown in There are no marked changes in this table, but generally 
table 21—-Receipts and Expenditure in respect of Road lei : : na 6 : . 
aaah ; er Spee : ; speaking running power traffic has increased and both re- 
rransport—in calculating the average cost of maintenance : a ions’ s 
. 5 gpelaaa T See oN : ceipts and payments with one or two exceptions show 
per motor vehicle. he adjusted figures will then be as 2 
; an upward tendency. 
follow: 3 
1937 1936 Table 18—Mileage, Demurrage, and Wagon Hire 
+ ° Ty ~ 
: L.M.S.R = ; 93 p In mileage and demurrage the L.N.E.R. has a rather 
| L.N.E.R 3 i oe 60 53 larger credit balance, whilst that of the L.M.S.R. is slightly 
: G.W.R : x 54 80 75 reduced. The debit balance of the G.W.R. has increased 
S.R ae ae ‘ ber 117 154 by £13,000; that of the Southern is reduced by £5,000. 
; : : . In wagon hire the L.M.S.R. credit balance has _ been 
Horse costs are also up but the maintenance of horse 
vehicles shows a downward tendency. Traffic expenses, which (Text continued on page 644) 
Table 21—Receipts and Expenditure in respect of Road Transport, Years 1936 and 1937 
L.M.S.R. L.N.E.R. G.W.R. Southern 
ae | z 
: 1937 1936 1937 1936 | 1937 | 1936 1937 1936 
Gross RECErrTs : | i 
Passenger Services— | 
Passengers. wu| £252,978 | £235,494 | £108,769 £99,533 | — ~ es 
| } } 
, 
Other Receipts ree = £897 | £863 | £383 £342 | a . — — 
; ines | | | 
Goods Services vse] £154,535 | £159,661 | £92,486 | £101,423 £72,646 | £84,444 £23,703 £24,278 
Miscellaneous .... __... od £480 £382 £106 | £89 £580 | £637 
Tora .. | £408,890 £396,400 | £201,744 | £201,387 | £73,226 | £85,081 £23,703 £24,278 
Te 7 ee ae 5 a RS. ae a Serer ine = — —— 
EXPENDITURE: | 
. . 
Superintendence ae a £10,430 | £10,207 | £3,491 | £3.498 £2,164 | £2,427 £147 £137 
j | ' 
Maintenance of Buildings ae £4,639 £4,414 £2,186 | £2,245 £258 £330 £67 £61 
‘ ee | | 
Maintenance of Motor Vehicles £68,663 £62,655 | £19,772 | £18,824 £9,658 £10,783 £3.196 £3,961 
Maintenance of Horses Sass £2,800 | £2,721 | £1,216 | £1,201 £195 £219 — 
Maintenance of Horse Vehicles £376 | £394 | £350 | £364 | £44 | £49 
| | 
Traffic Expenses : oid £193,754 £184,736 £93,321 | £90,801 | £35,021 £37,556 £11,252 £10,257 
Hire of Vehicles ... as res £326 £30 £5,334 | £13,540 £149 | £4,442 £374 £1,167 
| | 
General Charges £5,120 £5,136 £2.615 £2,797 | £2,332 | £2,370 £455 £473 
tates ; : £1,021 £1,000 £499 | £527 | £3 £3 £36 £39 
Licence Duty _.... . £19,140 £19,698 | £7,882 £7,880 | £5,004 | £5,781 £1,224 £1,350 
Miscellaneous _.... ; £18,229 £18,507 £9,197 £10,001 £1,235 £2,207 £378 £321 
Road Transport for and by | Cr. £3.178 | Cr. £4,014 | Cr. £242 | (Cr. £360 Cr. £63 
other Railway Companies 
and Undertakings 
Transfer to or from Renewal £18,305 £23,583 £17,219 £18,391 £3,315 £3,141 £318 Cr. £446 
Account 
» TOTAL ....... ~_ , £339,625 £329,067 £162,840 £169,709 £59,378 £69,308 £17,384 £17,319 
| Per cent. of gross receipts . 83-06 83-01 80-73 84-27 81-09 81-46 73°35 71-34 
] 
BALANCE | \ | 
) 
Profit a < - £69,265 £67,333 £38,904 £31,678 £13,848 £15,773 £6,319 £6,959 
) i a ee mes pra — — - 
— ' —— 
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Table 22—Receipts and Expenditure in Respect of Docks, Harbours, and Wharves, Years 1936 and 1937 


L.M.S.R. 
Gross REcEIPTts— 1937 1936 
Harbour and light dues £82,375 £67,312 
Per cent. of receipts 7:47 6-79 
Dock dues on ships £85,110 £82,088 
Per cent. of receipts 7°72 8-28 


Dock dues on goods £138,606 


Per cent. of receipts 12-57 
Dock dues on passengers £2,353 
Per cent. of receipts 0-21 


Wharf and pier dues £21,608 


Per cent. of receipts 1-96 
Dock railways £189.310 
Per cent. of receipts 17-17 


Cranage and other services £525,235 


Per cent. of receipts 47-64 
Graving docks £8,591 
Per cent. of receipts .... 0-78 
Warehousing £7.716 
Per cent. of receipts 0-70 
Rents £24,093 
Per cent. of receipts. 2-19 


Viscellaneous 
Per cent. of receipts .... 1-59 
Total 
EXPENDITURE— 


Superintendence £43,472 
Per cent. of expenditure 4-07 
Maintenance £160,433 
Per cent. of expenditure 15-03 
Dredging £127.523 

Per cent. of expenditure 11-95 


Operating expenses 


Per cent. of expenditure 60-11 
Rates, including Rate Relief £34.146 
Per cent. of expenditure 3°20 


General charges £31.906 


£1,102,586 


£17,589 


£641,586 


Per cent. of expenditure 2-99 
Miscellaneous £37,990 | 
Per cent. of expenditure al 3°56 


m len 1 799 
Transfer to or from Suspense | Cr. £9,717 
Account 


Per cent. of expenditure 0-91 


| 
sali 
| 
| 
| 


Total £1,067,339 
Per cent. on gross receipts ~ 96-80 
oie | 
Net receipts from docks, har- | £35,247 





bours and wharves 


; Cc 


£127,277 
12-84 
£2,819 


0-28 


1-84 


£180,231 


18-18 


£456,593 


46-06 


£9,353 


0-94 


0-78 
£23,281 
2-35 
£16,481 
1-66 
. £991,336 
£42,909 
4-39 
£165,932 


16-96 


£177,667 


18-16 
£584,174 
59-70 
£34,156 
3-49 
£29,477 
3-01 
£37,892 
3°87 


r, £93,700 


9-58 





£978,507 | 


98-71 


£12,829 


£18,207 | 


£7,694 
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Financial and Operating Results of 


L.N.E.R. 

1937 1936 
£26,779 £25,294 

0-96 0-93 
£512,135 | £500,614 

| 18°33 18-30 
£307 393 £293,933 

| 11-00 10-75 
| £547 £401 

0-02 | 0-02 
£132.963 | £123,337 

4-76 | 4-51 
£504,598 | £488,839 

18-06 17-87 
£998,286 |£1,011,797 


35°73 36-99 


£43,731 £39,200 

1-56 | 1-43 
£45,738 | £44,423 

1-64 | 1-62 
£95,933 | £89,628 

3°43 | 3-28 
£125,944 £117,565 

4-51 | 4-30 
7 £2,794,047 '£2,735,031 
73,907 | £77,866 

} 2-90 | 3°05 
£481,030 | £427,637 


18-89 16-76 


£115,381 | £115,862 








| 





| 




















4-53 | 4-54 
£1,463.344 £1,436.) 18 

| 57-47 | 56-29 
| £57,705 | £63,803 

2-27 2-50 
£53,575 £60,094 

| 2-10 2-36 
| ¢126,967 | £130,141 

| 4-99 5-10 
| £174,287 | £239,864 

6-85 9-40 
~ €2,546,196 |£2,551,385 

91-13 | 93-29 
£247,851 | £183,646 





G.W.R. Southern 
1937 1936 1937 1936 
£33,389 £31,099 | £89,095 £69,651] 
1-49 1-65 | 6-94 5-80 
£493,878 £420,499 | £306,322 £297 412 . 
22-03 22-29 23-87 24-78 
£464,177 £392,217 £80,267 £71,436 
20-70 20-80 | 6-25 5°95 | 
£7,932 £7,531 | £25,018 £26,654 | 
0-35 0-40 1-95 2-23 
£8,101 £8,653 | £25,254 £25,343 | 
0°36 0-46 | 1-97 2-1) 
£123,149 £99,519 | £69,142 £70,917 
5-49 5-28 | 5-39 5-91 
£955,361 £781,258 | £493,986 | £448,027 
42-61 41-42 38-50 | 37-34 
£10,419 £9,768 | £64,408 | £66,010 
0-47 0-52 | 5-02 5°50 
£10,684 | £13,642 | £17,178 £13,816 
0-48 0-72 | 1-34 1-15 
£76,013 £75,166 | £57,915 £56,225 
3-39 3-98 | 4-51 4-68 
£59,025 £46,669 | £54,657 £54,608 
2-63 2-48 | 4-26 4°55 
| €2,242,128 | £1,886,021 | £1,283,242 | £1,200,139 
$57,899 £57,034 ~ €14,701- £15,227 
3-05 3°23 1-63 1-81 
£430,506 £422,756 | £134,975 | £113,653 
22-66 23-93 14-93 | 13-49 
£65,563 | £90,692 £79,874 £101,162 
3°45 | 5-14 8-84 12-01 
£1,036,842 | £911,108 | £499,663 £464,295 
54-58 51-58 | (55-28 35-11 
£83,712 £87,612 £27,640 £28,822 
4-41 4:96 3-06 3-42 
£84,817 | £80,015 £40,871 £39,300 
4-46 | 4°53 4-52 4:66 
£81,008 £91,020 £54,879 £59,198 
4-26 5-15 6-07 | 7-03 
£59,399 | £26,083 £51,195 £20,829 
B13 | 1-48 5-67 2-47 
£1,899,746 | £1,766,320 | £903,798 | £842,486 
84-73 93-65 | 70-43 70-20 
£342,382 | £119,701 | £379,444 £357,653 
| | 
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Table 23—Receipts and Expenditure in Respect of Hotels and of Refreshment Rooms and Cars where Catering is carried on by the Company, 
Years 1936 and 1937 


L.M.S.R. L.N.E.R. | G.W.R. Southern 


| 
1937 1936 1937 1936 1937 | 1936 1937 1936 
RECEIPTS— 


Total receipts from hotels and | £3,080,014 | £2,985,241 £2,073.970  — £1,953,549 | 


| 

| £767,014 | £744,785 £147,518 £139,900 
sale of provisions, &c., in | | | 

| 

| 


the refreshment rooms 
































| and cars 
| | 
EXPENDITURE— | | 
: | | | | 
Salaries and wages | £650,204 | £605,000 | £362,135 £339,059 | £148,351 | £132,676 | £21,849 | 221,522 
Per cent. of expenditure .. | 23-84 | 23-48 18-98 18-95 26-41 | 19-91 16-80 | 16-40 
| 
Per cent. on gross receipts ... | 2-11 | 20-42 17-46 17-36 | 19-34 17-81 14-8] | 15-39 
| | 
Provisions, wines, and spirits | £1,328,463 | £1,279,245 | £1.057,656 £991,493 £421,656 | £384,011 £61,538 | £57,640 
y | consumed : 
Per cent. of expenditure —....| 48-72 49-27 55-42 55-41 | 58-01 57-62 47-30 | 43-94 
| 
Per cent. on gross receipts . 43-13 | 42-85 51-00 50-75 54°97 51-56 | 41-72 | 41-20 
27 , | | | 
Maintenance of hotels and | £394,736 £314,702 £224,968 £194,034 | £47,008 | £43,979 | £18,165 £28,530 
refreshment rooms and fit- 
tings, furniture, &c., of | 
TT refreshment cars l | 
Per cent. of expenditure |} 14-47 12-12 11-79 10-84 6°47 6-60 13-96 21-75 
| | | 
Per cent. on gross receipts ...... 12-82 10-54 | 10°85 9-93 6-13 5-90 12-31 20-39 
| 
0 | | 
Heating and lighting of hotels | £108,976 | £98,934 £58,259 £56,379 | £20,450 £19,717 £6,121 £6,038 
and refreshment rooms 
Per cent. of expenditure. 4-00 | 3-81 3°05 3°15 | 2-81 2-96 4-71 4°60 
“4 Per cent. on gross receipts | 3°54 | 3°31 2°81 2-89 | 2-66 2-65 4-15 4°31 
| | | 
Rents | £46,121 | ¢44,139 | £38,594 | £38,780 | £22,680 122,635 _ oa 
OS } | 
Per cent. of expenditure 1-69 | 1-70 2-02 2-17 3-12 3-40 — — 
- Per cent. on gross receipts | 1-50 | 1-48 1-86 1-99 | 2-96 3-04 — — 
39 | | 
Rates sual £67,714 £64,096 | £37,987 £37,610 £13,213 | £12,287 £2,271 £2,601 
27 | | | | 
Per cent. of expenditure .| 2-48 | 2-47 1-99 2-10 1-82 1-84 1-75 1-98 
Per cent. on gross receipts ....| 2-20 2-15 1-83 1-92 1-72 1-65 1-54 | 1-86 
55 a | | | | 
Licence Duty £8,626 | £8,546 | £7,467 £7,296 | £3,887 | £3,833 £365 £417 
| | | | 
Per cent. of expenditure _... 0-32 | 0-33 | 0-39 | 0-41 0-54 | 0:57 0-28 0-32 
] | 
62 | 
Per cent. on gross receipts ....| 0-28 0-29 0-36 0-37 0-51 | 0-52 0-25 | 0-30 
General Charges wid £55,752 | £55,618 | £35,433 | £35,050 £12,176 £14,191 £3,341 | £3,838 
QS | | | 
Per cent. of expenditure 2-04 | 2-14 1-86 1:96 1-67 | 2-13 2-57 | 2-92 
| | | 
Per cent. on gross receipts ... | 1-81 | 1-86 1-71 1-79 1-59 1-91 2-27 | 2-74 
322 : | | ° | 
Miscellaneous ’ .... ; a | £191,415 £190,909 | £121,430 | £113,235 £37,436 | £33,158 £11,904 | £12,183 
| | | 
. | | 
Per cent. of expenditure 7-02 | 7°35 6-36 | 6-33 5-15 4-97 9-15 9-29 
300) A | | 
Per cent. on gross receipts woes] 6-21 H 6-40 5-85 5-80 | 4-88 | 4°45 8-07 | 8-71 
| | | 
Transfer to or from Suspense | Cr. £125,002 | Cr. £69,420 | Cr. £35,418 | Cr. £23,533 — | £4,529 | Cr. £1,579 
198 Account aes Se may Pee Se Sees eset - cineca 
| 
ToTaL EXPENDITURE ae - £2,727,005 £2,596,369 | £1,908,511 | £1,789,403 £726,857 | £666,487 £130,083 | £131,190 
324 Per cent. of receipts aoe 88-54 86-97 92-02 | 91-60 94-76 89-49 88-19 93°77 
Balance— | | | 
486 Profit .... oe aie soil £353,009 £388,872 £165,459 £164,146 £40,157 | £78,298 £17,435 £8,710 
| | 
| | 
Percentage of profit to gross | 11-46 13-03 7°98 8-40 5-24 | = lo-51 11-8] | 6-23 
receipts ’ 
653 = oe ey 
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(Continued from page 641) 


increased by £9,000 and on the G.W.R. a debit balance of 


£1,000 in 1936 has been transferred into a credit 


of £4,000 in 1937. The debit balance of the 
has been increased by £10,000. 


balance 


L.N.E.R. 


Table 19—Receipts and Expenditure in Respect of 


Steamboats 


Mention has already been made of the exceptionally 
good results secured by the Southern Railway. That com- 
pany records an increase in receipts of £340,000 as coin- 


pared with £40,000 on the L.M.S.R., £59,000 


on the 


L.N.E.R., and £21,000 on the G.W.R. The great bulk 
of the Southern increase comes from passengers, who have 
vielded £267,000 more, whilst parcels and mails have gene 
up by £38,000. In expenditure the L.M.S.R. has saved 


£120,000 in renewals but has transferred £90,000 


to the 


renewals fund, whereas a year ago nearly £40,000 was 
taken from the fund. The profit on its steamship under- 
taking has increased by nearly £12,000. L.N.E.R. work 


Financial and Operating Results of 


ing expenses have increased by £30,000 and profit has risen 
by £28,000. G.W.R. actual expenses have been £44,000 
more than in i936, but there has been £26,000 less trans 
ferred to the renewals fund, leaving the profit very much 
the same as it was a year ago. Southern working expenses 
have naturally increased with the growth of traffic; but 
there has been some saving under harbour fees and light 
dues. Working expenses on the whole are up by £104,000 
but profit has increased by no less than £236,000. 


Table 20—Receipts and Expenditure in Respect of 
Canals 

Canal mileage shows little or no variation except on t! 
Southern, where only 55 chains are now owned as co! 
pared with 4} miles in 1936. Receipts show little chai, 
but L.M.S.R. working expenses are up by £12,000, d 
entirely to increased maintenance charges, and its 
in working has risen from £19,304 to £33,771. The L.N.E.R 
and G.W.R. also continue to show losses, but the Souther 
records a small profit. 


Table 24—Mileage of Lines Open for Traffic and Receipts per Route Mile, Years 1936 and 1937 


L.M.S.R. 


1937 | 1936 

MiLeaGeE or LINES OPEN FOR 
TrRaFFic (PER STATISTICAL 
RETURN 1la)— 


Lines owned by the Company, 
including Company's share 
of Lines Jointly Owned other 
than those included in Ab- 
stract “* J**— 





Length of road ome 6,866 6,891 

Total miles reduced to single 13,303 13,337 
track 

Sidings reduced to single 5.988 | 6,008 
track 

Total of single track (includ- 19,291 | 19,345 


ing sidings) 





Lines leased or worked— 


Length of road ; 3 3 
| 
Total miles reduced to single 4 4 
track 
Sidings reduced to single | l I 
track 
Total of single track (includ- 5 5 


ing sidings) 


ToTaL— 
Length of road : 6,869 6,894 
Total miles reduced to single 13,307 13,341 

track 
Sidings reduced to single 5,989 6,009 

track 
Total of single track (includ- 19,296 19,350 


ing sidings) 
PASSENGER TRAIN RECEIPTS. | £26,994,311 | £25,963,191 
Pex Account No. 10 
Per route mile : £3,930 £3,766 


Goops Train Recerpts. Per | £39,573,155 | £37,850,108 
Account No. 10 
Per route mile , £5,761 £5,490 


ToraL TraFric Recerpts. Per | £66,567,466 | £63,813,299 
Account No. 10 
Per route mile £9,691 £9,256 


Torat Rattway Recerets. Per | £67,234,080 | £64,462,842 
Account No. 10 
Per route mile .... ro oe £9,788 £9,351 


L.N.E.R. G.W.R. Southern 
1937 1936 1937 1936 1937 | 1936 
| | | 
P ] | 
| | | 
6,353 6,360 | 3,774 | 3,775 | 2,133 2,139 
| 
11,446 11,450 6,468 | 6,467 1,108 4,114 
5,334 5,358 | 2,593 | 2,615 1,273 1,272 
16,780 16,808 9.061 | 9,082 5,381 5,386 
| 
12 12 7 7 | 30 30 
25 25 s 8 3l 31 
l l 4 4 6 6 
26 26 12 12 37 37 
6,365 6,372 3,781 3,782 2,163 2,169 
11,471 11,475 6,476 6,475 4,139 4,145 
5,335 5,359 2,597 2,619 1,279 1,278 
16,806 16,834 9.073 9,094 5,418 | 5,423 
£17,625,031 | £16,970,552 | £11,489,143 | £11,062,282 | £16,919,613 | £16,090,002 
£2,769 | £2,663 £3,039 £2,925 £7,822 | £7,418 
£31,072,401 £29,531,142 | £16,362,507 | £15,421,213 | £4,930,809 | £4,919,267 


£4,882 


£48,697,432 | 


£7,651 
£49,086,681 


£7,712 


£4,635 £4,327 £4,078 £2,280 £2,268 


£46,501,694 | £27,851,650 | £26,483,495 | £21,850,422 | £21,009,269 


£7,298 £7,366 £7,003 £10,102 | £9,686 
£46,883,485 | £28,110,846 | €26,729,440 | £22,113,580 | £21,256,414 


£7,358 £7,435 £7,068 £10,224 £9,800 


Taare 


ani: nae eS 
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= 
‘ Table 21—Receipts and Expenditure in Respect of In comparison, the increases of £111,000 on the L.M.S.R., 
a Road Transport £59,000 on the L.N.E.R. and £83,000 on the Southern 
Receipts of the L.M.S.R. have increased by £12,000, appear almost paltry, but it must not be overlooked that 
whilst those of the G.W.R. have diminished by a like the sale of Tyne Dock by the L.N.E.R. company adversely 
umount. L.N.E.R. and Southern receipts are practically affected its earnings. The G.W.R. increase is made up 
inchanged. On the expenditure side the L.M.S.R. has an principally of £73,000 in dock dues on ships, £72,000 in 
increase of £10,000, and the G.W.R. a decrease of £10,000. dues on goods, £24,000 in respect of dock railways and 
\ decrease of £7,000 in working expenses on the L.N.E.R. £174,000 in cranage and other services. A decrease of 
has increased its profit to the same extent. £50,000 in dredging costs on the L.M.S.R. has been offset 
- . . by an increase of £57,000 in operating expenses, but 
Table 22—Receipts and Expenditure in Respect of 34,000 less has been drawn from the renewals fund and 
Docks, Harbours, and Wharves total working expenses are in consequence up by £89,000. 
In this table the G.W.R. has had the most successful Net receipts have increased by £22,000. The L.N.E.R. has 
results, its gross receipts having increased by £356,000. spent £53,000 more on maintenance and £27,000 more on 
Table 25—Stock of Coaching Vehicles, Number of Passengers Carried, and Number of Season Ticket Holders, Years 1936 and 1937 
L.M.S.R. L.N.E.R. | G.W.R. Southern 
NUMBER OF PASSENGER CAR- 1937 1936 1937 1936 1937 1936 1937 1936 
RIAGES (PER STATISTICAL 
Return IT)— 
Steam : : 6,780 16,886 12,155 12,316 6,170 6,051 3,897 4,111 
Electric 62] 624 195 137 60 40 2,784 2,352 
Rail motor oa 8 12 84 89 18 37 ] 1 
Total ; 17,409 17,522 12,434 | 12,542 6,248 6,128 6,682 6,464 
NUMBER OF SEaTS OR BERTHS 
(PER STATISTICAL RetuRN IT) 
Sleam 
First . 114,990 115,700 77,363 76,801 39,076 37,241 35,337 | 37,040 
) Second 1,684 1,588 $5,270 45,870 264 264 
. Third .... 896,216 894.376 541,503 549,371 319,702 313,226 | 165,159 | 175,165 
~ Electric $3,430 13,665 11,880 8,240 2,680 1,920 | 202,793 177,899 
. | 
o tail motor 380 592 4,907 | 5,207 1,056 1,767 | 44 | 44 
Total 1,056,700 | 1,055,921 680,923 685,489 | 362,514 354,154 | 403,597 | 390,412 
NUMBER OF PASSENGERS Con- 
vy VEYED (PER STATISTICAL 
1 Return XIII)— | 
; | 
P Excluding season ticket | 330,461,503 | 322,062,370 | 213.817,204 | 206,501,651 | 116,304,989 | 113,530,871 | 245,849.681 | 233,393,310 
‘ holders | 
= Estimated number of journeys | 129,085,200 | 128,468,400 93,490,800 92,203,800 41,454,600 40,866,000 | 132,864,600 | 126,868,800 
sos by season ticket holders | 
Total 459,546,703 | 450,530,770 | 307,308,004 | 298,705,451 | 157,759,589 | 154,396,871 378,714,281 360,262,110 
- Per carriage 26,397 25,712 24,715 23,816 25,250 25,195 | 56,677 | 55,734 
} | 
| | 
” Per seat $35 427 451 436 435 436 938 | 923 
» | 
2 NUMBER OF OTHER COACHING | | 
a V EHICLES— | | 
23 Post Office vans 83 80 33 28 | 33 33 22 23 
| 
D2 Luggage, parcel, milk, fruit, 2,524 2,585 1,328 1,369 | 1,284 1,295 1,143 | 1,177 
and brake vans 
18 Fish vans and trucks 812 872 3,815 3,730 363 363 
67 Carriage trucks 1,631 1,638 509 530 | 248 250 | 79 | 95 
68 ote 948 961 1,225 1,199 | 744 647 | 382 400 
69 Miscellaneous 272 | 259 73 70 | 139 117 70 | 69 
cod Total ‘ 6,270 6,395 6,983 6,926 2,811 2,705 1,696 | 1,764 
HL 4 Total coaching vehicles, in- 23,679 23,917 | 19,417 19,468 9,059 8,833 8,378 8,228 
0 cluding electric stock and 
rail motor vehicles 
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operating expenses, but it has carried £65,000 less to reserve, 
with the result that the total working expenses are £5,000 





below those of 1936, and net receipts have increased by 
£64,000. The G.W.R. has saved £25,000 in dredging, but 
has spent £125,000 more on operating and carried £33,000 


more to reserve. A total increase in working expenses of 


£133,000 still leaves an increase in net receipts of £223,000, 
and the ratio of working expenses to receipts is reduced 


from 93-65 to 84-73. The Southern has spent £21,000 less 
on dredging and £21,000 more on maintenance. 


Operating 


expenses are up by £35,000 and £30,000 more has been 


transferred to reserve. An 


increase 


of £61,000 


working expenses still leaves increased net receipts of nearly 


£22,000, and the operating ratio of just over 70 per cent. 


is much below that of the other three companies. 


Table 23—Receipts and Expenditure in Respect of 
Hotels, Refreshment Rooms, and Restaurant Cars 
All companies show increases in takings, the L.M.S.R. 

receipts being up by £95,000 and the L.N.E.R. by £120,000. 

Southern receipts would doubtless have been higher but 


for the sale of the hotel at Deal. 


Table 26—Stock of Goods Train Vehicles and the Tonnage of Merchandise and Mineral Traffic Conveyed, Years 1936 and 1937 


NuMBER OF MERCHANDISE AND 
MINERAL WaGoNnsS’ (PER 
SratisticaL Return IIp)— 
Open 
Covered 
Special 
Rail and timber (including twin 
trucks) 
Mineral 
Total 
NumBer oF Ortarnatina Tons 
OONVEYED (ExcLuDING 
CoaL AND COKE). (PER 
SratisticaL Return XIV.) 
Tons 


Per wagon (excluding mineral) 


NumBeEr ov CaTrLe TRUCKS (PER 
SratisticaL Return IIb) 


Heaps or Origrnatina LIVE 
Stock. (PER STATISTICAL 
Return XIV.)— 

Number 


Per wagon 


NumBER OF BrakE VANS (PER 
SratisticaL Return IIe) 


NumBer oF RartLway SERVICE 
VENICLES AND HORSES FOR 


SHUNTING (PER STATISTICAL 


Return Ilz)— 

Coal coke, ash, and sand 
wagons 

Ballast wagons .... 

Other wagons, &c. 


Total 


Horses for shunting 


L.M.S.R. 
1937 1936 
144,883 139,275 | 
51,436 | 51,695 | 
3.44 | 3,154 | 
7,177 7,248 | 
61,883 59,207 
268,823 260,579 


43,727,419 
211 


7,436 


+,147,753 
558 


5,494 


9,247 
2,796 
2,300 


14,343 





41,587,407 | 


207 


7,561 


4,723,192 


625 | 


37 


5,53 


The L.M.S.R. has spent 


£38,000. 


Table 24—Mileage of Line and Receipts per 


L.N.E.R. 


1937 


105,930 | 
39,058 | 
7,167 


14,018 


243,897 


38,789,450 


233 | 


5,258 


3,003,238 | 


7,713 


1,681 


2,511 | 
11,905 


202 


1936 


99,186 


38,368 


6,281 | 


13,057 


77,975 | 





234,867 





36,761,205 


| 


234 | 


4.886 


3,430,509 


702 | 
| 


4,636 


8,151 
1,780 


2,498 





Financial and Operating Results of 





£40,000 more on salaries and wages, 
provisions, wines, and spirits, and £80,000 more on main 
tenance, but it has taken £56,000 more from reserve. 
working expenses are however up by £130,000 and profit is 
reduced by £35,000. L.N.E.R. salaries and wages have in 
creased by £23,000, provisions, &c. by £66,000 and mai 
tenance by £31,000, but £12,000 more has been taken fro; 
reserve, with the result that the total increase in working 
expenses practically absorbs the increase in receipts, lea 

ing the profit the same as it was a year ago. 
expenses are up by £60,000 mainly in respect of salaries 
total and wages, and provisions, &c., and profits are reduced | 

On the Southern the working expenses in th: 
aggregate have remained practically unchanged and profits 
are twice what they were a year ago. 


Route- Mile 


All companies show a diminution in route mileage and j 
the case of the L.M.S.R. it is as much as 25 miles. 
mileage including sidings is also less than it was a year ago 
Earnings per route mile have increased in the case of eac! 


G.W.R. 

1937 1936 
48,182 45,305 
24,387 24,241 

2,062 1,763 
2,426 2,403 
1,225 1,233 








18,136,905 | 16,605,860 


235 225 


3,088 3,089 


1,480,246 1,758,946 | 
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ral 


re 9 


mee 
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12,429 








233 


479 | 569 
2,280 2,233 
4,561 | 4,354 
3,509 3,067 
1,506 1,481 
9,576 8,902 
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the British Group Railways in 1937 


company by £300 or £400 and on the Southern the earn- 
ings amount to more than £10,000 per route mile. 


Table 25—Stock of Coaching Vehicles 
The number of passenger carriages shows comparatively 
little change, small increases on the G.W.R. and Southern 
being balanced by small decreases on the L.M.S.R. and 
L.N.E.R., but it is only on the L.N.E.R. that there has 
been an actual reduction in the number of seats. More 
passengers have been carried per carriage and except on 
the G.W.R. more per seat. The L.N.E.R. has increased its 
stock of fish vans by 85 and of horse boxes by 26, whilst 

the G.W.R. has added 97 herse boxes to its stock. 


Table 26—Stock of Goods Train Vehicles 
All companies except the Southern have added to their 
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wagon stock, the L.N.E.R. having brought its number of 
special wagons up to 7,167, which is more than the com- 
bined stock of special wagons of the other three companies. 
The number of tons conveyed per wagon does not however 
show any appreciable change, but the number of head of 
livestock conveyed per cattle truck shows a very appreciable 
falling off in the case of all companies. The L.N.E.R. 
has reduced its stock of locomotive coal wagons by 438, 
whilst the G.W.R. has added 207 coal and 442 ballast 
wagons. Horses engaged in shunting are fewer than they 
were a year ago. : 
Table 27—Train and Engine Mileage and Receipts 
per Train-Mile 


There is an all-round increase both in train and engine 
mileage, but the percentage of train miles to engine miles 


Table 27—Train and Engine Mileage and Receipts per Train-Mile, Years 1936 and 1937 




















| | 
L.M.S.R. L.N.E.R. G.W.R. Southern 
| 
| | 
1937 1936 1937 1936 1937 1936 1937 1936 
A. MILES RUN IN RELATION TO THE 
Company’s TraFric ReE- 
cerets. TotaL TRAIN-MILES 
(PER SvaTIsTICAL RETURN 
XI) 
Coaching 103,104,982 101,393,378 69,804,107 68,583,468 | 43,446,586 | 43,388,105 62,637,292 | 60,855,835 
Goods : ca | 57,872,276 56,413,766 46,028,801 44,166,080 | 25,046,555 | 24,077,268 7,413,907 7,483,124 
Total : aso 160,977,258 | 157,807,144 |} 115,832,908 | 112,749,548 68,493,141 | 67,465,373 70,051,199 | 68,338,959 
B. MILES RUN IN RELATION TO THE 
CompaNny’s EXPENDITURE. | 
ToraL TRAIN-MILES (PER 
StaTistTicaL Return XII) 
Coaching | 103,140,273 | 101,430,157 | 69,961,410 | 68,735,745 | 43,335,008 | 43,336,066 | 62,623,104 | 60,839,508 
Goods nee ‘ il 58,084,292 | 56,631,519 46,088,392 | 44,229,004 24,979,856 | 24,008,074 | 7,335,635 7,423,223 
! ! 
Total .... ; | 161,224,565 | 158,061,676 | 116,049,802 | 112,964,749 68,314,864 | 67,344,140 | 69,958,739 68,262,731 
! — —_ — --—— — —_—- 
C. MILES RUN BY THE COMPANY’S 
ENGINES (PER STATISTICAL | 
Return XII). Totrar TRatn- 
MILES | } 
Coaching .| 102,471,127 | 100,812,424 73,611,299 71,494,707 $3,333,062 | 43,299,380 | 61,696,017 | 59,940,248 
Goods ’ | 58,883,652 | 57,429,223 | 48,785,772 46,463,524 25,304,170 24,329,643 7,135,432 | 7,174,786 
nae neat re | . errs 
Total 161,354,779 | 158,241,647 | 122,397,071 117,958,231 68,637,232 | 67,629,023 | 68,831,449 | 67,115,034 
Shunting Miles— 
Coaching 7,550,281 7,572,000 | 4,601,819 4,445,892 2,950,714 | 2,914,423 2,267,687 | 2,475,246 
Goods 40,814,590 40,152,480 32,777,414 31,733,096 21,256,368 | 20,267,454 6,789,741 7,025,290 
| | | 
Other Miles (Assisting Light, &c.) 25,241,078 | 23,949,607 16,615,146 15,889,946 7,946,800 7,460,471 4,831,913 4,939,473 
Total engine miles 234,960,728 | 229,915,734 | 176,391,450 | 170,027,165 | 100,791,114 | 98,271,371 82,720,790 | 81,555,043 
Percentage train-miles of total 68-67. | 68-83 69-39 69-38 68-10 68-82 83-21 82-29 


engine miles 


PassSENGER TRAIN ReEceEtpets. Per | £26,994,311 | £25,963,191 
Account No. 10 
Per train-mile 5s. 2-84d. 
Goovs Train Recerets. Per | £39,573,155 | £37,850,108 
Account No. 10 


Per train-m'‘le ae .. 13s. 8-lld. | 13s. 5-03d. 13s. 6-02d. 
ToraL Trarric Receipts £66,567,466 | £63,813,299 | £48,697,432 
Per train-mile 8s. 3-24d. 8s. 1-05d. 8s. 4-90d. 


£17,625,031 


5s. 1-46d. 5s. 0-60d. 


£31,072,401 


£16,970,552 | £11,489,143 | £11,062,282 | £16,919,613 | £16,090,002 


4s. 11-39d. 5s. 5s. 1-19d. 5s. 4-83d. 5s. 3-45d. 


£29,531,142 £15,421,213 £4,930,809 | £4,919,267 


3-47d. | 
| 
£16,362,507 | 
| 


13s. 4-47d. | 13s. 0-79d. | 12s. 9-72d. | 13s. 3-62d. | 13s. 1-77d. 


£46,501,694 | £27,851,650 £21,850,422 | £21,009,269 


8s. 2-98d. | 8s. 1-59d. 6s. 2-86d. 6s. 1-78d. 
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Total expenditure Capital 
Account (No. 4) 

Gross receipts from business 
carried on by the Company 
(No. 8) 

Revenue expenditure on 
nesses carried on by 
Company (No. 8) 

Net receipts of businesses carried 
on by the Company (No. 8) 

“J” Joint Lines—Company’s 
proportion of Net revenue 
(No. 8) 

Miscellaneous receipts net (No. 8) 


on 


busi- 
the 


Miscellaneous charges 
Total net income (No. 8) 


reserve 
contingency 


Appropriation from 

\ppropriation to 
fund 

\ppropriation to new works 

Interest on loans and debenture 
stocks (No. 9) 

Dividends on guaranteed and 
preference stocks (No. 9) 
Balance after payments of pre- 
ference dividends (No. 9) 
DIVIDENDS ON OrbINARY STOCK 

(No. 9) 
Interim 
Rate per cent. 


Final 


Rate per cent. 


Total esse 


Rate per cent. 


Surplus 


Deficit 


L.M.S.R. 


1937 1936 
£ £ 
456,684,343 $54,444,204 


75.855.536 72,718,669 


61,989,608 9.138 


ol 


928 


ooo 


9 900 $38 


O61 1,774,389 


276 14,048,176 


4,439,170 
8,474,383 


1,134,623 


Nil Nil 


Nil Nil 
428,037 1,190,031 


1,190,031 


1 
1} 


55,408 
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L.N 


1937 
352,589,512 


56,430,244 
$6, 799.159 


9.631.085 


441.841 


1,020,152 
985,636 


10,107,442 


150.000 


5.717.667 


Nil 

Nil 

Nil 
Preferred Nil 
Deferred Nil 

Nil 
Preferred Nil 
Deferred Nil 


17,501 


Financial and Operating Results of 


Table 28—Summary of Financial Results Secured, Years 1936 and 1937 


.E.R. 


1936 
£ 
351,736,607 


53,943,907 


45,146,124 


404 
748 
395 


000 


.274,263 
S90.890 


26,242 


Nil 

Nil 

Nil 
Preferred Nil 
Deferred Nil 

Nil 
Preferred Nil 
Deferred Nil 


26,242 


} 


G.W.R. 


1937 
£ 
185,390,751 


32,586,547 
26,121,445 


6.465.102 


145.949 


1.090.562 
S15.108 


6.886.505 


100.000 
1,649,832 
3.344.699 


1,791,974 


214,648 


1937 
£ 
| 171,495,577 
| 
25,580,836 


1936 
£ 
184,695,041 


30,763,033 


24,839,821 19,963,749 


5,617,087 


Dr. 42,388 


1,039,222 1,237,503 


788, 260,078 


6,552,124 


6,314, 


1,649,818 1,943,167 


2,751,278 


3,344,699 


1,857,679 


1,320,312 


551,732 
Preferred 2 
1,299,952 
Preferred 3 
Deferred 1} 
1,851,684 
Preferred 5 
Deferred 14 


5,995 


Southern 


1936 
£ 
169,144,332 


0a 


24,268,069 


275,866 
Preferred | 
1,260,915 
Preferred 4 
Deferred 4 
1,536,781 
Preferred 5 


Deterred } 


Brought forward from previous 79.083 134,491 
year 
Carried forward to 


year 


subsequent 93.769 79,083 


shows little variation. Earnings per train mile, both goods 
and passenger, have increased in every case, the L.M.S.R. 
having the highest figure for goods and the Southern for 
passenger, whilst the L.N.E.R. has the best figure for the 
two combined owing to its preponderating freight traffic. 


Table 28—Summary of Financial Results 
Secured 

[his table shows that the L.M.S.R., after paying its 
debenture interest and guaranteed and preference dividends, 
had £308,100 more available for dividend on its ordinary 
stock than was the case at the end of 1936. <A dividend at 
the rate of 13 per cent. as compared with 1} per cent. 
has therefore been paid, and the carry forward has been 
increased from £79,083 to £93,769. Although the L.N.E.R. 
is still unable to pay the full dividend on the 4 per cent. 
preference stock, that has received 1? per 
cent. as compared with only } per cent. a year ago. More- 


second stock 


66,425 


83,926 


10,183 220,809 


66,425 226,804 220,809 


over, instead of appropriating £50,000 from reserve as was 
done at the end of 1936, £150,000 has been credited to the 
contingency fund and the carry forward has been increased 
from £66,425 to £83,926. The G.W.R. has appropriated 
£100,000 of its net income to new works and has increased 
its dividend on its ordinary stock from 3 to 4 per cent., 
whilst the carry forward has been practically doubled and 
now amounts to £151,578. The Southern has distributed to 
its deferred shareholders 14 per cent. as compared with only 
$ per cent. in 1936, and at the same time carries forward 
the substantial sum of £226,804. 

On the whole, 1937 was a good year in comparison with 
the very lean years at the beginning of the present decade, 
and if at the end of 1938 similar progress can be reported 
to that made in the year just ended, shareholders may be 
inclined to take heart, and some advance in the very low 
prices of stocks quoted on the Stock Exchange may take 
place. 
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875 
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